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TO JOSHUA PROCTER WESTHEAD, Esq., M.P. 



Dear Sir, 

The readiness with which you have at all times afforded yoiir advice and 
assistance to many persons in connexion with the Railway of which you have 
long discharged the onerous duties of a Director, very much enhances the 
honour you have conferred in permitting me to dedicate the following pages 
to you. Allow me to express the hope that some of the facts contained herein 
may aid in raising Railway property fh)m its present prostrated condition to its 
legitimate place amongst commercial investments. Such a consummation 
would, I feel assured, be hailed by no one with more satis&ction than by 
yourself, for it would restore joy to the hearts and homes of thousands, 
amongst whom many widows and orphans are perhaps the heaviest, because 
the most helpless, sufferers. The depreciation of Railway property has been 
as blighting in its effects as the banefiil odour shed by the Upas tree ; unlike 
it, however, its pestiferous influence has not been confined to the desert, 
but has brought misery to families in all ranks and classes of society. 

I have the honour to be. 

Dear Sir, 

Your most obedient Servant, 

SAMUEL SALT. 

Manor House, Ardwick, Manchester, 
January^ 1850. 



PREFACE. 



The flattering reception given to my " Statistics and Calcula- 
tions/* and also to my ** Facts and Figures/' has encouraged me to 
hope that the present book may prove useful and interesting to the 
Railway public. 

The infonoation it contains is somewhat similar in character to 
that given in my previous volumes; but, being brought down to 
the present time^ it will, I trusty be found to possess a peculiar 
interest, from its embracing a most eventful period in Bailway 
history,— a period during which property to an amazing extent 
has become so fearfully depreciated that thousands, who, a very 
few years ago, might have considered themselves in a position of 
independence, liave now the mortiiication to see that, whilst the 
public are reaping largely the fruits of their hardly-earned accu- 
mulations, they are not only deprived of any pecuniary benefit in 
return, but, in many cases, even by those who are daily enjoying 
the benefits of their industry and enterprise, they are denied the 
sympathy which is generally excited by misfortune. 

That the cause of all this is inherent in Railways themselves, as 
the great channels of intercourse and traffic, has never been 
asserted, perhaps, because the fact is so obvious, that Railways have 
effected vastly more than even the most sanguine of their projectors 
anticipated; would that we could pass so high an eulogium on 
the management of these great industrial undertakings; but here, 
unfortunately, the fact is eqtuilly obvious, that it is in this we 
must seek for much of the cause of their present disastrous con- 
dition — ^but I would willingly draw a veil over the past, and hope 
that the experience gained, msb^ b^ \a^ -^^Vi^s^ ^x^te^^sj^ Ssst. "^d^ 
future. 



VI. 



Let not the shareholders, however, congratulate themselves 
with the idea that, great as may be their pecuniary losses, they 
are exempt from blame in this respect — f&c from it ; had it not 
have been for the unaccountable apathy which has characterised the 
great body of shareholders, directors would never have been 
appointed who were more remarkable for the absence than the 
possession of qualifications fitted for so onerous and responsible a 
position, — the partisanship or rival interests of a few would never 
have been suffered to involve the many in the expenditure of 
millions for the construction of branches remunerative only to the 
proprietor to whose works or property they extend, or duplicate 
lines, calculated only to be a source of vexation and annoyance 
to those by whose capital they have been constructed, and intended, 
in many cases, to compete with the property of the very persons 
who were making them. 

Had these things not been permitted, had the counsels of a few 
men much in advance of their co-partners been listened to« and this 
wicked expenditure been nipped in the bud, the necessity would 
never have arisen for the creation of preference shares, and the 
various other ingenious expedients which have been resorted to, for 
the purpose of completing by such destructive means, that which 
was begun by deplorable folly. Nor could the legislature have 
reduced our fiEtres and tolls below a remunerative level for the great 
tmnk lines, for which acts had been obtained some few years ago, 
had not the opportunity been afforded, by our applications to 
Parliament for additional powers, to add these incubi to our 
otherwise profitable concerns, which powers, as every Kailway 
director knows, could only be obtained by a reduction of fares 
and tolls being conceded over the whole undertaking. 

Two instances may suffice to prove the foregoing assertions, 
viz., ^t RdUioaya have fully realised the expectations of their 
projectors, and secondly, that their present fearful depression is 
to be sougJUfor in tJieir puerile and improper management. 

It is true the cost of their construction has, in nearly every case, 
very much exceeded the original estimate ; but it is equally true 
that the traffic has also been in excess of that anticipated, in a £Eir 
greater ratio. Take one of the earliest Railways — the Liverpool 
and Manchester — as an example. For a comparison of the evidence 
given before Parliament on application being made for the Bill, 
with the actual results when the line was fairly in operation, sec 
^e following p&mllQl passages ;— 
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EVIDBNCB IN 1825-6. 

TheCapitaloftheCompanyis ^£'510,000 
with power to borrow 127,500 

Total jff637,500 

The communication between the two 
great cities at the termini of the line 
was proved to be quite insufficient 
for the traffic, and the prices charged 
were — 

MKRCHANDISE. 

The Railway 
By existing engaged to 

conveyances, carry at 

Cotton, 15s. per ton. lis. per ton. 
Com, 10s. „ 98. „ 

Sugar, 12s. „ 98. „ 

The tonnage rates to be reduced 5 
per cent.; for every £1 per share the 
Company divided above 10 per cent. 

PASSENGERS. 

The Railway 
By existing engaged to 

conveyances, carry at 

Coaches, Inside 10s. 7s. 6d. 

„ Outside .. 6s. 3s. 6d. 

The number of passengers expected 
is 200 to 250 per diem. 

INCOME. 

The nett income expected is, for half 
year — 

From Passengers jfi'lO.OOO 

„ Cattle ^ 

„ GoocU } ie-2** 

„ Coals 5,000 

Total £31,260 

xxpenses. 

The expenses are expected to be 33 
per cent. 

DIVIDEND. 

Satisfactory evidence produced that 
the receipts will pay the expeoMa 
and a iUr remuneration. 



Results in 1845, rai tiak in which 
THE Amalgamation took place. 



To Capital of Company, in Shares and 
Loans j6'1,711,005 

The opening of the Railway caused an 
immense increase in the traffic, and 
the communication between the two 
great cities was found to be amply 
sufficient. 

merchandise. 

The Railway has 
carried at 

s. d. 

Cotton 9 per ton. 

Com 8 4 „ 

Sugar 9 „ 



PASSENGERS. 

The Railway has 

carried at 

8. d. 
First class 5 6 

Second class 4 

Thirdclass 2 7i 

The number of Passengers was up- 
wards of 1,500 per diem. 

INCOME. 

The nett income received is for the 

half year — 
From Passengers j^J ,169 1 7 

„ Cattle ^ 

„ Goods } 57,603 2 6 

» Coals 5,351 19 7 

Total £134,124 3 7 

expenses. 

The expenses for the half year were 
df 65,610 9s. Id., or nearly 49 per cent. 

DIVIDEND. 

The dividend d«fi\3»«AL^N^& '«^. ^()&r.x«m& 



viii. 

ThuB it appears, that whilst the capital has been increased 
scarcely three-fold, the expected traffic has been fi^m four to five 
times the amount anticipated, although the rates and fares have 
been considerably lower than the Company had the Parliamentary 
Power to charge. 

These statements need no comment to shew, that whilst the 
public has been largely benefited by greatly improved communi- 
cation at immensely reduced rates, with all the collateral advantages 
following in their train — to the agriculturist, for the transport of 
his produce — to the merchant, for the exchange of his commodities, 
and to the travelling public for purposes both of business and 
pleasure — ^the most sanguine expectations of the projectors have 
at the same time been more than realised, in the soundness of 
judiciously-conceived Railway undertakings as remunerative specu- 
lations for the investment of capital to the enterprising. 

Take the second instance, where, under wise and honest 
management, similar results might have been shewn, but which, 
unfortunately, is one of too large a class in which the interests of 
the many have been sacrificed to the cupidity and incapacity of 
the few : — 

The York, Newcastle, and Berwick. 

It will be known by most that this undertaking consists of the original 
Newcastle and Darlington, the Newcastle and South Shields, the Pontop and 
South Shields, the Durham Junction, the Durham and Sunderland, the Branling 
Junction, and the Newcastle and Berwick; all united by purchase, lease, or 
amalgamation, under the title of the " York, Newcastle and Beniick," by an Act 
which received the Royal assent July 9th, 1847. 

From the very able Report lately issued by the Committee of Investigation, 
it appears that the aggregate amount of Capital in profitable operation is 
j^5,251,998, to which add the real (not the estimated amount) of Share Capital 
of 4^1,430,922 for the Great North of England, for which an annual rent has been 
paid, and we have a total of Capital, in Shares and Loans, of j£'6,682,920. 

The total amount of receipts for the half year ending June 30th, 1849, is 
46*323,964, which, after allowing 45 per cent, for working expenses, and allowing 
4^ per cent, for that portion of Capital which was raised by Loan, would leave 
sufficient to pay a dividend of from 7 to 8 per cent, on the balance of the Share 
Capital. That nothing approaching this can be done, I am well aware; but it is 
not because the Railway was not capable of doing it, but from a variety of causes 
in its management and working, amongst which may be mentioned that of a 
large proportion of its Capital haying cost 4^250 for every ^6*100 ; and also that 
there will shortly be brought into operation a large amount of outlay, which, as it 
cannot yield a satisfactory return, ought never to have been engaged in. 

Wj'tb the causes, however, which have produced that fearful 
depression in Ballvray property, wMck t\i<& OixmaX^ Oil \a\i<^ ^^t 
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twelve months especially will have to record, I do not now profess 
to interfere, beyond the few remarks which this preface has afforded 
me the opportunity of making; the facts, however, which are 
contained in tiie book may assist many reflecting minds in forming 
their own conclusions, and I think that many of them exhibit 
a state of things so palpably fraught with ruin, that it may readily 
be seen, that whilst Railways are in themselves inherently good, 
their present disastrous condition is as easily traceable to past 
mismanagement or misconception of Railway interests, as the 
natural consequences of cause and effect are traceable to each other. 

Notwithstanding all that has been done to destroy the worth of 
this vast property, I am happy to think it still possesses the 
elements of prosperity, which, under a judicious system of manage- 
ment, may yet be developed. By all conversant with the working 
of Railways, it will readily be confessed that this is not to be 
accomplished by the so-much-vaunted Government audit, however 
desirable and necessary a good and efficient audit may he. Beyond 
the acknowledged soundness of the principle, that Government 
interference with industrial undertakings is always prejudicial, 
unless the public good imperatively calls for it, we have surely 
had suf&cient experience of the tender mercies of Parliament, in 
the perpetual burdens we have to sustain in providing interest for 
the money expended in obtaining our acts, — in the further sums 
expended in defending those acts when obtained from the rival 
lines to which so much encouragement has been given by the 
legislature, — ^and by having to submit to most uncalled-for reduc- 
tions in our tolls fmd &res, when any pretence was afforded to 
the Government for their interference. If, after all this, the 
shareholders were to have their property further destroyed by an 
expensive commission having to be paid out of their receipts, and 
a swarm of officials continually upon their property to obstruct 
their business, my hopes of the future would partake very much of 
the sadness which a retrospect of the past produces. 

I would suggest that sufficiently-paid and responsible auditors 
be selected by and from amongst the shareholders, who shall be 
entrusted with ample powers for their duties, and be altogether 
independent of the directors ; and more than all, that they shall be 
persons having a sufficient interest in the property to make its 
permanent prosperity a matter of deep concern to them, and whose 
ability and experience for that kind of work «\:i3X\. \i^«^^^»»*t^^» 
them for the office. 



1 1 The ftaditoTB, howeyer, can do comparatively little to restor 

Railway property to its jast value ; the main thing will be for botl 
directors and shareholders to combine in promoting that cordia 
understanding amongst all Companies by which the present insan 
competition may be destroyed^ and consequently the workii^ 
expenses considerably reduced, and then it may be expected tha 
the elements of prosperity which Railways possess may be a 
developed, that the shareholders may receive a satisiifactory retor 
for their investments, and Railways may again attain the prou 
position of being at once a boon to the public and a profit to the! 
proprietary. When, by such an understanding as I have advcrtc 
to, the traffic of the country is being carried over the various lin< 
at the full tolls allowed by Parliament, and at the vast reductio 
of working expenses which might thereby be cfFccted, if the proiH 
are not then found to be adequate to fair dividends, a case coul 
be made out sufficiently strong to urge the Government to restoi 
the fares and tolls to a remunerative amount, or in those cases i 
which they were originally fixed at too low a sum, to allow sue 
an alteration as would meet the reasonable expectations of tb 
proprietors. 

Take one instance of the folly of Railway competition, draw 
from our own county — I allude to Blackburn and Liverpool — th 
traffic between the two places is about 26.000 tons per annun 
this, at the correct rate of 13s. 4d. per ton (a rate as easil 
obtainable as the present one, if the competing Companies wei 
agreed), would amount to £17,333 6s. 8d. For this traffic thei 
are three Railway Companies competing, and, for want of a cordi: 
understanding, the amount is reduced to 5s. lOd. per ton, < 
£7,588 6s. 8d., being £9,750 per annum, positive lo.^s. But tli 
evil does not terminate here. In order to secure the traffic at th: 
unremunerative rate, each Company is keeping up an establishmci 
at the several competing termini of their lines much greater tha 
would be required if the business had only to be done in tl: 
legitimate manner : thus, to use a common but very expressi^ 
and applicable phrase — " burning Hie candle cf tlie shareholdei 
at both ends." 

In writing thus, I would not be understood to cast reflectioi 

upon any body of men who have hitherto been connected with tt 

legislative or executive conduct of Railways ; for, however much tb 

delinquencies of individuals may merit the most unqualific 

condemnation, my long connectioiimt\i\Aiem«A. «x*«Mive, wvd, 
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think, important Railway in the world, enables me to bear my 
testimony to the indefati^ble energy and great personal sacrifices 
of time and comfort which have been called for and freely given, 
generally, by those who have been entrusted with the management 
of affairs. 

But whilst some directors and managers have been exerting 
themselves to the utmost to accomplish what is wanting in these 
respects, the interests of one Railway have been so bound up in 
another that their most laudable efforts to promote a better system 
than that which has hitherto existed, have been almost, if not 
entirely, frustrated, by the unreasonable and foolish proceedings 
of others. The vicious system, however, of seeking an undue 
advantage at the expense of others, like all other proceedings 
which are not based upon the old maxim — 

" Honesty is the best policy," — 

has been found the most destructive to its authors, and there is, 
consequently, reason to hope that the time is at hand when better 
counsels will bring about the much-to-be-desired results. 

There appears one change in the opinions of some Directors 
which may conduce much to this end. They now acknowledge 
that dividends arc not to be obtained by entrusting their affairs 
to Lawyers and Engineers, so much as from having active, indus- 
trious, intelligent, and practically-experienced managers, who can 
feel tJiat their own interests and those of the Railway they 
represent are identical, and that it is principally by economy of 
management and development of traffic that dividends can be 
increased. 

In proportion as the fiwJts recorded in this volume lead Share- 
holders, Directors, and Managers to the conclusions at which I 
have hinted, my object in the labour I have incurred in looking 
up and down a thousand volumes. Parliamentary Blue Books and 
papers for the few stray facts, and issuing them from the press, will 
be accomplished. 

SAMUEL SALT. 

Manor IIousb, Ardwick, 

Manchester, January, 1850. 



ERRATUM. 

At page 84, No. 117, the Exports in Coals are in error stated to be to 1 
" United Kingdonif" it should have been to " Foreign Countries and ti 
British Settlements Abroad." 
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HaUway Capital and lK>a&s, ia44> to lBA7.—lSo. 1. 

Parliamentaiy Retom, No. 71, dated seth March, 1848, giyes 
the following as the amount of Capital and Loans authorised hy the 
TarioQS Railway Acts "whichhaye been passed^nce 1^43, distinguish- 
ing the amounts -sanctioned in each year. 





1844. 
Amomrt. 


184ft. 
Amoimt. 


1846. 
Amount. 


1847. 
Amount. 


Sy Shares 
^, Loans 


^ -n, -d. 

15,596,790 « « 

4^r.«471S 4 


44,876,770 t> 
14,622,082 6 8 


iff 8. d. 
95,625,934 10 5 
36,087,272 6 8 


^ s. d. 

34,152,520 
10,060,619 13 4 


Total 


e0.4M^971d 4 


59,499.452 6 8 


131,713,206 17 1 


44,213,139 13 4 



HaUway Iieffialatlon from 1801 to 1848.— Ko. 2. 

TThe following summary is extracted from Mr. Bigg's introduction 
to his Railway Acts of 1847, and other Parliamentary documents. 

**The progress of RaQway Legislation maybe divided into four periods, v1b.» 
from 1801 to 1825, during which time the lines were intended almost exclusively 
for the conveyance of coals and minerals, and were proposed to be worked by 
animal power, which power alone was used untQ stationary and locomotive 
«ngines were introduced j— from 1826, when Passenger Railways were flrRt sane 
tioned by Parlianent, to the close of 1835 j— from 1836, when standing orders 
were first framed to apply excludvely to Railways, to the close of 1843 ;— an^ 
from 1844, when the recent Railway movemeat comm«n!ceAL« \s^X^<^^t ^ nSossa^ 

**The Acts passed from 1801 to 182& irara ^ftj*tL^« \n.xcqss:^:ftic« vevv^ 
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10.299,33^ 


61.367,373 


1066 


iSfi 


6« 


746 


lS4e 


isa 


SI 


^ 


277 


101,i9I^M 


\«fia.Ma 


10.761,455 


128,980.714 




851 


710 


909 


1817 


141 


!9 


IG 


[96 


37,540,783 


8.420,758 


3.036,692 


38,007.233 


969 


35.-! 


1:9 


361 


181» 


M 


" 


S 


B3 








18.000,000 








33« 



Traffic on the Old Quay Canal, ISAJ.— No. a. 

The following is an account of Traffic on the Old Quay Canal, 
or Mersey and Irwell Navigation, between Boncom and Man- 
chester, for the year 1847 : — 



From Manchester to Ltyerpool, 
on Tonnage. 

Weight 
Tons. 

Coal 1,860 

Flags and Stones 2,660 

Grain 40 

Bale Goods, Cases, &c. 14,000 

Sundries 260 



Total 18,820 



To lianchester from Liverpool, 
on Tonnage. 

Clay 150 

Cotton 38,600 

Flags and Stone 1,300 

Manganese 150 

Grain, Flonr, &c 27,000 

Groceries 23,000 

Iron 8.950 

IronOie 100 

Road Materials 13,000 

Salt 2,000 

Slates 9,020 

Timber 16,000 

Sundries 12,700 



Total 150,970 



Total from and to Liverpool, and 
to and from Liverpool and Man- 
cheater, on tonnage 169,790 



From Manchester to Bancom, by the 
Old Quay Company's own vessels. 

Weight. 
Tons. 
Sundries 406 



To 



Manchester from Runcorn, by the 
Old Quay Company's own veaaels. 

aay... .\7. 2«« 

Manganese 760 

Grata, Flour, &c 8,100 

Iron 8,90O 

Lead 12p 

Shites 4.«»60 

Sundries 700 

Total 1"^.920 



Total to and from Runcorn, and 
fromandtoRuacom and Man- 



chester 



18,820 



Hallway Conteats.— No. 4. 

Mr. Glyn thus expressed himself on the reckless fighting amongst 
Railways, at a meeting of the London and North- Western Railway, 
18th Fehruary, 1848 : — 

"' We do really hope that the time for Parliamentary contests between Companies 
Is comtag to an end. I wish I could say that they loert ended ; but I do hope, 
from the course which matters are now taking, there is a probability— a strong 
probability— of our arrivtag at that point which we have all aimed at for some 
time past, when Railway Companies, instead of fighting for traffic from one 
district— tastead of trying to ruta each other in a way which will soon tell ujMn 
the taterests of their propiietaries, and consequently on those of the public — 
will unite together to endeavour, by a fair system of accommodation to the public, 
by doing their duty to themselves as well as to their customers, and by aitteo^^Sss^ 
to their taterests ta Parliament, to put upon a 8afo\Mi&ft^A V^<)!^R5S^;| >m.^\&i^^^A> 
all, more or lesa^ participate in diffeteoltUnea*? 



B>Uw»y OMeara tn 1847 and 1848^110. ». 

His kOcwingit a (omnMiy aT penons am^oTed mi all Bailinja 
in Eagland and Wal««, Scotland and Irdaiid,oD the Ut ISmj, 1841, 
and IK Mbj, 1B46, obtained from official docmnenla 3 — 
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Qnaiiomler bj RallwaT.— No. 6. 

"Id tha eonne oTa At moDtlu BboTs lot tons d( Eaapmrder huTelnen curled oa 
the London and Norih W 
The mggoru Id vbldi the e:nniK 
pon. Tbe; m that dM " 
■ There an elfl^ht of theee wi 
Itr, BflOBon, The body of t 




ll'CtDue of Mt ll CVBfDtly pi 

A that there la nothing bat wi 

nstan. The ailei aie caied iritb wood. The oomparUiTe abeena 

Hriie and TlhratloD hi the movoment at theie p()wder-w*gg:au la Terj ic 



Bnllway "PBMBtnt^eru In 184B.— No. 7. 

Hetorn of the ntimber of passengers conyejed on all tlie railways 
in the TTnited Kingdom, during the year ending 30th June, 1 848 ; 
showing the different classes, the receipts from each class, and from 
^oods, &c.; also, the number miles of railway open on the Ist July, 
1847, and on the 30th June, 1848, obtained frx>m official documents: 



Pirst Class 

Second Class 

ThirdClass 

Parliamentary Class 
Mixed vJlaas 



Total. 



Beceipts from Goods, CatOe, <:!arriages, 
Ptocels, Mails, &c ^ 



Total Receipts. 



Number of 
Passengers. 



7,l9o,77» 

21,690.509} 

15,241.5291 

13.092.489 

749.7614 

57,965,0704 



Receipts. 
^ s. 



d. 



1,792,533 3 8 
2.882.152 11 5| 
661,038 7 H 
902.851 1 84 
11307 4 10 



5,720,382 9 If 



4,218,169 14 54 



19.983,552 8 74 



M. Ch. 

<Lens:tti of Line open 1 st Jaly, 1847 8507 714 

Do. do. 30th Jane, 1848 4367 64^ 



Ballway Capital and lK>a&B— IBA^ to 184>7.— I7o. 8. 

Parliamentary Return, No. 731, dated 4th September, 1848, gives 
the following as the amount of capital and loans authorised under 
the several Acts of Incorporation in the years of 1844, 1845, 1846, 
and 18472— 





1844 


1845 


1846 


1847 


Length of Line 

Opened on 
31st March, 1848. 


^Capital 

Loans 


13,149.750 
4,720,611 


iff 
45,556,910 
15,263,178 


iff 
95,463,930 
36.632,294 


iff 
30,854,210 
9,543,1196 


M. Ch. 


Total .... 
Lentrtli of Line 


17370,.361 

M. Ch. 
6il 71 


60,824,088 

M. Ch. 
2694 48 


132,096,224 

M Ch. 

4593 1 


40,397,895 

M. Ch. 
1358 684 


1761 894 



Cost pf Working Railway*.— No. 9. 

The following Table is given in the report of the committee of 

inquiry appointed by the proprietors of the Londoo, Brighton, and 

South Coast Bailway, 14th February, 1848 1— 

Fier>centage of Working Expenses on TrafRc 

1845. 1846. 1847. Average. 

Southwestern 34-49 39 11 4175 3874 

Eastern Counties 38-88 3498 86*26 &6 70 

Brighton , 28 11 3155 89-39 ^'V^\ 

South EAstcam 32-4J5 %d^ TA-^I V^Vk 
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^Mie First Rallxraij Act.— No. 11. 

^. Bigg says:— "The first Railway Act was passed in 1801, and authorised 
the Surrey Iron Railway Company to construct a railway from the river Thames, 
at Wandsworth, to Croydon ; this Company applied to Parliament in 1846, repre- 
senting * that the traffic along the line has, ever since the completion thereof, been 
very small, and has of late years been gradually diminishing ; and since the year 
1825 no dividend whatever has been declared upon the shares in the undertaking,* 
and they obtained an Act, authorising the sale of their lands and the dissolution 
of the Company. It is a singular coincidence that the Session which witnessed the 
introduction of an unprecedented number of Bills, applying for parliamentary 
sanction to so many new lines, should be the same in which the Railway Company 
first incorporated pleaded the total failure of their undertaking as a ground for 
teing allowed to wind up their affairs.** 

Speed and Gauee.— No. 12. 

In a Beport bj Mr. B. Stephenson and Mr. Locke to the London 
and North- Western Company, in 1848, it is stated : — 

" The limitation of Railway speed, then, is not to be found In the width of 
Gauge, but in other and different considerations, such as the strain to which it is 
prudent to submit materials the same on every Gauge, — the local features of the 
Railway (as its gradients, curves, &c.}, — ^the comparative fireedom or otherwise 
of the line from trains (such as Goods and Mineral trains) necessarily travelling at 
low speeds. Thus, on the London and South- Western, or Narrow Gauge Railway, 
the Express trains have, during the last twelve months, been travelling at a 
higher rate of speed (by 1^ miles per hour) than those of the Great Western 
Bailwaj, from London to Exeter, on the Broad Gauge.*' 



Coat of EzcavatlniT and ContlnfrencieB.— No. 13. 

« 

In Mr. Stephenson's Beport to the House of Commons, 1st May, 
1848, on the cost of completing the works at Birkenhead, the fol- 
lowing remarks are made: — 

*' I have found it unnecessary to deviate widely from the prices shown in thoee 
documents in any case, except that for the excavation of the great basin, where, 
although a contract has been entered into fbr the completion of the work at Is. 
per yard, I am convinced that it will be so unremunerative that I doubt if the 
contract will be maintained to the completion of the work, and I have therefore 
charged the excavation at Is. Sd. per yard. I have also added to the total cost 
10 per cent, for superintendance and contingencies, whi<di is the per-centage I am 
accustomed to apply to all my estimates." 



Water for Iiondon aad North Weatem Railway, at iKindon, 

No. 14. 
The "Bailway Chronicle" of 1st April, 1848, says:— 
" Report says that the saving to be effected to the London and North Western in 
the present cost of water at the Camden Town Station, aud the hotels at Sustoa 
Square, when the arrangements are completed for the supply from the well lately 
sunk at Camden Town, will be little short of i^l,200 a year, while the total outlay 
for sinking the well, for engine, pomps, and main, to Euston Square, will not ez^ 
oeed ^3»100.*' 



OOBt.af Ocuutractlov 
I fa«r« Earcl'iiIIy compiled, from official docnniBnts, the following 
nunf Hata werg afterwajrdg amnlgam at«d ob leaied bj otbarEulwaTt^ 






Artroatli iifd Forfar EallTraT 

Ballochnrjy Ituawsy 

Bodmin anil Wwleliriilge GaUwht ..'.'.'.'. 

Ghi«)l lud Oloauatut Kaavij ...... .. 

Ohener and BlrVenhcsa Ranwi)' 

DnnJae ana Newtylo BoUirar ..'.!!!!!! ! 

Iliut.iTn and Sondsrluul Rannajr 

EdlnlrarBh, Lelffl, and araniooR^twai'' 
Olu aw, FdnliiT. XOniBiDodi.uiaArT. . 

'Onmd Jnnctloa lUlw>r 

anmend and BoclMitac B^iri? 

Oreat WoWern EtDmy 

nanleiKKil Dooki anlt Rollin)'. 

Bar e RaUway 

BoU and Selbf Rsnwar 

LelcMtBTBiidSwannlngwiiaaUway ..,, 

XtueDr Railway and Cook 

Lsndoa and Blrmtngbam Ballwa; 

London and Bladnntll KaQnT 

lAadonand Brtghlon Ballwar 

oUoB aid Burr Canal i 

Id. BaOK^ I 

iiancnoMm- and Leeda BaltWBT 

huTTpnrt and Carnale AaUwsr 

MmklanAucLlOiUBtlllodi BaDwar--- 
Kewuitle &Daillngt(in JmuUoD Bidlwi 
NewcaqtIe-npoD-Tyiid ft CarlEale llallwe 
KowcallE-npon-^'u and Hortli Bklel* 

Mowtrle and Conpar Angoa lUflwiiy . . , 
atrti Onion BiQway 

i>oal3p and Sonth Shlsldg Banwir 

PmWn and. Wrra Rdlway and Harbou 
St. Helens anil HuncoIIi O ^ KsUway. . , 

Shoffloldt AahloD- Qnd-Ljma k Uanciienb 

Soath EaitBm RnEhray ....--.,'-,-',. 

Sloclilini and HoRleinol tUflwar 

Taff Vale Uailwaj 

WHionUWD. HamtDHalde. and Coltnui, 
rark and HotOi Midland Bailwajr 



S.flW 1« 
*2i.TST IS 



a.esa i* iv 

24,37» 
146,103 11 t 



of Baumr* to is4S.-No. U. 

Statistics of thaconstnicti'jD of BailwayB to die Tear IMS, anduM 
ii ma^ be cliScalt hereafter to ascertain the cost of 3:me of them. 
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Railway Debentures and lK>an Notes, 1843 to I84T«— Vo. I6L 

Parliamentarj Return, No. 71, dated 20th March, 1848, gires 
the foUovring as the amounts due bjr Bailvray Companies on Deben* 
tares, Loan Notes, or any other Securities bearing Interest at the 
end of 1843, and of each subsequent year. 



184S. 
Amount. 


ia44 

Amoont. 


1846. 
Amonnt. 


1846. 
Amoimt. 


1847. 


iff 
22,062,151 


24,641,407 


26,048,385 


82,006,751 


4tf 

40,788^65 



Railway Share Capital, 1843 to X847.-No. 17. 

Parliamentary Betum, No. 71, dated 20th March, 1848, gives 
the following as the amount of Share Capital actually paid up at the 
end of 1843, and of each subsequent jear. 



1843. 
Amount 


1844. 
Amount. 


1845. 
Amonnt. 


1846. 
Amonnl. 


1847. 
Amount. 


43,463,641 


47,810,160 


63,399,912 


£ 
»l,171,02O 


4tf 

126,149,478 



Frencli IiOComotiTe MannflaetorieB, in 1838.— No. 18. 

At a meeting of the proprietors of the Paris and Rouen,, and 
Bouen and Havre Bailways, held in London, 9th June, 1848, Mr. 
Locke, M.P. stated — 

** On visltlnf? the workshops of Paris, in 1837 and 1838, 1 found that in Fnmce 
they could not even make Locomotive engines, and that the St. Germains line 
was worked by English drivers, at double the ordinary wages." 

And he also said — 

"That when the Paris and Rouen was first opened nine years ago, he exerted 
himself greatly in forming a Locomotive establishment, and in improving the then 
low state of manufacturing industry in France. Then the French could not 
manufocture their own Locomotives; nor, indeed, could the Paris and Rouen 
have been worked at all, had it not been that he induced a number of English 
workmen to go over and establish themselves there as englne>makers and drivers. 
The result had been that they had worked the Paris and Orleans at a cost of 95 
centimes per kilometre instead of at 170 centimes per kilometre, and the only 
xetum th«iy were receiving now was the expulsion of these very British engine- 
drivers who had been of such eminent service in the development of their manu- 
iKturing induAry." 



II 

Pickford'B MancbeBtor and Ijondon Van.— No. 19. 
It may be well to record the rates charged and monej earned by 
Messrs. Fickford and Co.'s Van, whiifth ran daily between London 
and Manchester ; and those who now complain of Railway monopoly 
and high rates would do well to consider that Railways hare reduced 
Che rates between London and Manchester from 23s. 4d. to 3s. 6d. 
per cwt. for silk goods ; 2s. l^d. for Manchester goods, and Is. 6d. 
for cotton, wool, or grain and flour. The yeariy earnings were as 
follows: — 

iff 8. d. j£ B, &m 



1818 23,039 6 2 

1819 23,&32 6 9 

1820 25,260 2 7 

1821 24,384 14 4 



1822 22,615 16 « 

1823 28,423 4 C 

1824 23,653 15 C 

1825 28,835 13 9 



In July, 1822, rates were lowered firom 2ds. 4d. to 20b. per cwt., for goods from 
Manchester to London, and from London to Manchester from 208. to 18s. 8d.; and 
on the 19th Febmary, 1825, an opposition Van commenced mnning between 
Manchester and London, called the "Association Van,** which, on the 9th April* 
redaced the rates to 16s. per cwt.; on the 12th January following, Messrs. P. and 
Co. bought the stock, &c., of this opposition. The Van was extended to Liver- 
pool on the 6th December, 1819. 



Goremment and Private Bnterprlae.— Ko. 20. 

A money article of the ** Times** in March, 1847, states as follows : 

** A strildng instance of the disadvantageous results of government undertakings, 
as compared with those of private enterprise, is ftimished in the extracts published 
from the Indian papers, regarding the construction of the Ganges canal. It ap- 
pears that the original estimate fi>r tills work (which we believe is intended not for 
purposes of transit, but exclusively for irrigation) was 4^230,000, and that it was 
sanctioned by the court of dhrectors in 1841. Afterwards it was discovered that the 
cost would approach ^^1,000,000 ; but, as it would enable the cultivation of above 
eight millions of acres of hitiierto barren land, and avert tiie vidtations of fiunine 
to which a large population throughout the district are periodically liable, tiie oat- 
lay, even at the latter amount, seems hardly a matter for consideration. No sooner, 
however, had the undertaking been resoleed upon, than attention was distracted 
ftom it by the war in which the government then found themselves engaged, and 
eonsequentiy for six years the project has been almost abandoned, or, at least, 
limited to such progress as could be achieved by an unwilling outlay of about 
4^0,000 a year. It, on the other hand, the scheme had been confided to a private 
company, it would steadily have progressed towards completion, dnce the capital 
would have been ndsed irrespective of any political causes that might affect the 
revenue of the country, or divert the energies of the government. Happily tiie 
intention now appears to be to proceed at a rate that shall bring the work to com- 
pletton within four years from the present time, but this consummation must still 
of course be regarded as conditional upon the absence of all untoward events in a 
country where it is impoirible from one hour to another to rely upon the continu- 
ance of peace." 



If 



g 






I 

I 

o 

I 

o 

9 



I 

P 




V 

-'5 « -a 
E t3 I 8 

l-s § g 

fl fl I* 

2 * _§ S 
fl -rt -S OS 

- I S.I s 

cfc O -2 CO 

« a » s 
eg© 

« .S .s - 





o 
o 

9 

z 

a 



o 

s 

o 



id 
o 



OB 

K 
M 
S 
2 



O 

h 
o 

OB 

pa 



or 



si 



|i 






0» 01 



5 



y> O ^ ^4 '^ QB 

'^ fe s « « S 



!>. 00 00 









ss 



I 3 »■ « i si rf 8J 8 3t 



? 



j ^ I § i I S I 3 S I 1 



kO ^ 



S § S S 3 s 



eo r^ 

S i SB 



8 ;2 3 s ^ s s 



s 



s 









B4 

pa 



* * *^ 3 « « c; a ^ 

t>» o> r-< •-• ©» « 5> 

CO w 



OO C4 



eo 
eo 



pa 
& 

5 M 
H " 

6 o 

M 

ta 

o 



8 



.a 0) 

CP CP (V4 




i4 

5 



T3 



o 



S w .S 



.2 2f « o 

Cb ^ bo cio 



S J 

Sis 

^f I 



c« 



NO 






5 ^§as 



•-4 




sg^s^ 



„ •S^^^ 



* » » * » _ • 

^soeQr^eoe4 

09 ' ' 



I 

I 



m1 



-IC4>Oe^aOr^QDAt^9>^«DiOeOOO 
. 0» C« O ^ K> O >^ «D M O MO t<»^ ^ ^ 

. o» ^ ^ « § S 30 o t^ ^3 §6 S ^ aS 
00 d'ff ei oTptCoo 



i 



a 



S' 






•*o 



c« 



ot^ef3Aoe«09t>o<OMOi-H 
ooe4NO'^^oo<oe^K>>^ 

C4 •-• Ct of Ok 



I 



e3 









9aki-^io^aki>H<oc«Aeor^o 



CI 0$ 




« «k M • Ck •> »__• * •».? 



00 












kOOi-iio«o«ooeeoiooio 

O r-i ^ OQ 00 04(0 04 C4 

n»eo io»^ >5 



U 



Oeo 



;c40 



•OtT 



00 



ootooo 0»'«eQOeo 

O»i-ie4«eao eOi-<o»<oo 

000040304 Ok^i^r^ 
«k M M •» •» * <» 



to 



is 



iO 



M 



^ .-2 



^Trc40ooc«o>^e4t^A 
I— • I— • ^- 

0>fC'^0>O0D>O'^^«00>iO 



ho 



to 




30>^K) 



:toa» 



«D9t>.<oooDeo^aooeo<^»^ 

ODO^OOOeOOOAC^iOOiQ 




PuliamenUr; Betura, No. 1 5, for 1 S49, gives tlie total nnmbtr 
of Acu passed in each S«won aince tbe Ji»r 1300 duimgoiihiiig 
the number of Public, Privata, mil Jjucal and f eisonal. 
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Coal Statistics.— iro. 34. 

In the year 1772, Tbomes Femumt gave, as s grand featare In the Bational 

commeroe, that 351390 dialdroos of CMla were shipped that year at Newcastle ; 

of which ftboot 260,000 chaldn»s formed the London supply. Bat this was before 

the aoceleratod march of iron-wwlcs, steamrars, railroads, gas-lights, and other 

coal-oonsoming crafts had obtained; and when, as he says, Preston was **» neat 

and ha nds om e town, quiet, and entirely firee firom the ndae of manufftccores.** 

Now this wonderfhl acceleration may be seen by the fbllowing statement of only 

the London coosomptioa of late, as dextved firom OTidence taken before the Lords* 

Ck»nmittee: — 

CkaMroBS 
T«v. CkaldffOBt. PoyaUtion. per head. 

1801 859,738 818,129. 1-050 

1805 944,910 873,125 1080 

1810. 1,051,375 939,620 1118 

1815 1,1174»4. 1,029,379 1080 

1820. 1,380,114. 1,124,704. 1180 

Here, in round terms, we hare » mean annual rate of about two per cent, 
per annum in the increase, s rate wliich has accelerated largely in the last twenty 
years. In 1835, the quantity of coals brought into the port of London was 
2,298312 tons, wliich were conyeyed in 7358 ships, of which 8397 were from 
Newcastle, and 2, 1^ from Sunderland. The progression since is — 

1840. 1846. 

Coastways 2,566390 3320367 

Canals 32,188. 83,629 

TotaL 3389,087 3358,996 

From s calculation made on the ingenious Mr. Taylor's assumption, bu tnot by 

him, ft seems that we annually ransack Mother Earth for coals to an amount 

which cannot be under thirty wi«"«n» of tonal Here are the ofBcial items iov 

the year of our Lord 1835 :— Tons. 

Coals carried coastways from the Tyne, the Wear, and the Tees.... 41368,144 

Local consumption 873,629 

5,241.773 
Treble the afoore, fbr ayerage assumed on Mr. Taylor's principle. . . . 15,725319 
Consumed by inm works and mines 6,000,000 



Consumed hj Great Britain 21,725319 

Shipments to Ireland 1,200,000 

Waste by screening 6,628,260 

Total tor home 29,553370 

Ckdonial and Foreign Exports 738,000 



Great Total 30392 ,170 

The annual production of coal in different coal-producing countries: — 

Tons. Tons. 



Great Britain 31300,000 

Belgium 4360,077 

France 4,141,617 



UnitedStates 4,400,000 

Prussia. 3,500,000 

Austria. 700,000 



The estimated Taloe of the ooal •nmuA'y Ta&an^\SLQiMiiii'Vkt6aa^>a ^S^I^K^^R^^ 
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That of Belgiam, France, aad the United States, is each about 1^,500^000. The 
coal trade of the latter coantry is, however, yet iais infui^; fliere being 183,101 
square miles of coal fbrmatiim, while Great Britain possessea oqIj 11,M9 squan 
miles. 

The North Wales coal field, measuring firom the pdnt of Ayr, la FUntdiira, ts 
a few miles beyond Oswestry, in Shropshire, corers an area oi 20O aqnaze ™fl«*, 
of ten yards in thickness. Tlie weight of a cubic yard of oonqiact coal is 
19cwt. 16 lbs. The total weight of the coal in this extensive area will thus be 
5.929,690,000 tons. These coals at 6s. per ton at the pit month woold prodnee 
j^l, 778,907,000. To exhaust this field it would require that 2,000,000 tooa be 
worked annually for nearly .hoO year 4. The extent of the other coal fields in Eng- 
land and South Wales, estimated at the same thickness as the North Walea fields, 
would yield 177,890,700,000 tons, which would fiimish us with 40,000,000 tons of 
coal for nearly 4,000 years. 

The annual consumption of coal in the Swansea, or South Wales diatriet, is 
4,350,000 tons; of this quantity 1,550,000 tons are consumed in iron works, and 
650,000 tons in copper and tin works. 

The amount of Welsh coal and culm brought to London has increased 145 per 
cent, in the last nine years. Scotch coal has, on the contrary, decreased 100 per 
cent., whilst the augmentation in Englbh coal has l>een 26 per cent. 

In 1615, 400 sail were employed In the coal trade, one-half of which nnmber 
supplied the demand of London. In 1703, 600 sail were employed fbr London 
alone; in 1841, 6,873 collier brigs were employed in the home and fbreign coal 
trade of the Northern coal iield only. In 1840, the tonnage of colliers on flie 
Thames amounted to 2,628,323 tons. In 1825, there were 6,564 ship's cargoes 
entered for duty at London ; in 1845, there were 11,987 ; in 1846, there were 10,488. 

The largest quantity sold in the London market in one day, took place on tbo 
21st of October, 1844, on which occasion 282 cargoes, amounting to upwards of 
80,000 tons, which, at 20s. per ton (the average price at that period), would give. 
1^80,000 for this one day's business. Since that date the price of coal has 
diminished, — ^now averages about 16s. per ton. 



Resistance to Railway Trains.— No. 25. 

In an article by Mr. D. Gooch, read before the Institution of Civfl 
Eng'neers, 18th April, 1848, the following results were detailed : — 

** He arrived at the conclusion that in practice the friction of the axle Journals 
was not a constant quantity at all speeds, and thought that the number and 
diameter of the wheels in a train, in proportion to the weight, should form elements 
in any general formula. He showed by experiments that the total atmospheric 
resistance to a train weighing fifty tons difl'ered but slightly from that to a train 
of one hundred tons weight, if the carriages were small and the train long in the 
one case, and the reverse in the other c&se. The general result of the diagram of 
resistance with trains of one hnndred tons and with fifty tons showed that the 
resistance calculated by the narrow-gauge formula with a fifty ton train, at 62^ 
miles per hour, was 37 lb.; with a triUn of one hnndred tons, by the same formula, 
at 61 miles, it was 3U lb. The broad gauge resistance, with a train weighhig 
fifty tons, at 62^ miles per hour, was under 2 \ lb.; and with a train weighing one 
hundred tons, at 614 mil^ P®^ l^o^^f ^^ ^k lb.' 



** 



<atood8 Wareliouse, Camden Tovvtii London.— Ito. 27. 

In Messrs. Pickford*8 receiving-shed, wliich is dOO feet in length hj 217 in 

breadth, there are in operation, for the purpose of rapidly loading and unloading 

goods — 

24 steam-cranes, 1 steam-doUer or lift, 

21 wooden cranes, 1 travelling-crane on the roof, 

1 steam-capstan for haoling tmcks along rails to the various loading hays. — 

We observed also at work 4 steam hay-cutters, which cut 200 trussej(in four hours, 

and 1 steam hay-cleaner. The above machines are worked simultaneously by an 

engine of IS-horse power, which also raises firom an Artesian well, 380 feet deep, 

water, which is given warm to 222 horses in adjoining stables. These horses are 

all named, and branded with a number on their hoofs. In the general receiving- 

Bhed of Messrs. Chaplin and Home there are also a series of cranes, with Urge 

stables ftill of horses that work about twelve hours a-day ; the ** VTeights of Goods 

allowed to be taken by them in each Vehicle,** being as follows : — 

From Camdbn. 

Tom. Cwts. Tom. Cwta. 
4 Horses 5 Not to exceed 6 waggons. 

3 Do 4 Do. 4 10 vans. 

2 Do 8 Do. 3 6 do. 

1 Do 1 10 Do. 1 16 carta. 

By the very great powers committed by the Company to their two agents, 60 
waggon-loads of merchandise, collected and brought by spring waggons to Cam- 
den Station, have often, within two hours, been despatched by the superintendent 
t the manufocturing districts. 

Messrs. Pickford's establishment, on account of the London and North-Western 

Railway, is as follows : — 

Clerks. Porters. Horses. Vans. Waggons. Drays. 

234 638 396 82 67 26 

The weights carted by Messrs. Pickford, on account of the Company, for the year 

ending the 30th June last, amounted to — 

Tons. cwts. qrs. lbs. 

Collected 133.437 18 16 

Delivered. 139,898 19 6 

Making a gross total of 273,336 17 20 

Or rather more than 841 tons per day. — (Quarterly Review^ December^ 1848. 



Charire for Telesrapbie BSeaBagres on the Midland Railway 

in December, IS^S.-^No. 28. 

Commnnication may now be made by the telegraph to and fi*om Leeds, Kor« 
manton, SheflBeld, Derby, Rugby, Tarn worth, Birmlngliam, Nottlnj^iam, Newark, 
and Lincoln, at the following rates, namely :->under ten words. Id. per nsile ; above 
ten and under twenty, at 1^. per mile ; above twenty and under thirty, at dd. per 
mUe } and for eveiy additional ten words, id. per mile. A, messenger, if required, 
may be dispatched from any of the above stations, on foot, at Is. per mile ; or if by 
post chaise, on a reasonable remuneration. In case of any message falling, through 
the defect of the instrument or neglect of the company's servants, the money will 
be returned. Messages relatmg to luggage lost or mislaid by the compAoy's 
aervants will be sent free of charge. 



»irdctors' OiiinUm of tlie Late Qeorge Stepbenson.— No. 29. 

The following is an extract from the minutes of the Liverpool 
Board of the London and North Western Bailwaj, under date 6th 
September, 1848 : — 

"The public papers baring annonnced the lamented death of Mr. O. Stephenson, 
on Saturday, the 12th nlt.^ resolred unanimously, that the Directors embrace this 
first opportunity of recording the strong sentiments which they entertain of ad- 
miration fbr the talents, and esteem for the character, of a man whose death they 
cannot but regard as a national lo:i8. The directors, on the present occasion, look 
back witii peculiar interest to their first connection with Mr. Stephenson, in the 
construction of the Liyerpool and Manchester Railway— to a period now twenty 
jrears past, when he floated their new line oyer Ghat Moss, or cut his way through 
the rock cutting at Olire Mount. Trachig the progress of railways from that first 
beginning to the present time, they find Mr. Stephenson foremost in urging 
forward the great railway moTement ; earning and m ai n tai ning his title to be 
considered, before any other man, the author of that nniyersal system of locomo- 
tion which has efltected such mighty results, commercial, social, and political, 
fhroughout the civilised world. Two years ago, the directors entrusted to Mr. 
Gibson, of Rome, tlie duty and privilege of producing a statue that might do 
honour to their friend, then living amongst them. They did not anticipate tliat 
on the completion of this work of art the great original would be no more ; tiiat 
fhey should be constrained to accept the marble efBgy of the engineer, in lieu of 
the living presence of the man. Resolved— that a copy of this resolution be trans- 
mitted to Mr. Robert Stephenson, with an expression of the directors' earnest 
sympathy under the irreparable loss which he has e3q)erienced." 

And at a meeting of the Eastern Counties Bailway, held 17tli 
August, 1848, the Chairman, Mr. Hudson, M.P., said : — 

"But for my anxiety to meet you to-day, gentlemen, it would have been 
my moumfhl duty to pay the tribute due to departed worth, in following to 
the tomb the remains of my respected fHend, Mr. Gteorge Stephenson, a man 
whose genius has benefited not the rich only, but the i>oor also, in opening 
up the means of obtaining cheap fuel and locomotive facilities ; a man who 
deserves— if any one may—- the title of being a benefactor of his species. The 
departure of such a man is to be deplored as a national calamity ; and railway 
shareholders have a special cause of regret, for if it had pleased God to spare him, 
as we might have hoped, no one could have been more pleased than himself to see 
them receive a'due return fbr the investment of their capital in those great under- 
taUngs wliich his genius and enterprise did so much to call into existence." 

And at a meeting of the Midland Railway, held 19th August, 
1848, Mr. Hudson remarked : — 

** This was almost Had first meeting of their proprietors at which they had not 
had the presence of him whom history would record as a great and distinguished 
man, and who had so lately been called to the tomb of his fSEtthers. They had 
almost always had his fiiend Mr. Stephenson present to witness their proceedings, 
and to testify to the interest he felt in their undertaking. But it had pleased 
God to deprive them of him at a time when his flriends looked fbrward to have the 
pleamre of his society for many years. They mnst all ibel that It was a great 
alleviation tathe aflUctioii of his sorroirlBg firiends that ha hMlVJ& \)fiia&3^\fiisx %. 



Memory that prtnces might be proud of; and that the most disttngniahed man 
living wouM be proud to exchange his fiune fur that which would 8aRx>iind the 
name of George Stephenson. He had left behind him the character of an booeit 
man, of a sincere and warmly attached friend, of an affectionate hnsband, and a 
kind Citther. He could not close the present meeting without expressing the deep 
sympathy which he was sure they must all fisel with the friends of the deceased for 
the bereayement they were suffering, and their sense of the high estimation in 
tdiich his character and works would liye in after ages in the memory of his comi- 
trymen. He trusted that they would all emulate the character which his fMend 
had bequeathed to those who were following hhn.'* 



Value and Duration of a Goods \7arron.— No» SO. 

The average duration of a railway goodi waggon is estimated to bo 
twelve years, and the cost j^70. 

iff a. d. 

Average annual deterioration : 6 16 8 

Interest on capital, j£r70, at five per cent , 8 10 

Average annual cost of repairs 4 

Total 13 6 8 

The average run of a waggon is about forty miles per day, which at id, 
per mile, as allowed by railway companies to each other, amodnts 
to lOd. per day, or for 313 workmg days per year 18 10 

6 10 

The apparent loss of 6s. lOd. to any company whose waggons are nsed by other 
companies is more than compensated by the demurrage of 38. per day, which is 
charged if the waggon is not returned in fTom three to five days, accordhig to the 
distance of its last Journey, and thus an amount equal to 144 miles* earnings at^d. 
per mile, would be realised by each day's demurrage. 

There are waggons in existence that have been at work for eighteen years, and 
00 doubt if waggons are kept in good repair they become almost entirely renewed 
in the course of >ears. The average valoe of waggons throogbout Engl an d would 
00 doubt not es^ceed jf 55 each. 



Grease House at Crewe.— Ko 81. 

On entering "the Grease House," which, contrary to expectation, we fomid to 
be as clean as a dairy, we perceived, standing agahist the walls, three huge casks 
of Russia tallow, a quantity of yellow palm>(^, several boxes of soda, and a 
water-cock. On the opposite side there was a small steam>boOer for heating two 
open cauldrons and two wooden cooling vats. This apparatos is constntcted for 
the fobricatton of that yellow mixture which our readers have seen bestowed so 
generously to the axles of the carriages of every train. We had often in Tafai 
•ndeavoured to ascertain its composition, which, flrom the grease-master, ttM 
highest possible authority on the subject, we at Ust discovered to be as fbUowst^ 
300 lbs. of Russia tallow 20 lbs. of soda 

70 lbs. of Palm-oil 60 gallons of water. 

Besides heating the two cauldrons we have mentioned, large iron pipes paaa firom 
the steam-boiler to the imrvft^*'**'* vieinLty of two casks, each containing one ton 
of spenn oil, vhich Is thus kept constantly fluid, instead of crystalising, aa it l« 
prone to do> during cold wtattMr.-HOMoritr^ JBcnop, Ptfitmber, 1848. 
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Oharces allowed hj Rmllway Acts.— No. 32. 

In addition to what has been said in Salt*8 " Facts and rigures,** 

pages 77 and 18: — 

The want of nnUbrmity in ttie provlrfonfl of the Spedal Acts wUl be seen by » 

comparison of the highest and lowest rates of m^'gtmnn^ charges authorised in 1847. 

Lowett HixhMt 

Maximum Mazimiua 

. „ Charfe. Uhaise. 

Anim AL8 psm Milk. 

. Horses 8d 6d. 

Catae Id M. 

Calves and Pigs 0^ 1 jd. 

Sheep Oid Ud. 

Carriages per mUe 2d 9d. 

Goods pke Tom pkb Mii.b. 

Manure ]d M. 

Coals 09d M. 

Com l^d 7d. 

Cotton and General Merchandise 2d 7d. 

Passbngsks pbe Milk. 

First Class 2d 6d. 

Second Class l^d 4d. 

Third Class Id 2d. 



Mr. Hudaon'8 Opinion of Railway Serrants.— Ko. 83. 

At a dinner given bj the Eastern Counties Railway to their 
servants on the 1st January, 1847, Mr. D. Waddington, the presi- 
dent of the meeting, stated as follows :— 

** Ko man possessed a kinder heart than Mr. Hudson, nor did any more thoroughly 
appreciate the value of good oflBcers of the company. He (the chairman) had 
heard Mr. Hudson express that opinion, by saying that the great secret in con- 
ducting a railway was to have good men employed upon it, and to pay tiiem well, 
in order tiiat they might be induced to remain in their service. To that sentiment 
he (the chairman), as well as every director of the Eastern Counties, cordially 
responded. He thought it a sound one, and in pursuance of it they were then 
assembled.** 



Spanning tlie Globe.— Ko. 34. 

An American merchant, bound for Canton, left Kew York on the 4th April, 
1849, in the Canada mail steamer, and arrived in Liverpool on the morning of the 
19th. After transacting some bnsiness in Liverpool and London, he arrived at 
Southampton by the day mall train on the 20th, and immediately embaiked on 
board the Ripon steamer, which was preparing to start for Alexandria with the 
Indian mail. This gentleman reached his destination about the I5th of June. 
Thus he travelled from the United States to China, a dbtance of nearly 15,000 
mUes, in 72 days. In a little more than two months he traversed the Atlantic and 
Indian Oceans, and the Mediterranean, Red, and Cliina Seas, called at England, 
Gibraltar, and Malta, in Europe; Alexandria and Sues, in Africa; and at Aden, 
Ceylon, Penang, Singapore, and Hong«Kong, in Asia. With the exception of 
passing through England and Egypt, the whole of his Journey was performed by 
water, in Britiab Bhips. 
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Dee Viadact.— No. 86. 

ThiB ^adact crosses the rlyer Dee, in fhe yale of Llitgenen, at a qiot of 
delightftil scenery, and forms part of the Shrewslrary and Chester BaQwi^. It 
consists of 19 semidrcalar arches of 90 fiset span ; and the heigtat ttom tihe bed of 
the river to the top of the parapet at the centre pier is 148 fleet. Its lengOi is 1,282 
feet. The arches are built with a doable ring of arch stones firar feet deep, haTing 
a broad chamfer cut off each arris ; this double chamferred ring being oontfnned 
down the piers without brealc to the foundation. There is no pn^eeting or spring- 
ing course to brealc the simple and ni^estic outline of the arch and piers. The 
piers are thirteen feet thick, and twenty-eight feet six inches long at the springing 
of the arch ; and have a curvilinear batten or dope on the fiue, wUch gives 
strength and graceful form to the whole. The Viaduct is fbnnded on the adM 
rock, and is built of stone, with the exception of the interior arching, which is of 
hard fire-bricks. The tint of the stone is warm and beautiftil } the quoins or ontor 
rings of the arches and piers are smoothly dressed ; all the rest of the wmk is 
rough rustic, which conveys to the mind the idea of great strength aiui solidity. 
The parapet is set on a bold projecting string-course, supported on dentals ; these 
parts are in single stones smoothly dressed, and give a noble finish to this portion 
of the design. 

The first stone of this great work was laid on the 19th of April, 1846 ; and fiie 
last arch was closed on the 12th of August, 1848 ; but the ceremony of keying the 
last arch did not take place till the 25th of August. The construction thos occu- 
pied a period of two years and four months. The structure contains upwards of 
64,000 cubic yards of solid masonry, and cost about ^^6,000. It is the largest <rf 
its class in the world yet erected ; and its cost per cubic yard bears a fevooralde 
^omiMuison with Qiat of any similar work yet erected in this country. This vast 
structure has been quietly and steadily completed without attracting irablic 
attention, it being scarcely known beyond the vale which it spans. 

The Viaduct has been erected under the direction, and from the design of, ICr. 
Henry Robertson, the engineer of the Shrewsbury and Chester Railway, who 
originally laid out ttiis portion of the Railway in November, 1845, and who has 
now conducted the works to successful completion. 



Crewe WorksliopB.— No. 86. 

The Company's workshops at Crewe consist of a Locomotive and of a Coach 
department. In the manufactories of the fbrmer are constructed as well as re- 
paired the whole of the engines and tenders required for the Northern Division, 
namely, from Birmingham to Liverpool ; Rugby to Stafford ; Crewe to Holyhead ; 
Liverpool to Manchester; Liverpool, Manchester, and Warrington to Preston; 
Preston to Carlisle. The total number of miles is at present 860, but the distance 
of course increases with the completion of every new branch line. In tliis divisicm 
there are 220 engines and tenders (each averaging in value nearly jff2,000), (rf 
which at least 100 are at work every day. Besides repairing all these, the esta- 
blishment has turned out a new engine and tender on every Monday morning 
^ce the Ist of January, 1848. The number of workmen employed in the above 
department is 1,600, their wages averaging j^d,800 a fortnight. The accounts of 
these expenses, as also a book of "casualties,*' in which every accident to, as 
well as every delay of, a train is reported, are examined once a fortnight by a 
special committee of directon.'—Quarttrlif Review, December, 1848. 



Railway Property in Oetober, IS^S.— No. 87. 

At this time no one can predict the futuse condition of Railway 
property with its unfulfilled obligations and future contingent 
liabilities. Old lines are compromised by guarantees on improvident 
bargains resulting from negociaiions, amalgamations, leasingp, pur- 
chasing, and victories before parliamentary committees in 1845, 
enabling companies to make unprofitable branches, &c. The 
"Economist" of the 21st October, 1848, made the following re- 
marks : — 

** Capital has already been subscribed and paid up, or borrowed, for railways 
completed and in the course of construction, in the United Kingdom, in round 
figures, to the extent of two hundred millions. That sum represents the actual 
amount expended ; but what the shares represented by it cost to their present pro- 
prietors, and what amount has been lost by the various parties who have held these 
shares during their gradual decline of price since August, 1846, it is impossible to 
say. The best shares are not now worth half their value at that time. In August, 
1845, Great Western shares sold for ^^224, the price is now je71 ; London and 
Birmingham then sold for jS248, the price is now ^£'101 ; Midland Counties then 
sold for j^l82, tiie price now is ^72 ; to say nothing of hundreds of inferior lines 
which then held a high price, and are now woith nothing. On Midland Counties 
shares, the money which has been actually paid on each share is iff 100 ; their 
present value is jff72. On Great Western shares there has been paid of actual 
capital 4^90 each ; their value now is i£71. On Caledonian shares, there has been 
paid jff50 each ; their present price is iff 17. On Manchester, Sheflfleld, and Grimsby 
shares there has been paid jff35 each ; their present price is about <aff3 each. On 
l^orth British, there has been paid jff25 each ; the present price is iff 12 10s. to jfflS. 
On Wilts, Somerset, and Weymouth, there has been paid ^40 a share ; the price 
is now jff20 ; and so on through nearly the whole estimate, with some exceptions. 
In short, according to a careful estimate which has been made of the present 
market value of railway property in this country, on which two hundred milHons 
have actually been expended, it amounts to barely one hundred and fifty minions. 
It is inferred, therefore, that the present depreciation of railway shares represents 
s loss to the present proprietors of not less than the enormous sum of one hundred 
minions, and upon tiie actual cost of the works ol fifty millions, at least. In one of 
the cases which we have already quoted, in which ^40 a share is paid up, with a 
ffuaranteetrova one of the largest companies in the kingdom of 4^ per cent, and half 
profits, the present price is ^20 — offering, therefore, on the face of it, a guaranteed 
interest of nine per cent, on any investment made at this moment. A man with 
4^10,000, not content to hold that amount of shares, bought or subscribed for ^40,000, 
borrowing ^30,000 on the security of the whole. A margin of jfflO.OCO made the 
transaction wear the appearance of safety to the banker or money lender ; but 
gradually, as the market fell, the margin wore out, until at length the price came 
80 near to the amount advanced, that the banker was obliged to sell while yet he 
could do so without a loss. The banker was paid— his customer lost his all, by a 
lUl of only 25 per cent, on his shares. But the numerous and constant forced 
sales, under these circumstances, by bankers, only aggravated the evil— the market 
ftll still more ; and at every stage, the margin upon the shares of tv«<n 'H\stx!ixE!t& ^s^^ 
mlachievovB principle was worn down, and th& maxksX ntoa «s!tScDL wo.^ vg&sv ^g:Q&&R^ 
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wKk nllen; vMe the ImTenbeeamedaflynammsd to ft ■Bailer Bi^^ Thb 
proooM of forced sales to paj *calla,* aad feaakanr atvanoea as tbeir mazxlii of 
aeeiirity diminbhed, has been tba aetfTe eansa of the raplA docDBe of priosi 
tirraaghoatlhejear; ootil at lengtlrtiiey are fiiroed flur below tiie ratoaatvhidi 
abundance of new capital weald have oome in to tteir aid ftir permaneBt invest 
ment, provided only capitalists had confldenoi in the ftitim '^'F'wlltlwi of thes 
companies.** 

Traffic on Graad Jvnetioa Oa&al.— No. S8. 

The quantity carried along the Qoand Jnnctien Canal, wbksh meanden alon|(- 
iride its powerful antagonist, instead of having been drained, aa might hftre beea 
expected, to sero. has, from the opening of the railway In 1886 op to flie pre s ent 
period, actaally increased as fdUows: — 
Average amount of goods annually moved on the Grand Jnncflon 
Canal during the three years prior to the opening of the London 

and Birmingham Railway in 1886 7M,8M 

Average amount of ditto annually moved during the twelve yean 

subsequentto 1836 1,089,888 

Amount moved in 1847 1,168,466 

^Quarterlp BefUw, Deemlber, 1848. 

Proprietors willing to forero DiTidead.— ITo. 88. 

This is so unasaal that I wish to record the foUowiog extract from 
the Directors' Report to the shareholders of the Edinbuigh and 
Glasgow BaUway, at their meeting 28th March, 1848, and which 
was sanctioned by the proprietors : — 

** But you Are also aware that the Caledonian has now opened its line from Edin- 
burgh and GLisgow to Carlisle, and affords another communication between your 
terminal points. It i% however, ten miles longer, and the gradients and dianieter 
of the line are so inferior that your directors have no doubt as to the result of oom^ 
petition, should any take place. They trust there will be none, as it is certain to 
prove most injurious to both ; and it wUl be poor consolation for you to know »!»*♦ 
your opponents are the greater sufferers. As yet your board has not been able'to 
convince the Caledonian of the evU of this, and therefore thinks it absolutely 
necessary to be prepared to defend your rights if invaded. Your board, tlien, is 
unanimously of opinion that to declare no dividend and carry forward the whole 
sum earned is, under these circumstances, the safe and prudent course. But there 
was some doubt whether the shareholders would resolve on such a present sacriflce, 
though so clearly for their ultimate benefit, and it was feared that such a proposi- 
tion might create a most injurious amount of disunion. It was therefore Uionght 
expedient to hold a private meeting of the larger shareholders, where more ftiU 
explanations might be given on any point required ; and one was accordingly called 
by circulai sent to all holding to the extent of fifty shares— Manchester being fixed 
on for the place of meeting as most convenient for the greatest number. A report 
of this meeting has been circulated. From it the shareholders will see that thoae 
present, holding a very large proportion of the stock of the company, were all but 
nnaaimous in recommending the course now proposed to you, there being only 
two dissentients. Strengthened by this decision, your board now leaves tUa 
matter with you, confident that you will adopt the same concluaion with equal 
unanimity.' 
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lotton Wool Imported -No. 40. 

Tbe foUotriag Table shows tlie quantities of Cotton Wool imported 
LDtc the Uniied Kingdom from 181S to 1847:— 
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Duties of Directors.— No. 41. 

In a letter from Mr. Ricardo, M.P., Chairman of the North 
Stalfordshire Railway Company, to the manufactarers of the Staf- 
fordshire Potteries, dated 9th April, 1849, it is stated : — 

" In the view of my colleagraes and myself the Directors of a RaUway Company 
are solely and simply the trustees of a commercial undertaking, to the carrying 
on of which a great number of individuals have snbscrihed their capital, in many 
instances investing their whole savings ; and we consider that our functions, as 
their trustees, consist in rendering their property as valuable and as profitable as 
its resources will permit. And if for any consideration we should n^lect this 
responsibility, or directly or indirectly sacrifice the interest of our shareholders, 
it would be a downright dereliction of our duty, and we ought not* and probably 
should not, retain the conduct of the concern.** 



Belirian Railways in IS^G.— No. 42. 

The Railways of Belgium belong to the State, were constructed mider its direc- 
tion, and paid for out of the public revenues. The locomotive and carrying 
department were also furnished by, and the line is worked by the State. The 
railways of Belgium were undertaken at a period when peace with Holland and 
the treaties with the allied powers had secured the independence of Belgium and 
declared her territory neutral, compelling her to reduce her army to a number 
consistent with her new position. At that time her rulers wisely provided for the 
discharged soldiers an occupation alike favourable to the development of her 
resources and to her permanent improvement, not only furnishing present means 
of employment for the members of the disbanded army, but also fostering in the 
people a taste for industrial and peaceful pursuits. In no case could a comparison 
be fairly made between railway works undertaken at the expense of individuals 
and those made at the expense of Government. A Government usually possesses 
a staff and machinery already existing for other objects, but capable of being 
directed to railway purposes without creating a new and considerable item in the 
account of railway expenditure. A Board of Works is a department attached to 
most Continental Governments. The accounts of expenditure are for this reason 
given always less accurate in the case of a Grovemment railway than in that of any 
private company ; the latter have everything to provide from the beginning, every 
sheet of paper to pay for, and to engage and remunerate the lowest of their menial 
servants. Moreover, the Belgian lines being constructed not only with a view to 
assist the internal traflBc of the country, but also to force a transit trade through 
Belgium able to compete with the water-carriage of Holland, the Government 
considered a profitable return on the outlay of the capital as a secondary matter. 
The lines— generally single ones— were cheaply made ; the rate of travelling was 
slow ; the passenger-rate low, but the baggage of passengers being paid for in 
addition to the fares. Within the last year many new lines in Belgium have been 
conceded to private individuals, chiefiy English companies, on lease for ninety- 
nine years, free from rates and taxes, with permission to charge a higher tariff 
than that allowed on the Government lines. How far these speculations will 
answer remahis to be seen. The shares of all these new lines are at a considerable 
discount in the market, and may be bought at prices varying from 50 to 60 per 
cent, discount on the money paid up. — JSalomorui' Railuxtys in England and France. 



27 

Are Railways Pablic or PriTate Propertj?— No. 4S. 

In the Report of the Directors of the Lancashire and Yorkshire 

Kailwaj Company, read at the meeting, 6th September, 1848, were 

the following remarks : — 

** They recognise as their primary daty that tovards the Proprietors, b/ whom 
they have been entrusted with the management of their property and the control 
of a vast expenditure ; and they consider that, so long as they shaU comply with 
Uie conditions attached to the powers granted by the LegislAture, they are bomid 
to make a foil and fidr remuneration to the Proprietors their main object. Rail- 
ways are often spoken of, and even openly dahned, as the property of the public ; 
and, unfortunately, have been too often dealt with as such, instead of being re- 
garded in their true light— that of a priyate commercial enterprise, depending for 
its success upon the amount of benefit conferred upon the public. If conducted 
with this view, your Directors are firmly convinced that the undertakings of this 
Company will deserve and will command an ample return for the outlay." 



Rates Reduced by Railways.— No. 44. 

Notwithstanding the great effort made by interested persons to 
show that Railways are a monopoly, it is quite clear that the public 
have very much benefited by a reduction of Rates and Tolls caused 
by the existence of Railways. In the Second Report from the 
Select Conmiittee on Railways and Canals Amalgamation, it is 
stated — 

** As the Railway system extended itself, improvements in its oi^anization and 
economy placed in turn a check upon Canals, and the consequent competition 
materially reduced the expense of conveyance. Instances have been adduced 
before your Committee in which the charges for the conveyance of merchandise 
have been lowered by these means to one-seventh of their former amount ; and 
there are now few parts of the country which have not derived material advantage 
from the competition between Railways and Canals." 

And in the evidence before the same Committee we find that Mr. D. 
O'Brien stated, on the 23rd April, 1846: — 

" I find that the prices of carriage have been materially reduced since the years 
1828 and 1829, by the competition between Canals and Railroads. I find that the 
charge of goods per ton by water between London and Windsor was 9s. The 
Great Western RaUway now carry those goods between those two places at firom 
5s. 6d. to 6s. The charge by water firom London to Reading was 15s.; it is now, 
by railway, from 7s. to 8s. From London to Oxford by water it was j^l 2s., and 
it now is, by railway, firom 10s. to 12s. 6d." 

It was also stated, on the 28th April, 1846, by Mr. J. Sutton, an 
extensive carrier and opponent to Railways, — 

** John Wilson Pattxn, Esq., Chahman.— Will you state to the Committee 
what has been the reduction of the fiures and tolls on the Trent and Mersey since 
the time when the competition with the Railways CQfami«iven\> 
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" Mr. J. Sutton. — The redaction has been two-thlids in many cases, whereas 
l^d. a ton per mile was the charge some time ago ; to a great extent, that has 
bden reduced to Id., and it is now, generally speaking, a halfjpemiy per ton pa 
mile. 

" The Chairman.— That is for coal ? 

" Mr. J. SoTTON.— Yes." 

And Mr. G. H. Betts, on the 28th April, 1846, thus answers a 
question : — 

" John Wilson Patten, Esq., Chairman.— WUI yon state tide prices which it is 
proposed to carry at by Railway, and those which yon can carry at by Canal ? 

** Mr. Betts.— This Is the table : 



COALS. 
Melton Mowbray to Stamford 

Ditto to Uppingham 
Ditto to Oalcham.. 



CORN. 
Stamford to Melton Mowbray . 
Oakham to ditto 



Present Cost. 


Cost 
by Railway. 


s. 


d. 


s. 


d. 


9 





2 


7 


7 





3 


5 


3 





1 


2 


10 





S 





5 





1 


7" 



Also, on the same day, Mr. D. Wheatcroft, another carrier and 
strong opponent to Railways, remarks : — 

" The Chairman. — Have the rates on the Canal been reduced? 

" Mr. D. Wheatcboft.— They have, in conseqnence of the competition of the 
Ridlway. 

" The Chaibman.— What Railway ? 

"Mr. D. Wheatcboft.- The Londtn and Birmingham, t(^^her with the 
Grand Junction. 

"The Chaibman.— What was the original rate charged upon traflSc from 
London to Manchester? 

*« Mr. D. Wheatcboft.— 70s. to 80s. a ton was the rate charged by the carriers. 

" The Chaibman.— What is it now ? 

** Mr. D. Wheatcboft.— 328. 6d. to 40s." 

And on the Ist of 31ay, 1846, Mr. G- Jackson, a carrier, says : — 

"Mr. E. Denison.— Before any Railways were open, what was the cost of the 
carriage of goods from Manchester to Hull? 
•* Mr. G. Jackson.— About 24s. a ton. 

" Mr. E. Denison.- Then, alter the opening of the Railway, it sank down to lOs.? 
" Mr. G. Jackson.— Yes." 

Before the same Committee, on the 23rd April, 1846, Sir F. B. 
Head, Bart., Chairman of the Grand Jonctiou Canal Company, 
made the following replies : — 
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" The CHAUMAif.— Have 70a a statement in your possession showing theadran- 
tages derived by the public fi:om the competition between Canals and Railways up 
to the present time ? 

" Sir F. 6. Head. — I haye here a statement of the rednction which has taken 
place on the Orand Junction and Leicester lines of Canal since the introduction 
of Railroads. 

** The Chaibman . — Will yon state at what period that statement commences ? 

" Sir r. B. Head —In 1836. 

[The witness dehvered in the same, which was read, as follows :] 

" statement of Reduced Tonnage on Canals from London to Derbyshire, showing 
the advantages which the public have derived by competition between Railroads 
and Canals. Thorough&re. 

TONNAGE ON THB UNDER-MENTIONED LINE OF CANALS. 



Rates which they 
were entitled un- 
der their Acta to 
charge and which 
thej did charge. 



GsAND Junction, 97 miles. . . 
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On Coal 

Grand Union, 24 miles 
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LouoHBORocoE, 10 mfles . . . 
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Erbwash, 11 miles 

On Sundries 

On Coal 
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54 

54 

64 

54 

4 

U 4 

4 

4 
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4 



N.B.— No general, 
and scarcely any 
partial reduction, 
could be brought 
about until the com- 
petition was estab- 
lished between the 
rails and the canals. 



And on the 28th April, 1846, J. L. Ricordo, Esq., M.P., made the 
following remarks with reference to the North Staffordshire Railway 
and the Trent and Mersey Canal : — 



«< 



I undertook to promote this Railroad entirely for the benefit of my consti- 
toents, who live in the Staffordshire Potteries, «a1)m^\&^^ \2cift C:.Q\£k\sfi)iisRK^ -vx^ 
aware. I had no other purpose whateivei. 1 \MAi«7« ^i!W8&. ^Qba ^NaSSsstftfisSsss, 



so 

PottMlM tutr* been (Or iodm Ume ilnuMt tl 
oertklnlT mlnoot the only nuna&ctiuiiig dlsUct of that Importvaoe, irhldi bi 
been wltliaut RiUny McommodMlon. *iid tUg fau tMsn owing, in a gm 
meuure, to the opposition which Ihej tuTe met with from the Tnat and Went 



d the monojX]l)> there. If it ware ■ nuDDpoly, 
m jon ID-dBj it IB not, becsnH he hu BhowD 
ch Ifl at pment experienced 1ia« bnm^t down 
the tolls two.tlUrds ; bat, fbr the ulie of aignment, nppoae it were ■ nwnqialy, 
I fonnd it so. and tbereOite then were onlr thm alternalfies, atSta that 
monepdlj must remain by the Canal only Temaining, or tho Canal and BaOru^ 
moil lie Mimlgamateil to aa lo make a monopidy. with moie and better *Ec«nmo- 
datlon, or Uie Kailioad and Canal being distinct, the Ballroad mut aat to work 
and kill the Canal, wldch it conid do, because tiiere ie no doubt wtiaiever that tbo 
reductloD In the ralne of Uie durea in the Canal, from if 1,200 to ^4i0, amse 
from the competition whkh it hat airead}' had to contend with, and donlilleH the 
farther competition wiileh we should introdiice woald completely *Tirtt^ iin^ qh 



Width and OoM of VTU* & Narrow Qftnc* B>U<i«rB.-~Na. 4i. 

The "Rulwaj GazeEte," 3rd Jane, 184S, gives the foUoin'Dg 
Table showing the comparsitive Widths of ^'onnation and Cost of 
Constmcdon per mile cf 4 new and 1 2 old Qange Roilw^n i— ; ' 
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Wolverton Refireshment Room.— No. 46. 

The refreshment establishment at Wolverton is composed of— 

1. A matron or generalissima. 

2. Seven very young ladies to wait upon the passengers. 

3. Four men and tliree boys do. do. 

4. One man-cook, his kitchen-maid, and his two scullery maids. 

5. Two housemaids. 

6. One still-room- maid, employed solely in the liquid duty of making tea 
and coflfee. 

7. Two laundry-maids. 

8. One baker and one baker's-boy. 

9. One garden-boy. 

And lastly, what Is most significantly described in the books of the establishment — 

10. *• An odd-man." 

** Homo sum, humani nihil h me alienum puto." 
It appears from the books that the amiual consumption at the Wolvertou 
refi*eshment-rooms averages— 



182,500 Banbury oaken. 


6,110 lbs. of moist sugar. 


56,940 Queen cakes 


16,425 quarts of milk. 


29,200 patfes. 


1,095 


>« 


cream. 


36,500 tbs. of flour. 


17,520 bottles of lemonade. 


13,140 „ butter. 


35,040 




soda water. 


2,920 „ coffee. 


70,080 




stout. 


48,800 „ meat. 


36,040 




ale. 


5,1 10 „ cuirants. 


17,520 




ginger beer 


1,277 „ tea. 


730 




port. 


5,840 „ loaf sugar. 


3,650 




sherry. 



3,660 bottles of brandy. 



And we regret to add, 

730 bottles of gin. 731 bottles of rum. 

To the eatables are to be added, or driven, 86 pigs, who, after having been from 
their birth most kindly treated and most luxuriously fed, are impartially pro- 
moted, by seniority, one after another, into an infinite number of pork pies. 

Notwithstanding the everlasting hurry at this establishment, four of the young 
attendants have managed to make excellent marriages, and are now very well otf 
in the warli. ^Quarterljf RevieWf DecembeTf 1848. [Most travellers by the London 
and North Western Railway can bear testimony to the very efficient manner in 
which the Wolvertou Refreshment Rooms are conducted under the excellent 
management of Mrs. Hibberd« but the public must not conclude that the above 
statement of articles consumed is correct ; it was averaged from one of the best 
days in the year, and is mu^ over-stated.] 



Cost of Locomotives.— No. 47. 

The average cost of the Locomotive Engines and Tenders, which, for the rails 
between London and Birmingham, are usually purchased by the Company from 
makers at Manchester, Warrington, and Liverpool, is — 

Cylinder. 16-inch diameter 4^1,950 

16 2,113 10 

„ 18 , «i.,\»^ ^ ^ 

The Tenders cost -^600 each.— Quarterly Review, Decien*eT,\^^- 
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Railway Bridfrea In America.— No. 48. 

The bridges in the United States, on the best lines, are built of wood, on the 
tmss-work principle, with stone piers and abutments. 

On the Boston and Albany lines, and on many others In the New Eni^claQd 
States, the bridge generally used and approved of is known as *' Howe's Patent 
Truss Bridge." 

The cost of this kind of bridge, as furnished by the parties who hare purchased 
the patent, is as follows : — 

Dollars. ^ «. d. 

For spans of 60 feet, single track, 11 per foot «» 2 5 10 sterling. 
100 „ 18 „ 3 15 

140 „ 21 „ 4 7 6 

180 „ 'a ,^ 6 12 6 

200 „ 30 „ 6 5 „ 

The cost for double track would be about 55 per cent, additional. 
The price includes the whole of the suporsU'uclui^ ready for the rafls, but not 
the piers and abutments 

The bridge over the Connecticut River, at Springfield, is built on this principle ; 
It has seven spans of 180 feet each, and the sill of the bridge is 30 foet above low 
water. On other lines the same kind of bridge is used, but no iron-work is per- 
mitted (the nnequal expansion and contraction of this metal is objected to), and 
the addition of an arch is introduced. 

A bridge built on this principle on the Reading railroad, 1,800 feet long, coat 
40,000 dollars, equivalent to .^6*8,330 sterling. 



»« 



» 



Railway Intereat on Calla^ ftc.^ 184-3 to 184-7.— No. 48. 

Parliamentaiy Ketnrn, No. 71, dated 20th March, 1848, gives 
the following Return of Interest upon Calls paid up, and of the 
amount of Interest so paid to Shareholders in each year since 1843, 
and of the length of Railway belonging to each Company^ which 
was open for Traffic at the end of 1843, and of each subsequent year. 



1843 



Lenffth. 



X. CH 

S027 52i 



1844. 



LenKtb. 



M. OH. 

3S96 56 



Amount. 



A %. d. K. CH 
16,609 15 612608 12 



1845. 



Length 



A aoont. 



A s. d. 

106.683 9 4 



1846. 



Length. 



X. CH. 

3083 47 



AmouDt. 



46 s. d. 
402,780 14 



1847. 



Length. 



X CH. 

14 



5 3870 



Amooat. 



jS s. d. 

1,007364 15 1 



Poultry to IiOttdott at Chriatmaa.— No. 50. 

The Eastern Counties Railway presented an unusual scene on the 24th December, 
1846, in consequence of the arrival of extensive trains, carrying baskets, hampers. 
&c., containing poultry for the London market. By the morning mail train up- 
wards of 2,000 p^kages were brought to Shoreditch. An afternoon train, wliich 
consisted of nearly thirty carriages, carrying between 300 and 400 passengers, 
arrived considerably after its appointed time. The dh-ectors had prudently caused 
the area immediately in front of the station at the terminus, Shoreditch, to be 
covered in with a torpaoUng for the warehousing and delivery of the goods. 
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Bztension of the South Western to Waterloo Bridse, 

Iiondott.— No. 51. 

The South Western ifvas the first of oar maiii trunk lines that has literally lodged 
itself in London. By means of its Extension a4)anct of '2i miles of line, from 
Nine Elms to Waterloo-road, it has centralized itself, with its tributaries spreading 
over an area of 250 miles, almost on the threshold of the Strand, and tends to prove 
the truth of what Mr. Chaplin set forth at the half-yearly meeting in 1847, when 
he invited **the proprietors to accompany him, in imaginatiou, by an ordinary 
train, either ft-om their mercantile ofBce in Gomhill, or which would, probably, be 
more agreeable, from the Bank, after they had received their dividend in 1848, 
and, looking through the horoscope of their future prospects, he would proceed 
with them to the foot of London Bridge, where they would Join the trains that 
were to convey them to the South-west of England, without any of the compli- 
cated machinery now involved in the system of omnibuses and cabs. After 
witnessing the quantities of merchandise shipped and unshipped for all parts of the 
world in their own wharves,— at ter seeing the innumerable quantity of passengers 
coming from all parts of the metropolis, with those arriving by the boats fh)m 
Chelsea, who, he had no doubt, in 1848, would be conveyed at ^d. per head per 
passenger — ^having placed all these comfortably in the caravansaries destined for 
the South-west, he would then ask them whether they would prefer going to 
Southampton via Kingston, or by Kew, Brentford, and Isleworth, via Richmond. 
Speculating on the probability of their preferring the Richmond route, he would 
pmmise to shoot them off, in some of their best carriages, buoyed along by 
Beattie's patent wooden wheels, running over the rails noiselessly and withont 
dust, with spring and wire blinds, from Battersea to the Richmond line, in their 
transit over which they would pass through the pleasant suburban villages of 
Wandsworth, Putney. Barnes, and Mortlake." 



RaUways In the 'World in 184.6.— No 52. 

The Railways in operation in the whole world are stated by a French paper to 
occupy a length of 2,769 geographic miles, or 310,128 kilometres. Of this number 
the United States of America possesses nearly one-half. Next comes England, 
then Germany, then Framce, and then Belgium. If we compare the length of 
the lines with the territorial superflces of each of them, the United States is not 
then at the head. of the list, but Belgium, which has a liHle more than 22 kilo- 
metres of railway per square geographic mile. The United States is, in fact, only 
the fifth in rank. But a more important comparison must yet be made, that of 
the extent of rail in each country, with the amount of population. The United 
States has 75,152 kilometres (112 kilometres constitute a mile) to 10,000,000 
inhabitantft; England, 23,296 to the same number; and Belgium, 17,136 kilome- 
tres in proportion to the same amount of population. Other countries stand in the 
following order: — Germany, Holland, France, Italy, and Hungary. The cost of 
cousti-ucting all the lines now in exiitence has been four milliard:^ three hundred 
million francs. Of course the sum borne by each countiy is not in s>trict couformity 
with the length of the lines nor the obstacles to be overcome. The price of labour, 
it is well known, varies very much. Thus, France and Great Britain, where 
labour is sensibly dearer than anywhere else, have expended, and still expend, 
the highest sums. In England, the cost of construction per mile, or 1 12 kilometres, 
U 3,626,000f.; in France, 2,l77,600f.; In Belgium, 2,05J,600f.; in Italy, l»Q47M<«.,x 
hi Holland, l,587,50Uf.i and in Germany. I,0d2,fi^. 
b2 
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Proportion of Third Class Railway Passenirers, and averagrc 
Fare paid by each, in 184>8.— No. 53. 



Nam 8 or Railway. 



Narrow Oauge. 
London and North Western. . 
Lancashire and Yorkshire .. 

South Eastern 

Midland 

Newcastle and Bewick . . . . 

Edinburgh and Glasjg^w 

East Lancashire , 

Eastern Counties 

Arbroath and Forfar 

Broad Oauge. 
Great Western , 



Total 

Number 

of 

Passengers. 



5,599,734 
2,889,205 
4,158,732 
3,618,799 
1,187,615 
1,147.883 

919,222 
2,074,170 

124,462 

2,876,222 



Number 

of 

drd Glass 

Passengers. 



2.163,384 

2.090,624 

2,008.230 

2,366,892 

944,891 

836.025 

677.896 

1,044,158 

113,545 

419.663 



•-5 ? w « 
eg o j8 



39 
72 
48 
65 
80 
72 
74 
50 
91 

16 



Namb of Railway. 



Fares tor 100 Milks. 



Narrow Gauge. 

Eastern Counties 

London and North Western 

London, Brighton, and South Coast 

London and South Western 

South Eastern 



Average Fare paid on Narrow Gauges 

Railways t J 

Broad Gauge. 
Great Western 



From these figures it appears that the"^ 
excess of Broad Gauge ov«r Narrow l 
Gauge Fares, on the Metropolitan r 
Railways, is, per cent., on J i 



Ist 


2nd 


drd 


Class. 


Class. 


Class. 


Pence. 


Pence. 


Pence. 


210- 


141-5 


92-1 


218-1 


144-6 


91-4 


263- 


171- 


109- 


245- 


168' 


96- 


214- 


152- 


90- 


226-7 


153-8 


97- 


274-4 


187-8 


100- 


1st 


2nd 


• • k • 


Class. 


Class. 


• a • • 


21- 


22-9 


• • • • 



I 



Ill 

< 

Pence. 
125-4 
138-6 
150-6 
166-3 
131.8 



141-3 

188-9 

On the 
average 
fare paid 
by the 
public. 
33-7 



* That is, dividing the sum total of Fares by the sum total of Passengers. 

t In this calculation the average is obtained in the correct manner, viz., by 
dividing the sum total paid by each class of passengers by the total number of 
each class travelling.— iSydn«y*« Commercial Consequences of a Mixed Gauge. 



Completion of Railways in 1843.— No. 54. 

It will long be remembered the difficulty of obtaining money to 
complete Railways for which Acts were obtained during the fever 
of 1845, and contracted for and commenced afterwards ; many 
conflicting opinions were given at the meetings in 1848, as to 
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whether they ought to be abandoned or completed. At a meeting 
of the Lancashire and Yorkshire Railway Company, 6th September, 
1848, in reply to Mr. W. Rawson's strong request to abandon the 
new schemes — 

'* Mr. Hawkshaw, tlie Company's engineer, said he had consulted the Com- 
pany's legal adviser as to their probable liabilities, in the event of their giving up 
the lines in progress. To finish the line bet\i'een Halifax and Bradford would 
require dS^ 10s. on the West Riding shares, and £i 15s. on the Extension shares 
more than what was at present paid on those shares. To abandon the works 
would require an additional payment on the West Riding shares of j^4 2s.; and 
ou the Extensions, of £^ 8s. 6d. If the lines were proceeded with, only ^1 a 
share call would be needed during the next twelve months ; but if they v^ere 
abandoned, dS^ or ^6*3 would be immediately required. The Directors had already 
made arrangements by which the making of the lines might, if deemed advisable, 
extend over a period of four years." 

And in a letter from Mr. Hawkshaw to Mr. W. Rawson in the 
'^Manchester Times," 16th September, 1848, Mr. H. remarks i — 

** The calculations I had made were without reference to the amount per share 
called or paid up on the West Riding Union and Extension shares, and were only 
intended to show that to complete the line via Halifu to Bradford there yet re- 
mained to be expended an amount eqidvalent to dSQ lOs. per share on the West 
Riding Union shares, and to dSi 15s. lOd. per share on the Extension shares; and 
that to abandon the Haliiiui and Bradford contract would cost the Went Riding 
Union proprietors dSA 2s. per share, and the Extension proprietors £2 8s. 6d. 
per share ; meaning by this that, in my opinion, if the proprietors of those stocks 
sought the abandonment of the line in question, they ought to be prepared to 
sacrifice so much of the money contributed by them. When, in answer to a pro- 
prietor, I replied that the dBA 2s. per share of loss on the West Riding Union 
stock would require calls to that amount beyond the calls already made, by 
mistake I took the amount then paid up at £A 2s. instead of at dSQ.^* 

Duplicate Railways.— No. 55. 

In a letter from Mr. W. Rawson to Mr. H. Houldsworth, pub- 
lished in the " Manchester Times," 16th Sept., 1848, it is stated: — 
** Duplicate lines, made even in prosperous times, are found to be xmremunera- 
tive, when made by rival Companies for the mere purpose of shortening the 
distance.** 

And in reference to the Manchester, Wigan, and Southport Line, in 
the same letter, Mr. Rawson says, — 

" You have already two lines to Wigan. The one through Bolton belongs 
entirely to the Lancashire and Yorkshire Company, and that Company are partners 
in the other line. Pardon me, sir, when I say, that though you have an Act of Par- 
liament which empowers you to raise money for this purpose, I could not have 
supposed it possible, considering the circumstances in which the suffering share- 
holders of that Company are placed, and with the knowledge we have that dupli- 
cate lines do not pay, that it was in the compass of human folly and recklessness 
to propose to make a third line to Wigan, at the expense of the Lancashire and 
Yorkshire Railway Company.*' 
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Trad* of th« Port of I^mdon^ 1846 to 184>8.— No 56. 

The number of Ships and their Roistered Tonnage that entered the Port of 
London with Cargoes from Foreign parts in the last three years, and the uomber 
that entered the St. Katliarine Docks daring Uie same periods. 

PORT OF LONDON. 





British. 


Foreign. 


Total. 


Tears. 


Ships. 


Tons. 


Ships. 


Tons. 


Ships. 


Tons. 


1846 


5,228 


1,134,646 


2,479 


j(93,388 


7.707 


1.528,034 


1847 


6.265 


1,426,612 


3,105 


492,344 


9,370 


1,918 956 


184H 


6,477 


1384,655 


3,052 


429,415 


9,529 


1314,070 




Increase 


Decrease 


Decrease 


Decrease 


Increase 


Decrease 




ships in 


in 


in ships. 


in 


1848, 159 


ill 




1848 over 
1847. 212 


tonnage. 
41,957 


1848, 53 


tonnage. 
62,929 


ships. 


tonnage, 
104,886 
tons. 



ST. KATHARINE DOCKS (like periods). 

Entered with Cargoes from Foreign Ports. 

1846. 1847. 1848. 

Ships. Tons. Ships. Tons. Ships. Tons. 

673 171.481 742 190,857 649 155,082 

The tonnage of ships entered In 1848, light to load, exceeded the year 1847 

5,705 tons. 

I'he year of 1847 was one of extraordinary importation of com, flour, and pro- 

▼isions. The number of vessels laden with those articles that ertered the St. 

Katharine Docks in 1847, was 103, and 37,138 registeied tons ; if these are 

deducted from the arrivals in 1847, the shipping and tonnage that entered these 

docks in 1848 would have exceeded the preceding year. 

MERCHANDISE.— ST KATHARINE DOCKS. 

Goods in 1 1846. 1847. 1848. 

warehouse, > 61,091 tons 70,772 tons 70,152 tons. 

31st Dec. J 
Landed "^ 
during tlie V 



above years J 



. 117,925 tons ... 157,720 tons 122,55« tons. 

of which about i 

consisted I 

flour, r 

provisions, j 



r of which 
i 40,000 CO 
I of com, 
L and prov 



Continental RaUwayw in 184-7.— No. 57. 

Some statistics regarding the Continental lines place Germany in the van of 
those who, during the past year, have most cultivated railway communication. 
France, at the close of the year 1846, maintained in active operation 1,017 miles, 
which, with the addition of works completed and opened Ibr public use in the 
course of the fbllowing year, constituted at the end of that period a total length 
equal to about 1,395 miles. At the end of the year 1846 Germany possessed about 
9,096 miles, completed and in operation, and in the course of the following year 
795 miles additional were opened ; so that at the dose of 1847 the total extent in 
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that coontrjr amonnted to 3,891 miles. Belgiam, in December, 1846, possessed 
456 miles, and in 1847 the completed quantity of new undertakings was 90 miles, 
making a length in active operation at the end of the last-mentioned year of 546 
miles. The length opened in Holland at the close of 1846 was 168 miles ; in 1847 
only 15 miles additional were completed, so that at the close of that year about 
183 miles were altogether in operation. Denmark at the end of 1847 possessed 
158 miles in active operation. Switzerland figures for a small extent. In 1846 
not more than 3 miles of line were completed. This was increased in lft47 by the 
opening of about 16 miles of the Zurich and Bdsle, making the total about 18 
miles. In Italy at the end of 1847 the length in operation was 183 miles. In 1846 
about 159 mUes had up to that date been opened. Hungary possessed at the com- 
mencement of the present year 165 miles in active work. At the close of 1846 
about half that extent had been completed. It is stated that Russia in 1846 had 
only 20 miles carried out. In 1847 this amount was increased to 51 miles. In the 
kingdom of Poland 159 miles were completed by the close of 1846. In 1847 a 
further extent of 64 miles was accomplished, making the total length 213 miles. 



Staff of the London and North Western Rall-way.— No. 58. 

The number of persons employed on account of the London and North Western 

Railway Company, including those occupied in the collecUon and delivery of goods, 

is as follows : — 

2 Secretaries. 

1 Manager. 

2 Superintendents. 
966 aerits. 

3,054 Porters. 

701 Police Constables. 

738 Engine and Firemen. 
3,347 Artificers. 
1,452 Labourers. 



Total number 10,263 



The number of horses employed is 612 

Ditto vans, &c 263 

—Quarterly Review, December, 1848. 



Are Chairmen of Railways responsible for the acts of the 

Board?— No. 59. 

At a meeting of the Manchester, Sheffield, and Lincolnshire 
Bailway, 9th August, 1848, the Chairman, the Earl of Yarborough, 
stated — 

'*! would not consent to sit upon the Board, or have anything to do with the 
Dhrection, if I were not thoroughly convinced ttiat the Board meant to act honestly, 
and to use their best endeavours to cany out the plan hi the mode they think 
most conducive to your advantage. It must be obvious to you, that it can be no 
advantage to me to liave a deal of additional business thrown upon my hands 
iiiiich I need not necessarily undertake. I fieel that while I am upon the Board, 
I am responsible aXoag with the rest of the Directors for tba '^q-^x «Ass£sc£NsSuc:«i^^w 
of the aflUrs of the Company.*' 
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IdOicashire and Yorkshire RaUway a ^Vr«ek.— No. 6i. 

At a meeting of the Lancashire and Yorkshire Railway Com- 
pany, 6th September, 1848, Mr. William Rawson said, — 

" He bdiered that there did not exist a more deplorable wreck of railway than 
that of the Lancashire and Yorkshire Company, notwithstanding the hopefhl view 
which the Chairman seemed to take of its afbirs. What was the public opinion 
about the matter might be gathered from the fact that West Biding Extension 
Shares, an which they had paid ^, were selling for 4^1— and that in a railway in 
the very centre of the kingdom." 



Onffht Rallwa7« to bo under the Manaarement of one 

Person.— No. 62. 

The Beport of the Committee of Enquiry appointed by the Pro- 
prietors of the London, Brighton, and Soath Coast Railway, 14th 
Febroary, 1848, contains the following remarks : — 

'* The Committee have taken into consideration the office filled by Mr. P. Clarke, 
and, folly admittbig his abilities and knowledge of railway business, they are, 
neyerthdess, of opinion that there should be an efficient head of each department, 
^dio shoold be immediately responsible to the Dhrectors ; and that it is undesirable 
that any one sorrant should interfere with the management of every other depart- 
ment, thereby destroying the responsibility of the officers so interfered with, and 
impairing the efficiency of the Board itself. The Lewes station is an illustration 
of this mischief arising from such interference. This station, as originally 
designed, would have been parallel to the main line, which is obviously the 
proper portion ; but Mr. Clarke was i>ermitted to take the matter out of the hands 
of the engineer, and to build the station on its present inconvenient site, and that, 
too, at a cost for beyond the original estimate." 

And at the adjourned half-yearly meeting of the Brighton Company, 
17th April, 1848, Mr. Alderman Wilson said, — 

**He concurred in the propriety of the recommendation of the Committee that 
the New Cross station diould be re-opened, as well as in the recommendation that 
efficient heads of departments should be appointed in preference to leaving every- 
thing to be managed by Mr. P. Clarke, who, he understood, had acted the 
various parts of manager, head engineer, head builder, and, in fact, as the head 
of the Directors themselves. He admitted that Mr. P. Clarke was a gentleman of 
superior talents and experience ; but he was of opinion that too much respon- 
friUUty had been imposed upon him.*' 

And at a further adjournment, 18th April, 1848, the Chairman, Mr. 
T. M. Parsons, stated : — 

'*The appointment of a General Manager was the consequence of an express 
Instruction, not a resolution passed, but an understanding on the part of the pro- 
prietors at large. At that time such an appointment was considered essential to 
their well-being, though now a contrary opinion appeared to prevail. Then as to 
the recommendation of the Committee that there should be * heads of departments,' 
he wished the proprietors to understand that the Company had * heads of depart- 
ments.' They had their locomotive engineer, theh: resident engineer, who 
superintended the permanent way, and other superlot offlicfisc^^ «d^'QckS»i^\#gssscL<ij^<i^ 
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to uther Companies. As to the general power of the Manager to remove clerks 
and other officers of that class, he begged to say that Mr. Clarke could only report 
his objections to such persons, and that ft was with the Board that dismissal 
rested. The inferior officers, namely, the porters and policemen, were necessarily 
under the control of those inmiediately above €hem, and their dismiraal did not 
always come before the Directors. As to the stated interference of Mr. Clarke 
with various heads of departments, it was right he should observe tiuA the general 
superintendence of a vigilant manager, such as that gentleman undoubtedly was, 
must be of great benefit. Mr. Clarke had, by his close attention generally to the 
whole management, and particularly to the engineering department, brought 
about considerable economical improvements, be was Imund, in fiEdmess, to bear 
this testimony. With respect to the Lewes station, the removal of which had 
been ascribed to the mischievous interference with heads of departments, he 
thought the Committee were labouring under some misapprehenrion. The matter 
was, he understood, originally taken into consideration by ttie Hastings, and not 
by the Brighton ; and the station was changed from its original site for the purpose 
of conveying passengers ftom Brighton to Lewes, so as to get rid of the then 
existing necessity of resorting to the omnibuses, which had at the time a great 
traffic. It was considered important so to arrange the station as to enable the 
Company to take the people, as it were, to their own homes, and so to secure to 
the Company the whole of the omnibus traffic on the Lewes road. 

'* Mr. ScHusTBR, one of the Directors, observed that the Company had perfectly 
succeeded in doing this. 

*' The Chairman was informed by Mr. Clarke that the question alluded to was 
agitated long before he (Mr. Clarke) became connected with the Brighton.'* 



Traffic on the Grand JunQtion Canal Increased by a 
Reduction of Tolls.— No. 63. 

In the evidence of Sir F. B. Head, Bart, Chairman of the Grand 
Janction Canal, given before the Select Committee on Railways and 
Canals Amalgation, on the 23rd April, 1846, the following occnrs : — 

**The Chairman. — ^Do you think that those Canals were enabled to make 
those great reductions in their charges in consequence of their coming to an 
amalgamation ? 

«• Sir F. B. Head.— They have made those reductions j and the other lines of 
Canal with which we are connected liave declined to Join with us, and the conse- 
quence has been that on the distance from London to Leicester, which is 1S9 
miles, the whole tonnage is 2s. lOfd. per ton, while the whole tonnage from London 
to Birmingham, which is 144 miles, amounts nearly to 7s., showing the difTerence 
between the prices on the amalgamated and the non-amalgamated lines of Canal. 

•* The Chairman.— Then you would wish the Committee to infer from that, 
that the amalgam ition with the Leicester Canals has itself enabled you to make 
greater reductions than can be made on the Birmingham Canal, in consequence of 
there being no amalgamation in that district? 

" Sir F. B. Head.— That redaction has of course been beneficial to the public, 
and, as will appear by this statement which I will hand in, it has been by no 
means injurious to the Canal Companies, because from the cheap amalgamated 
line, our tonnages in money have increased from 4^6,000 to 4^15,000 and ^17,000 
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Public Idbraries.— No. 64. 

The following information is extracted from an article by Mr. E. 

Edwards, read before the Statistical Society of London, 20th March, 

1848 :— 

" The principal Libraries of the several capital cities of Europe maybe arranged 
in the following order : — 

1 Paris (I), National Library 800,000 volnmes. 

2 Munich, Royal Library 600,000 

3 Berlin, Royal Library 470,000 

4 Petersburgh, Imperial Library 446,000 

5 Copenhagen, Royal Library 410,000 

6 London, British Musenm Library 350,000 

7 Vienna, Imperial Library 313,000 „ 

8 Dresden, Royal Library 300,000 „ 

9 Madrid, National Library 200,000 

10 Wolfenbuttel, Ducal Library 200,000 

11 Paris (2), Arsenal Library 180,000 

12 Stuttgard, Royal Library 174,000 

13 Milan, Brera Library 170.000 „ 

14 Paris (3), St. Genevidve Library 160,000 „ 

15 Darmstadt, Grand Ducal Library 150,000 „ 

16 Florence, MagUabecchian 150,000 

17 Naples, Royal Library 150,000 

18 Brussels, Royal Library 133,500 

19 Rome (1), Gasanate Library 120,000 

20 Hague, Royal Ubrary 100,000 

21 Paris (4), Mazarine Library 100,000 

22 Rome (2), Vatican Library 100,000 

23 Parma, Ducal Library 100,000 

" Comparing the number of rolumes in the Libraries of the chief European 

capitals with tbeir respectiye populations, we find in Weimar, 803 volomes to 
every 100 inhabitants -, in Munich, 750 ; in Darmstadt, 652 ; in Copenhagen, 465; 
hi Stuttgard, 452 ; in Dresden, 432 ; in Hanover, 335 ; in Florence, 313 ; in Rome, 
306 ; in Parma, 278 } hi Prague, 168 ; in Berlin, 162 ; in Madrid, 153 ; in Paris, 
143; in Venice, 142; in Milan, 135; in Vienna, 119; in Edhiburgh, 116; to 
Petersburgh, 108 ; in Brussels, 100 } in Stockholm, 98 ; in Naples, 69; in Dublin, 
49 ; in Lisbon, 39 ; in London, 20. 

" We see, therefore, that Brussels is 5 times better provided in this respect than 
London ; Paris, 7 thnes ; Dresden, 21 times ; Copenhagen, 23 times ; Munich, 37 
times ; and the little city of Weimar, 40 times. 

' The principal Unirersity Libraries of Europe may be ranked as follows :— 

1 Goettingen, University Library 360,000 volumes. 

2 Breslau, University Library 250,000 „ 

3 Oxford, Bodleian Library 218,000 „ 

4 Tubingen, University Library 200,000 

5 Munich, University Library 200,000 

6 Bologna, University Library 150,000 

7 Heidelberg, University Library 150,000 „ 

8 Cambridge, Public Library 135,000 „ 
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Box for eonTeyliiK Money by Railway.— Ko. 65. 

At a meeting of the Institution of Civil Engineers, held 7th March, 
1848,— 

Mr. Chubb, St. Paul's Chnrchyard, London, exhibited an iron box for tiie trans- 
mission of money, bullion, &c. on railways. A wronght-iron box, lined throngfaont 
with hard steel plates, is locked down at the terminus to a strong iron plate in the 
guard's carriage. The key of this lock, and also the key by wlilch access can alone 
be obtained to the interior, is kept at the principal terminus by the officer who has 
charge of the cash. Each station-master is provided with a key, 'v^ich opens a 
vmall lid at the top ; when he has money to send, he unlocks the lid, places his bag 
of money or parcel in an open drum underneath, moves a handle which turns the 
drum, and the cash is dropped inside. Before he is able to take out his key, he 
must move the drum )>ack and see that l^e money is gone. It will be observed 
that he cannot leave the lid unlocked. When the box arrives at the termhius it is 
unlocked from the frame, taken into the office and placed on a similar frame there. 
The cash keeper only can with his key then get access to the money. 



MoTins a dons*.— No. 66. 



*' Within the last fbrtniAht, the Americans have been outdone in this kind of work, 
at Messrs. Ransomes' and May's, Orwell Foundry, Ipswich, where a brick-built 
house, two stories high, 26 feet by 18, has been moved a distance of 70 feet, and 
raised 2^ feet, without sustaining the slightest crack in the walls or ceilings, or even 
in the papering of the rooms. The removal was accomplished under the direction 
and superintendence of Mr. Worby, the manager of the works ; and the modus 
operandi seems to have been this : — ^A series of holes, six inches square, was first ■ 
made through the brick- work, close to the ground, at intervals of three feet, all 
round the house. Through these holes were inserted cantalevers, or pieces of 
tbnber, about four feet long, and the earth inside and out having been cleared away, 
the ends were made to rest on blocks of wood ; so that, during the removal of the 
foundation, the superstructure would rest entirely on them. The next operation 
was to remove the foundation, and to lay in its place long pieces of timber, eleven 
inches square ; these had a coat of mortar laid on, as a bed for the hrickwork, and 
were then lifted up to the walls, forming a kind of framework, on which, the canta- 
levers and blocks being removed, the house stood as firmly as it did on Its original 
foundation. The building was then raised to the required height, one side being 
elevated at a time, and a number of longitudinal timbers of great strength laid 
underneath, and continued along the ground as fiu* as the new foundation. As a 
precautionary measure the sides of the house vrere bound in by means of stout 
planks run up at the angles, and fastened together with iron rods. The whole of 
this preliminary work occupied some lime to complete, the workmen only turning 
to it when they had nothing else to engage them. The timbers, along which the 
house was to slide, having been well greased, three bottle-Jack screws were brought 
to bear upon one end of the l^ramework, and the process of locomotion commenced. 
The rate of travellbig was about one foot in five minutes, but, as a long delay 
occurred each time the screws were re-fixed and got into play, not more than 
twenty five fieet could be accomplished in a day. The house is now standing on its 
second foundation, none the worse for the experiment to which it has been sub- 
Jected. **~-j8i^oa CftronUiUt June, 1848. 
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Canals in America create Traffic.— No. 67. 

The creatiye or prodactiye power of Canals, Railways, &c., may be traced in 
the hibtory and progress of the State of New York. 

The Erie Canal was commenced in 1817, and completed in 1825, at a cost of 
7,143,789 dollars, or je'1,400,000 sterling. In 1817, the value of i-eal and personal 
property in the city of New York, was, from official documents, estimated at 
^6*16,436,000 sterling. In 1825, it was estimated at ^6*21,075,000 sterling. In 
1829, the population of the State was 1,372,000, and in 1830 the population of the 
State was 1,918.000. 

The Canal was found so inadequate to the traffic, that, between the years 1825 
and 1835, a farther sum of 46*2,700,000 was expended in enlarging it ; making the 
total cost to that date, ^6*4,100,000 sterling. 
It has been seen that in the City of New York — 
In 1817, the official value of real and personal property was ^6*16,436,000 
1836, „ „ „ j64ii,567,0l.0 

Being an increase of 2| times in 18 years. 
For the State of New York— 
In 1817, the official value of real and persontd property was ^^63,368,000 
1835, „ „ „ jtfll0,120,000 

Or an increase of nearly j^47,000,000 sterUng in the value of property attributed 
chiefly, if not entirely, to the formation of the canals. 
In 1836, the amount conveyed to tide-water by the canal was 697,357 tons. 
And on the 1st of July of that year there had accumulated in the hands of the 
Commissioners an amount sufficient to extinguish the whole of the outstanding 
debt incurred in its construction. 

The nett receipt from all the State canals, after deducthig the expenses of col- 
lection and superintendence, for the year 1847, was ^6*44^,270. Villages, towns, 
and cities have sprung up along its course. 
The population of the State, which was — 

In 1810 959,949 

Wasinl845 2,604,495 

In 1846, the value of real and personal property was estimated at ^6*1 28,500,000. 
It will be seen Arom the above, therefore, that in addition to the wealth created 
for individuals, the canals produce a large annual revenue to the State. 



Railway Gommissioners.— No. 68. 

lu the House of Commons, on the 4th July, 1848, Mr. Bankes 

thos described this department : — 

**The original institution of a check or a guardianship of Railways by the 
Government was by an Act passed in 1839, and that guardianship continued itom 
1842 to August, 1844, and during that time it was conducted at an annual charge 
of £1^70. Afterwards, when Railway interests had greatiy increased, it had been 
found necessary to give further powers to the authority already constituted in the 
Board of Trade ; and fi:t)m 1844 there had been established an oi^anized plan at a 
cost of 46*3,302 per annum. IMS charge so remained imtil the year 1846, when 
the new Board, to which he had to call attention, was created by a bill brought in 
at the very end of the session of that year. On a former occasion, the right hon. 
the Chancellor of the Exchequer stated that the bill had met with. th&{»2i!k.<«3&&. 
entin approbation of the house. On refeTtVog \o \Xi» TOftOx^ q"^ ^«e^i>aas«s«&.,^'fe 
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found that the only discussion on the bill took place on the 2l8t April, 1846, when 
certainly the greater part of those who spoke objected to the measure ; but it was 
intimated that at the then late period of the session there would be no use in going 
to a division, and therefore, though a division had been called for, none took 
place, the numbers in the house at that moment being 66 members. The bill 
received the Royal assent on the last day of the session (the 28th of August, 1846), 
and it could not be said, seeing the mode in which it had been introduced and 
carried, that he (Mr. Bankes), in seeking to rei>eal the Act, was going against the 
deliberate decision of Parliament. He had already shown that the cost of previous 
superintendence had been at the rate of ^6*1 ,370 and d^,302 respectLvely, and yet 
the next estimate referring to the matter which had been laid before the house 
showed a charge of no less a sum than j^ 17,000 for a period of one year and a 
quarter, and in the present estimates, namely, firom the 1st of AptH, 1848, to the 
31st March, 1849, the department was charged at ^13,522 10s., ktcluding d^,000 
for the President.'* 



Statistics of makinff the laancaster and Carlisle 

Rail^viray.— No. 69. 

At the banquet given by Messrs. Stephenson, Brassey and Mackenzie, the contrac- 
tors, in celebration of the opening of the Lancaster and Carlisle, in 1846, the following 
facts were stated in a speech firom Mr. Mould, the contractors* superintendent. In 
the blasting of rocks no less than 4,800 barrels, or 200 tons of gunpowder, had been 
used. The patent fUsees alone, if put on a line, would reach 400 miles; The length 
of drilling in the rock would extend to 200 miles. The number of nights during 
which the men worked was 152,147. The number of horses employed was 10,500. 
No less than 400,000 yards required blasting, as it could not be overcome by any 
other means. The number of bridges on the line was 219, of culverts 280, and of 
viaducts 500. The greatest number of men employed was about 10,000, and the 
number of workmen altogether was equal to 3,O0O,O0O in one day ; whilst the 
excavations averaged 100,000 cubic yards per mile. The number of waggons 
employed was 2,200, which, if extended in a line, would reach nearly five miles; 
and the temi>orary wheeling planks, placed end to end, would extend to 35 miles. 



Engine in a Canal.— No. 70. 

On the London and North Western Railway there is an iron bridge to let Grovem- 
ment boats pass through at Weedon, for the service of the barracks and military 
prison. This bridge was open on the 2nd of March, 1848, and the proper signal 
given, but owing to the inattention of the guard no notice was taken of the signal, 
and the engine fell into the middle of the boat, which instantly sank. No lives 
were lost. 



A Railway Printincr-Office.— No. 71. 

The Liverpool Standard mentions that a capacious buildhig at Newton, on the 
north side of the Liverpool and Manchester, known until recently as *' The Legh 
Arms Hotel," is being converted into a general printing-office. A printing-office 
in a vUlage like Newton, however humble in pretension, a year ago would have 
been considered one of the greatest wonders of the age. The fact, however, is that the 
London and North Western have contracted with a practical person to undertake 
this extensive department ; and the house in question has been selected as the best 
adapted for tbe puTpoao.— Railway Chronicle, January, 1847. 
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VHiat qoaatity of Iietters can be sent by Teleirraph.— Xo. 72. 

The greatest nmnber of letters or signs which hare yet been conveyed by 
telegraph in the United States is stated to have been 25,000 in I hour 30 mipates, 
being at the rate of 277 and a ft-action per minute, while in England Mr. Bain has 
accomplished 1,000 per jtdnvLt&.—Ratiieay Chronicle^ 22nd AprU, 1848. 



Onyht Canals to be made into Railroads.— No. 73. 

In the eyidence taken before the Select Committee on Railways 

and Canals Amalgamation, on the 23rd April, 1846, Sir F. B. 

Head, Bart, Chairman of the Grand Junction Canal, made the 

following remarks : — 

**The two tabular statements* I have submitted to the Committee clearly 
demonstrate the immense advantages the public have already derived from the 
competition which has naturally arisen between Canals and Railways ; and it is 
evident that tliis competition and these advantages to the public must continue, 
and will probably increase, until the charges for the conveyance of merchandise, 
coal, &c. by Bailway, shall have made it no longer remunerative for Canals to 
carry by water. But I submit, that whenever this moment shall have amved, it 
will become the interest of the community to allow the whole network of inland 
navigation which now covers the country to be converted, at its own expense, into 
a general system of cheap rival Railroads. In many cases Canals would have little 
to do but to let ofT their water, and then, with the sanction of Parliament, to lay 
down their own rails ui>on their own territory ; and even as regards the Grand 
Junction Canal, whose numerous flights of locks are unusually severe (in one part 
of it there being 57 locks in 48 miles), it has been officially reported to me, * That 
Mr. Cubit has declared as his decided opinion that the conversion of the Grand 
Junction Canal into a Railway was not only practicable, but that the gradients 
were peculiarly eligible, and superior to the generality of Railways.' It is impos- 
sible to estimate the advantages the public would derive from the wholesome 
competition which would exist between two rival systems of cheap and expensive 
Railways. One result, however, is certain ; namely, that every latent power of 
the Railway would be developed, and be exerted to its utmost, to the triumph of 
science, and for the benefit of the public. But, trova. the mere showing of the case, 
it is evident that it is the interest of existing Railroad Committees, several of whom 
are guided by long-headed and &r-8ighted men, not only to put an end to the 
existing competition between Railways and Canals, but effectually to prevent the 
future competition I have described ; and most certainly they will succeed in 
attaining both objects, if they can get fh)m Parliament power to possess them- 
selves, directly or indirectly, even of the tolls of short portions of the existing 
lines of water navigation. For these reasons, I respectftilly submit to the Com- 
mittee, that although a few Canal Companies, caring for no interests but tlieir 
own, will no doubt willingly agree to sell themselves at high prices to the 
Railroads, it is for the general interest of Canal navigation, and, above all, for 
tile paramount interest of the public, that the iron- ways should not, by amalga- 
mation or otherwise, be allowed unfairly to break up the water-ways of the 
country, and thus, by rendering it impracticable to convert our Canals into rival 
arterial lines of Railroad, to establish a powerful monopoly, which the public 
may be unable to control." 

* These itatements may be seen at pase« ^^ «.\)>^^ \\ o\ \\si« tsoityi.. 
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Manehester and Buxton RaUwa7.--No. 74. 

The "Railway Chronicle" of July 8th, 1848, thus describes 

the above : — 

" The Manchester, Boxton, Matlock and Midlands deviation of this session is s 
curioaity in its way — one of those whims of eccentric genius that sometimes startle 
and puzzle us. It is the one line— the Bei^amin of Mr. George Steplienson,— and 
now makes its third appearance in a new shape, which makes one wonder why it 
should retain its present title. In 1846 an Act was obtained for a line under this 
name, which, commencing at Stockport, passed through Whaleybridge, Burton and 
Asliford to Matlock, thus intersecting in its main route the most dellghtftil scenery 
and most famous watering-places of Derbyshire, and laying them open to Lanca- 
shire and Cheshire at one extremitgr, and to all the districts radiating from Derby 
at the other. In 1847 another deyiation ^as applied for ImA chained, by which 
better gradients were secured, at the expense of a slight drctitt more to the South. 
This year another deviation has been applied for, and snocessfnlly in the Commons, 
in an ezactiy opposite direction — towards the North. Buxton, the principal town 
in the route, is put on a branch of a mile, with a gradient of 1 in 20, proposed to be 
worked by stationary power ; while the main line, after piercing a tunnel two 
miles in length, proceeds through the Duke of Devonshire's grounds, within sight 
and hearing of his mansion of Chatsworth, as if towards Sheffield, but suddenly 
halts, and drops down towards Matiock. It cannot be denied that a line which 
runs through the lawn before a nobleman's house, dashes through an unnecessary 
tunnel of two miles, at an unnecessary expense of j^50,000, and places the prin- 
cipal town from which it derives its name upon a branch with a gradient of 1 in 20, 
is a railway curiodty." 

Shipwrecked Persons sent free by RaUway.— No. 76. 

The "Railway Chronicle,*' 2nd January, 1847, says:— 
"All the chief railway and steam-packet companies have followed the good 
example of the £astem Counties, which we have already recorded, and have agreed 
to convey to their homes any shipwrecked fishermen or mariners having the Ship- 
wrecked Marhiers* Society's pass ;— namely, the Nurth- Western, Grand Junction, 
Great- Western, South.Westem, South-Eastern, Bristol and Birmingham, Midland, 
York and North-Midland, Hull and Selby, Norfolk, and South Devon.— Shipphig 
Companies : Bristol Steam Navigation Co., Hayle and Bristol; Dundee, Perth and 
London Shipping Co., City of Glasgow, Glasgow and Liverpool, Royal Cork General 
Shipping Co., and Gravesend Co.'» 

Canals a Ik>ss to Railways.— No. 76. 

During the mania of 1846, cases of Canal amalgamation with 
Bailways were before Parliament ; and, although some might have 
been desirable, there is no doubt but others were calculated to entail 
a loss on the Companies, and the following remarks made by Mr. 
Holland, at a meeting of the Manchester, Sheffield, and Lincoln- 
shire Railway, 9th August, 1848, will shew an instance : — 

" Mr. Holland stated that the half year's loss on the Peak Forest Canal was 
^6*788; on the Ashton Canal, j6^ 1,181 ; on the Macclesfield Canal, j^I,714; makhig 
a total of j£'3,633 for the half year." 
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Cost of IKTorkliiir Trains.— No. 77. 

The following particulars, from official documents, will show the 
expense of working a railway train on yarious railways in 1845, 
giying the average cost for each train per mile: — 

ABBBOATH AND FORFAE RAUL WAY. 

d. 

LocomotiTe power, viz.— Coke 4.785 

Repairs of Engines and Tenders l.SbO 

Wages to Engine-driyers and Stokers 1.257 

Oil, grease, &c 0.417 d. 

7.789 

passenger-canlage expttQditnre, &c :.... 0.549 

Poods-WBggcm oqtenditnre, &c 1.472 

Wages and CloOdng to Qnards 0.422 

Total eaqp^ise per train per mile 10.232 

BIRMINGHAM AND GLOUCESTER RAILWAY. 
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Birmingham and 
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cester. 


ER MILE. 
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Trains. Train.s. 


Passenger 
Trains. 


Goods 
Trains. 


Passenger 
Trains. 


Goods 
Trains. 


Cost of Coke 

General Charges .. 
Repairs of Engines . 
Repairs of Carriages 


d. 
3.96 
2.65 
3.94 
2.20 


d. 
5.11 
3.26 
5.16 
2.20 


d. 
3.56 
3.01 
4.83 
1. 


d. 
6.60 
3.96 
4.83 
1. 


d. 
3.76 
2.83 
4.38 
1.60 


d. 
5.85 
3.61 
4.99 
1.60 


Total 


12.75 


15.73 


12.40 


16.39 


12.57 


16.05 



BODMIN AND WADEBRIDGE RAILWAY. 
The aven^ expense of working each train is about Is. 6d. per mile. 

CHESTER AND BIRKENHEAD RAILWAY. 

The arerage expense of working each train, excluding all station and other 
general charges, is Is. 5d. per mile, and the only charge made for depreciation of 
the stock is the actual cost of repairs. 

The cost of coke per mile is 4d., and is included in the aboye amount. 

The cost of repairing enghies and carriages is lOJd. per mile, and is also included 

ahoire 

DUNDEE AND ARBROATH RAILWAY. 

8. d. 

Cost of Coke per train per mile 3 3-10 

Cost of wear and tear ditto 2 410 

Cost of other working expenses, including management and 
all other charges 1 11-10 

Average total cost per train per mile 1 6 8-10 

DUBLIN AND DROGHEDA RAILWAY, 

Average cost per mile of working a train 7^d. 

Average price of coke per mile for working a train 3|d. 

Wear and tear of engines per mile ;. I|d, 

Wear and tear 0^ carriages ««. \^> 

p 



• p 



Total per tnln per ml 



GLASGOW, FAISLET, EILHARNC 



iD, iwilcbmen, police, porten, kt 

BnLL AND SELBY RAILWAY. 



























































Kwdi 






3(»d> 




3i«idi 








etrt. 




gm. 




gen. 




go™. 




gen. 




















































































































Jj^ 


^1" 


II" ' '-'^ 


J-^^ 




^-1" 


"■'"' 


'-"> 





MaintenuccofmyoDliTorkl S. 

Working engluea 3.' 

Kepalrlog englnca 3J 

Coach ^ vag^ron npaln k albeniClODB t-' 
Coublng (tminc chargei) i. 









. I.» 



Dolionnm Inlotert — 

Tom 



61 
LONDON AKD SODTH-WESTEBN RAILWAT. 

IM JBlr to Slit Dtcanbei, \Hi i— 

Fumwer tnini, ATcnge , 3.t3d. per tjain 

Ooodt Tnfaia, *Tenc« a,3M. per tnlzi 

llMuMllnTliistluiluU-TeiraKUngaiMDecsiolier, 184S,of loco 



MANCHESTEB AND BIRHINGHAH KAILWAT. 

CettHafke , 

Wurandtuiiir engine 



YiMga, and (or all otbei tt--} 
feaia coniMcted wUhna-f 
ger m giMlg Uwtte, taclod-f 



MARTPORT ASD CARLISLE RAILWAY. 
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NEWCASTLE-UPON-TYNE AND CARLISLE RAILWAY. 
The STengs eipeOBB of working a train per mile i«— Coke, W.i irew ami tusr, 
4d.; gtneial aipeiuei. fid.— Total, li. Id. 

NEWCASTLE-UPON-TYNE AND NORTH SHIELDS RAILWAY. 
Tlie aienge expense per train per mile la 9|d.— Of irbich tlie coke c«t> l)d.; 
weaiuA teai ol carriage*, l)d.; locomotiiB pover, E}d, 
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PONTOP AND SOUTH SHIELDS RAILWAY. 
The arerage exi)eiise of working each train, consisting ol 50 coal waggons, by 
the locomotiye engine, is— Working, 0.86d.; repairs, 1.90d.; coke, 1.15d.; wear and 
tear of waggons, 1.92d.— Total, 5.13d. 

SOUTH EASTERN RAILWAY. 
The arerage expense of working each train (half-year ending 31st January) was 
about 3s. l|d. i)er mile. 

ULSTER RAILWAY. 
Average expense of working each train per mile :— Locomotiye power in 1845, 
8.8d. per mile ; coke, in 1845, 4.64d. per mile. 

WILSONTOWN, MORNINGSIDE, AND COLTNESS RAILWAY. 
Arerage expense per mile of working each train, 8|d.— Fael, 4d. per mile i wear 
and tear, 22d. i)er mile ; men's wages, 2d. per mile. 

YORK AND NORTH MIDLAND RAILWAY. 
The ayerage expense per mile of working each passenger train is as follows ;^» 
Coke, 24d. per mile ; wear and tear of carriages, 3d.; wages, &c., 7d. 
• Merchandise trahis :— Coke, 3id.; wear and tear of carriages, wages, &o. 



Cost of Construction of Belgian Railways.«-No. 78. 

The following are the Details of the Cost of Construction, 

The divisions that cost the least are— 

til. froMi. £ 

From Ghent to Courtray 43 7 cost 102,805 perkil. = 6,620 per mile. 

„ Ghent to Bruges 44 6 „ 119,176 „ „ 7,675 „ 

„ LandentoSt. Trond.... 10 2 „ 139,591 „ „ 8,990 „ 

The divisions that cost the most are— 

From Louvain to Tirlemont ..18 1 „ 309,941 „ „ 19,957 „ 
„ Liege to Prussian Frontier 39 6 „ 633,562 „ „ 40,797 „ 
„ Ans to Liege 5 9 „ 969,758 „ „ 62,323 „ 

The average cost of the whole series of 559 kilometres, or 347 miles, was 265,883 
frames per kilometre, or £17,132 per mile, which is thus divided : — 

franet. £ 

Land and compensation 45,332 per kil. = 2,919 per mile, 

Earthwork, bridges, tunnels, &c. 111,227 „ ,,7,163 „ 

Peimanent way 48,857 ,, „ 3,146 „ 

Stations and buildings 17,905 ,. „ 1,153 ,, 

Working stock 84,159 „ „ 2,201 „ 

Miscellaneous e:q)enses 8,403 „ „ 550 „ 

265,883 17,132 

The actual has exceeded the esthnated cost by 128 per cent. The land required 
(estimated to cost 17 millions of francs) cost actually 54 millions. The buildings, 
estimated at Uiree millions, cost nine millions. The earthwork cost also three times 
its estimated cost The permanent way, estimated with 35 Jb, rails to cost 24 milUoos, 
i^ofl^ actually 34 millions, with rails of 50 lbs. per yard. 
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SaUway Passenirers in Belffiom.— No. 79. 

The separation into different classes is as follows, with the per 
centage on each jear*8 passenger traffic : — 





Total 
Pasaengers. 


First Clan. 


Second ClasB. 


Third Class. 


1839 
1840 
1841 
1842 
1843 
1844 
1845 


1,900,940 
2,194,413 
2,635,874 
2,716,775 
3,071,093 
3,360,862 
3,443,066 


233,266 or 1 2i per ct. 
243,143 „ 11 „ 
210,085 „ 8 „ 
255.225 .. 91 „ 
310,306 „ 10 ,, 
362,234 .. lOf „ 
397,608 „ 11} ,. 


618,296 or 32| per ct. 
656,336 „ 30 „ 
719,065 „ 27i „ 
681,972 „ 25 „ 
854,398 „ 28 „ 
928,606 „ 27} „ 
970,662 ,, 28 ., 


1,049,378 or 55i per ct. 
1,294,934 „ 59 „ 
1,706,724 „ 64| „ 
1,779,678 „ 65* „ 
1,906,389 „ 62 „ 
2,070,022 „ 61 7-12 
2,074,7% „ 60* „ 



The mean term of division of the three classes may he taken generally as, of 100 
passengers, 10 are first class, 27 second class, and 63 third class ; and of the amoxmt 
of total reedpto fbr passengers, 26 per cent is for first class &res, 36 per cent, is for 
second class fores, and 38 per cent is for third class fores. 

The average distance trarelled by each passenger being— 

Kilom. Miles. 

FhntClass 56.5^35* 

SecondClass 41.2 = 25| 

ThirdClass 29 = 18 

The general aTerage of the JonmejB of 1,000 passengers on all the lines is as 

IbUovs : — 

500 traTel a less distance than 30 kilometres, or 19 miles. 
300 . . . ditto ... 50 kilometres, or 31 miles. 
144 .. . ditto . . . 100 kilometres, or 62 miles. 
51 . . . ditto ... 150 kilometres, or 93 miles. 
5 . . . ditto . . . beyond the last distance; and that actually 
i6x miles of distance was the extent of the Journey of by for the greater number of 
passengers. 



Railway Aecommodation in different Conntries.— No. 80. 

As to the extent of railway accommodation in various countries, and applying a 
proportionate standard to each, it appears tliat England, in the year 1843, had by no 
means a disproportionate extent of railways measured by its population. Taking 
the population of Great Britain as Iiaving been then 27 millions, of Belgium at 
4,250,000, of France at 34* millions, and of the United States at 17,069,453, it is 
found that in 1843 there were— 

In Great Britain 2,236 miles of railway opened, or 83 miles per million inhabitants. 
Belgium.... 347 . . ditto . . 83 ditto. 

France .... 1,087 . . ditto . . 31 ditto. 

United States 6,326 . . ditto . . 530 ditto. 

Thus Great Britain and Belgium are relatively in the same position with regard to 
extent of railways. As to the number of passengers transported in the year 1842 in 
England, on 1,430 miles of the principal railways, there were 13,705,000 passengers 
earried, or 9,600 per mile ; while in Belgium in 1845, on 347 miles of railway, there 
wtire 3^470,678 passengers carried, or 10,002 per mile. 
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Quantity of IKTIike Produced in Madeira.— No. ss. 

The following is a statement of the quantities of Wine, and of the 
different kinds of Grain produced in the Island of Maderia, in each 
year ending 30th June, from 1843 to 1847 :— 



WINE AND GRAIN. 



Wine Pipes. 

Grain:— 

Wheat Qrs. 

Barley 

Bfaize „ 

Rye „ 

Beans and Peas , 



1843. 


1844. 


1845. 


1846. 


16,131 


15,208 


15,144 


18,681 


6,863 


8,468 


7,014 


7,991 


2,777 


3,684 


3,128 


3.181 


75 


38 


36 


30 


867 


831 


876 


134 


178 


181 


90 


161 



1847. 



14,259 

6,476 

2,932 

28 

537 

88 



Statement of the Quantities of Wine Exported from the Island of 
Madeira to various countries, in each of the years ending 30th 
June, 1843 to 1847. 



COUNTRTF.S. 


1843. 


1844. 


1845. 


1846.* 


1847.* 


Brazil 


Pipes. 

34 

66 

15 

1,943 

1,062 

496 

18 

• • 

15 

8 

784 

299 

46 

3 

253 

2,4)8 

6 

1*08 
74 


Pipes. 

25 

185 

4 

1,740 

922 

490 

36 

1 
1 

1.175 
14 

• • 

2 

414 
977 

• • 

72 

48 
80 


Pipes. 

32 

102 

1,638 

904 

378 

4 

- • 

4 

3 

546 

40 

34 

556 

1,380 

2 

1,302 
62 


Pipes. 

21 

54 

43 

1,769 

865 

489 

9 

• • 

22 

6 

706 

10 

5 

2 

234 

1,765 

3 

27 

1,714 

96 


Pipes. 
5 


I>enniark i ... i .... . 


38 


fTance .••••••*...••.....••••«*•. 




Great Britain 


1,49» 
840 


British Possessions : — 

West Indies 


£ast Indies •••. 


252 


Gibraltar 


2 


Newfoundland 




Coast of Africa 


a 


Australia 


1 


Hamburirh 


256 


Holland 


a> 


Italy 


2 


Montevideo 


g 


Portnsfftl, Azores. &c, . . , 


216 


Russia 


1,954 
6 


Spain, Canaries. &c » 


Sweden 




United States 


1,528 
68 


Ships' Use 






Total 


7,648 


6,186 


6,987 


7,840 


6,706 





* The yalue of the Wine Exported in 1846 is estimated at £196,000, and in 1847 
at £167,660. 
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Wine Produce of Cadis.— No. 83. 

The following is a statement of the Produce of the Wine Districts 
in the neighbourhood of Cadiz, the Wine in Store, and the Value 
thereof; with the Number of Persons Employed, and the Bate and 
Amount of Wages, in the jear 1841 : — 





Vintage of the year 1841. 


Wines of former vintage in 
store. 


WINE DISTRICTS. 


Qaantitiea. 


Valne. 


Quantities. 


Valne. 




Rate 
per Pipe. 


Total. 


Rate 
per Pipe. 


Total. 


Z^ds de la Frontera .. 
Puerto de Santa Maria 
Rota 


Pipes. 

35 to 40,000 

10,500 

500 

14,000 


£ 

4 
5 
2 
3 


£ 

157,600 

52,500 

1,000 

42,000 


Pipes. 
18,000 
75,000 
2,000 
60,000 


JE 8. 

13 10 

15 

5 10 

8 


£ 
243,000 
1,125,000 
11,000 


San Lncar de Barxameda 


480,000 




In the Vineyards. 


In the Cellars. 




Number of 

Persons 

Employed. 


Wages. 


(Camber of 

Persons 
Employed. 


Wages. 




Rate 
per Day. 


Total. 


Rate 
per Day. 


Total. 


Z&ds de la Frontera .. 
Paerto de Santa Maria 
Rota 


5,000 
640 

1*,250 


t. d. 

1 8 
1 8 

• • 

1 8 


£ 

120,000 
18,200 

36,000 


360 
80 

• • 

75 


8. d. 
2 6 
2 6 

• • 

2 1 


£ 

4.608 
2,160 


San Lncar de Barrameda 


2,700 



Fees on laondon and York Bill in 184>5.~Ko. 84. 

Betnm of the Amount of Fees charged and paid in the House of 
Commons in the last Session of Parliament, bj the Promoters of the 
London and York Bailwaj: — 

On Petition :— £ g. d. 

HouseFees 3 17 4 

Committee fiees 1,32119 8 

SerjeMit, housekeeper, and messenger's fees 110 £ s. d. 

1,327 7 

On Bin:— 

Housefees 200 15 4 

Committee fees 396 11 

Seijeant, housekeeper, and messenger's fees 231 10 

Ingrossing fees 174 11 9 

Private BUI Office fees 81 6 8 

Doorkeeper's fees 3 3 

Fw copies of petitions and papers 32 

1,119 17 9 

Tor a copy of the Ifinutes of Evidence taken in Group X, to which the 
London and York Railway Bill was referred (at per folio) 944 4 

£3,391 8 9 
D 2 
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TrftTellers and ConTeyance from Alexandria.— No. 86. 

The following is a statement of the means of Inland Water Convey- 
ance belonging to the two establishments for the transit of TraveUem 
from Alexandria en route to India ; and of the number of Travellers 
who passed through Alexandria to England and to India respectively, 
and were Passengers in the Oriental Steam Navigation Company's 
vessels, in each month of the year 1843 : — 



Transit Establishment. 



Egyptian Transit Company 



Oriental Steam Navigation 
Company 



Waters 
Narigated. 



I 



On the Canal 
On the Nile . . . . 
On the Canal 



On the Nile 






Means of Conveyance. 



1 Steam Tug of 10 Horse Power. 
1 Steam Boat of 10 Horse Power. 
3 Passage Boats for Travellers. 
1 Steam Boat of 24 Horse Power. 

1 Steam Tug of 24 Horse Power. 
3 Passage Boats for Travellers. 

2 Iron Barges for Luggage, &c. 

1 Steam Boat of 24 Horse Power. 

1 »» 36 „ 

2 Iron Barges for Luggage, &c. 



NUSIBER OF TRAVELLERS. 



Months. 



January 

February 

March 

April 

May 

June 

July 

August 

September 

October 

November 

December 

„ By Govenmient Steamers . . 

Total j 



To England. 


To India. 


45 


75 


108 


90 


57 


64 


94 


30 


139 


31 


21 


14 


22 


15 


2 


17 


111 


98 


38 


58 


17 


66 


77 


85 


11 


35 


742 


678 


\ . J 


1,4 


20 



NoTS.— 102 British subjects, of whom one-half or more were from India, quitted 
Alexandria by the French Government Steam Packets. 50 or 60 English persons 
arrived by the same conveyance, a few of whom were, no doubt, on their way to 
India. 

Freights by the Steamer from Suez to Calcutta were £30 per ton fbr fine goods, 
gad £15 per ton for coarse goods. 
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Statement of the number of British Sabjects who were Permanent 
and Temporaiy Residents at Alexandria, in the year 1843: — 



RESIDENTS. 



nmCANBMT. 

Natives of Great Britain . . . . 

„ Malta 

„ Ionian Islands. . . . 

,t Gibraltar 

Enjoying Protection 

TEMPOBART. 

Crews of Merchant Shipping 
Travellers to and from India 
„ By French Packets 

Total 



110 

550 

102 

46 

27 



2,031 

1,420 

102 



Total. 



835 



3,553 



4,388 



Unclaimed Shares, how Disposed of.— No. 87. 

Mr. Creed explained as follows, on the 26th Jane, 1846, to the 
Railway Acts Enactments Committee, with reference to the London 
and Birmingham Railway : — 

*' Have you any memorandum of any premiom which those shares bore in the 
market at the time those different issues took place ?— Yes. On the 30th of June, 
1887, 2,500 £25 shares were issued ; being a capital of je625,000 : I do not see the 
premium at that date ; but there were 155 shares not claimed, which were sold on 
the 6th of April, 1838, at a premium of £27 per share, the benefit of which the 
proprietors have received. 

** It is to be presumed that the other shares bore something near that premium ? 
— Something near, or rather below that. 

*' Was that in addition to the dividend?— No ; it was merged in the account of 
profits. On the 14th of June, 1839, 31,250 £32 shares were created, representing 
a capital of £1,000,000 sterling, the premium on which, at the date of the issue, 
was firom £10 to £12; 110 shares were not claimed, and they were sold at 
£22 premium in the year 1841, and equally accounted for in the profit and 
loss account. On the 12th of August, 1843, 55,000 £25 shares, representing 
a capital of £1,375,000, were created, to provide chiefly for the payment of 
the Northampton and Peterborough line, and the Warwick and Leamington. It 
seems tbat 240 shares were not claimed, and were sold to the proprietors at 
£20 premium, to make up any fraction they might be entitled to. That was 
the arrangement made with them, that each party might have the benefit of 
his shares, however small the portion might be. Though a proprietor had only 
£5 consolidated stock, he would have a share in whatever shares were created ; or, 
if he chose it, he had an entire share, paying the difference. On the 7th of August, 
1845, 68,750 £20 shares were created, representing a capital of £1,375,000, and 275 
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shares were not claimed, and were sold in the same manner as I have befoi'e 
mentioned, at £25 premium. This accounts for the wliole of the shares that have 
heen issued by the company. 

*'Are there any considerable number of shares that are not claimed still 
occasionally?— Very few indeed. 

** When you had any, it has been the practice to sell them, and to divide the 
money amongst the proprietors as a bonus ?— Yes. 

" Quite independent of the dividend ?— Yes. The first shares we sold were sold 
in the Auction Mart ; the next shares were sold by two brokers, Messrs. Foster and 
Braithwaite and Mr. Moore, upon the best teims they could obtain in the stock 
market." 



How are Railways sot in France.— No. 88. 

Mr. W. Reed thus explained, on the 12th May, 1846, to the 
Committee on Railway Acts Enactments : — 

** What is the usual mode adopted by a party desirous of getting a railway 
constructed in France ?— I can state how I am proceeding in a case myself at this 
particular thne, and how we shall proceed : some three or four of us, afterwards 
extended to eight, conceived the idea that a Une of railway, about 60 miles in 
length, would be a fair remunerating line. The Mhiister of Public Works was 
waited upon, and told that we had such an idea, and he was asked whether the 
government would look favourably upon such a project ; he said * Yes.' We then 
said, ' Will you be so good as to ^ve us such facilities as are in the power of goveni- 
ment to make the surveys ?' ' Yes,' was his reply ; and those facilities were accorded 
to us. We sent an engineer down, having first subscribed among ourselves, I think, 
£1,000 or something of that sort, to meet the expenses. He has made the survey ; 
we have had the traffic taken ; and we shall now look into it, and if we find that 
the thhig is likely to be a beneficial alTair, we shall urge the Minister to bring the 
project before the Chamber next year, and we shall in all probability get the 
concession. 

"What expense will you incur ?— Perhaps £1,000 wqj be spent. If, on the 
contrary, when we come to examine the thing more in detail, we should think 
the Une not likely to be beneficial, we shall say, ' There is £1,000 lost,' and there 
will be an end of it. 

*'How is that expenditure of £1,000 hicurred?— In makhig the surveys, and 
getting a statement of the traffic, and so on." 



Reduction of Fares on the London and Birmingham 

RailTiray.— No. 89. 

Mr Creed made the following remarks before the Conmiittee on 
Bailway Acts Enactments, on the 26th June, 1846 : — 

* * The Committee understand that the London and Birmingham Railway Company 
have at diiferent times made reductions in their fares and charges ; can you state 
the particulars of them?— In September, 1844, the flares through, between London 
and Bhmingham, were 32s. 6d. for the mail trahi, 30s. for the ordinary first chiss, 
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for tiie second class 25s. and 208., and for the third class 14s. In Octoher, 1844, 
tiiey were 308. and 278. for the first class, for the second class 18s., and for the 
third class 9s. 5d. In April, 1845, they were for the first class 30s., 27s., and 23s. ; 
for the second class 18s. snd 16s.; and for the third class 9s. 5d. In May, 1845, 
we reduced to 27s. for the express, and 23s. and 20s. for the first class, the second 
class to 17s. and 14s., and the third class the same. In January this year the first 
class were reduced to 25s. for the express train, and 20s. for the ordinary first class, 
14s. the second class, and the third class a penny a mile, 9s. 5d. In addition to the 
above reductions, on the 1st of January, 1845, day tickets were issued at one-tliird 
less than the regular fiu*es ; so that, while in 1844 a passen^^r fi*om London to 
Birmingham and back paid 65s. or 60s. for the first class, and 508. or 40s. for the 
second class, he now pays only 26s. 6d. for the first class, and 18s. 6d. for the second 
class. 

" What is the extent of the difference between the prices charged originally and 
the present prices ?— It is exactly one-third reduction. 

** Hare those reductions been attended, in any instance, with a loss of revenue ?— 
The reductions on the first class, in the half-year ending 30th of June, 1844, 
were 17i per cent., and it caused an increase in the number of passengers of 19^ 
per cent. In the second class it was 26 3-5 per cent, reduction in the &res, and 
there was an increase in the number of passengers of 61 1-5 per cent. In the 
third class the reduction in the fares was 33i per cent., and the increase in the 
number of passengers 259 per cent. That is the effect of the reductions in the 
half-years ending the 30th June, 1844, and the 30th June, 1645." 



Supervision of Rail-ways.— No. 90. 

Mr. C. A. Saunders remarked to the Committee on Bailway Acts 
Enactments, on the 7th July, 1846, as follows : — 

*' My own opinion is, that it would be extremely injurious to the public. I have 
always thought so, and think so still. It would be a Board, in point of fact, for 
cloaking railway companies from the action of public opinion upon them, which 
does, as we all know, all the good that can be desired from them ; whereas, if you 
have the intervention of some public Board, who are merely to know, or to be 
supposed to know, for they could not possibly know all that was passing (it would 
be impossible for the railway companies to be coming to the government Board in 
every particular case that may arise on every question of regulation, or assistance, 
or accommodation, or convenience, that could be given to the public), you will 
cloak the railway companies from the effect of public opinion, instead of doing the 
public any good. 

*' If that Board should think it their duty to publish, from time to time, reports 
stating the proceedings of every railway, and the comparative advantages and 
disadvantages afforded in different parts of the country, would not you consider 
that that would be*giving publicity to, instead of cloaking the proceedings of the 
railway companies.— I cannot think so. I have seen its operation already of a 
government Board supervising ; and my own opinion is that it is decidedly injurious 
to the public. As regards the companies, I think it may be some protection to 
them." 
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Farmers Benefited by Railways.— No. 91. 

Mr. James Smith, ofDeanston, thus answered the following questions 
to the Committee on Railway Acts Enactments on the 10th July, 
1846 :— 

*' Have you had occasion to consider the fodlities afforded bj railway conveyance 
to agricoltural improvements ?— Yes, I liave. 

"Will yon state generally what you consider has been the result?—! have 
observed, upon those lines that liave been in existence for some years, over which 
I have liad occasion to travel, that a very great agricultural improvement of the 
lands in the neighbourhood has been the result, arising mainly from the cheapness 
and fiEKsility of transport ; and I have drawn out some tables to illustrate tliat. I 
have one table taking a iGurm of 200 acres, and a six-course shift ; the committee 
are aware that there are difTerenfe shifts of rotation, and that some lands suit best to 
be cultivated upon one, and some upon the other. T have taken this &rm upon the 
sdx-course shift, which is most suitable for the bulk of the medium land of England 
and Scotland ; I have supposed that &rm to be in most ftdl cultivation, thoroughly 
improved, and to be both arable and pasture. I have taken the quantities of green 
and dairy produce, and cattle, and everything which I can conceive will be exported 
from that farm; and it amounts to 148 tons. I have then taken the imports, 
consisting of store cattle to be fed, lime and other matters, such as guano, and the 
different diemical manures which are now being introduced ; and also seed, because 
the shifting of seed in a good farm Is always attended to ; and I have siqpposed that 
this weight shall be transported upon an average 15 miles, which I think is a very 
low estimate. The quantity imported will be 197 tons; making altogether, of 
imports and exi>orts, 346 tons 14 cwt. 

** That is all for 15 miles?— Yes. Then I have taken the expense of transport by 
railway at Id. per ton per mile ; on some railways it is considerably higher, and on 
some lower, but in the present advanced state of railways we may liEiirly assume 
that to be the general rate. 

**For the produce transported, and the manure brought to the land?— Yes; 
taking it upon the average tliat I have taken, and also taking the number 
of persons that will travel to market and in various ways at Id. per mUe, the whole 
amount of charge of carriage for imports and exports is £40 8s. 9d. By the old 
mode of conveyance the expense would have been, assuming 6d. per ton per mile 
for the goods, which I find to be as low as you can carry it by the old mode, 
£142 16s. 3d. 

*' That is for the same distance ?— Yes. 

*' On what principle do you assume 6d. to have been the charge by the ordinary 
roads ?— I speak from my own experience of thirty years. I have had a great deal 
to do with carting, both for agricultural produce and manufacturing produce, and I 
have found that I could never get it done under 6d. a ton in England : it costs rather 
more tlian that. 

" In giving an account of the produce of a form, you deduct for home consump- 
tion?— Yes, I do. 

" Therefore upon a form such as you have stated, there would be a saving of 
£102 7s.6d.?— Yes. Then taking that at 20 years purcliase, it will give £2,047 10s. ; 
if you take it at thirty years purchase, it will amount to £3,071 6s. 
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'* Have you given the snppoted rental of that form ?— No, I have not ; the rental 
would be about £400. 

** This expense, then, would be in addition to the rent ?— Tes. 

'* And the same form which witliout a railway would be only worth £400, would 
be worth £500 after a railway was established ?— Yes ; 10s. an acre more. 



[The Wittiest (klivered in the Tabk, which is as/oOows:} 

STATEMBHT OF THI FBOBABLK EXPORTS AND IMPORTS FROM A FARM OF 300 ACRES, 

ON A SIX-COURSE SHIFT. 



EXPORTS. 

Tons. cwt.tb8.Toii8.cwt.Sys. 

33i Acres oats, 48 bushels per acre 30 

Deduct half for seed, horses, &c 15 

15 

28 Acres turnips, 25 tons per acre, will, with one feed of oil cake per 

day,feed60headof cattle, say three head per ton 20 

5i Acres potatoes, 10 tons per acre 53 6 74 

Deduct one-third for fomily use, &c 17 15 62 



33} Acres wheat-, 32 bushels per acre 28 11 48 

Deduct one-fourth for seed, fEunily use, &c 7 2 96 



85 11 12 

21 8 64 

22 17 16 

80 7 66 

88i Acres grass, besides rearing young stock, say of dairy produce.... 2 

Pigs 1 15 



33| Acres beans, 86 bushels per acre 34 5 80 

Deduct one-third for seed, horses, &c 11 8 64 



33i Acres barley, 42 bushels per acre 33 15 

Deduct one^tenth for seed 3 7 56 



148^19 36 



IMPORTS. 

SEED, CATTLE, MANURE, LIME, &C. 

12 Acres oats, at 6 busb^ seed per acre 1 8 12 

28 Acres turnips, at 61b6. seed per acre ) &6 

1 Acre potatoes, at 18 bushel seed per acre 9 

12 Acres wheat, at 24 bushels seed per acre 18 

12 Acres barley, at 4 bushels 1 3 14 

8 Acres beans, at 4 bushels 18 32 

83} Acres sown with grass seed . 8 104 

48 Lean Cattle, say 5 head per ton 9 12 

10 Acres green crop, at 3 cwt. guano per acre 1 10 

33} Acres green crop, at 4 tons lime per acre 133 6 74 

OQcake 8 

Coals 30 

Family articles, &c 10 



197 15 €8 
Tons. cwt. lbs. 

Imports 197 15 68 

Exports 148 19 36 



346 14 104 
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COMPARATiyE ESTIMATE %F EXPENSES BT BAILWAT AND BT COMMON BO AD. 

Expense of trsnsmittinff the probable Exports and Imports for a year, from a Farm 

of 200 acres, 15 miles bj Railway :— 

347 tons, at Id. per ton per mile £2113 9 

Say one person travelling by rail per day for 300 days, at 

Id. per mile, 15 miles per day 18 15 £ *. d. 

40 8 9 

Expense of transmitting the above by comrr on road, with 

the exception of 29t tons of cattle, 317^ tons, at 6d. per 

tonpermile £119 1 3 

l-'xpenses of cattle travelling by common road 315 

Say one person travelling per day for 200 days, at 2s. per 

day 20 

142 16 3 

Difference in favoar of Railway £ 102 7 6 

Twenty years purchase of the above difference £ 2,047 1 

Thirty years purchase of the above difference £ 3,071 5 

One Square Mile:— 

Expense of transmitting the probable Exports and Imports from one square mile, or 
640 acres, deducthig 40 acres for Fences, &c. : 

Byrailway £121 6 3 

Bycommonroad 428 8 9 

Difference in fovour of railway £ 307 2 6 

Thirty years piirchase of the above difference £9,213 15 



TABLE, 

COMPABATIVE OF THE XXPEN8E OF TBANSMITTINO THE PBOBABLE AGBICULTURAL 
EXPOBTS AND IMPOSTS, &C., PBOM A GIVEN NUBIBEB OF MILES ON EACH SIDE OF 
A BAILWAT, BT BAILWAT AND BT COMMON BOAD. 



Miles 
















on each 




Expense by 


Expense by 


Difference 


Twenty years 


Thirty years 


side of 


Tons. 


Railway. 


Ck)mmon Road. 


in favour of 


purchase 


purchase 


Line. 










Railway. 


of diflSerence. 


of difference. 






£ s. d. 


£ s. 


d. 


£ «. d. 


£ 


£ s. 


1 


2.082 


242 12 6 


856 17 


6 


614 5 


12,285 


18,427 10 


2 


4,164 


485 5 


1,713 15 





1,228 10 


24,570 


36,855 


3 


6,246 


727 17 


2,570 12 


6 


1,842 15 


36,855 


55,282 10 


4 


8,328 


970 9 6 


3,427 10 





2,457 


49,140 


73,710 


5 


10.410 


1,213 2 


4,284 7 


6 


3,071 5 


61,425 


92,137 10 


6 


12,492 


1,455 14 6 


5,141 5 





3,685 10 


73,710 


110,565 


7 


14,574 


1,698 7 


5,998 2 


6 


4,299 15 


85,995 


128,992 10 


8 


16,656 


1,940 19 6 


6,855 





4,914 


98,280 


147,420 


9 


18,738 


2,183 12 


7.711 17 


6 


5,528 5 


110,565 


165,847 10 


10 


20,820 


2,426 4 6 


8,568 15 





6,142 10 


122,850 


184,275 



♦' Does not the value increase according to the proximity of the station ? — Ves." 



a In 1S47.-KD. 91. 

The following ia a statement of tlie Total Value of the UToral 
products of Labonranil Capital in the United Stal«a in the year 1647. 



PltO DUCTS. 


VALUE. 


rrodutHDtAmlctilwre 


*S,WO,000 

m.omImb 

17.009,361 
B3.1M.HS 

soioooiwo 

SB,r,O0/K» 

soioo'iiooo 




























loumial Triospiirt (MO.MS,USI>olI«n), st li per cimt 


1.899.1S5 










„ B.nks (S08.JIB.000 Dollm), tni at 11 oOer 

















OottAO Prodnced uid ConBumed In America.- No. 93. 

The following is a statement of tlie Amount of the Cotton Crop in 
the Sonth-Western and other States, in each year, ending 3lsi 
August, from 1839 to 1848:— 



Statement of the Qnantilies of Cotton Consnmed by and in tho 
hands of the Manufacturers, in (he United States, in each year, 
ending 31st August, from 1839 to 1848:— 

YeHn. QuntlClea, Tern. | Quwilltiei. 



Bileg. 
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Railmray Fares in America.— No. 96. 

The following is a statement of the amount of Through Fares, and 
the Hate thereof per Mile, charged upon each of the principal Rail- 
roads in the United States in the year 1848 : — 



Name, Commencement, and Termination of 
Railroad. 



>» 



»» • • • • 

to Lowell 

to Worcester.... 
to Providence .. 
to Baldwinsville 
to Fall River.... 
to Plymouth.... 



Eastern Railroad— Boston to Portland 
Boston and Maine 
Boston and Lowell 
Boston and Worcester „ 
Boston and Providence „ 
Fitchbnrgli », 

Fall River „ 

Old Colony „ 

Western— Worcester to Albany 

Nashua and Lowell— Lowell to Nashua 

Concord— Nashua to Concord 

Norwich and Worcester 

New Haven and Springfield 

Bridgeport 

New Haven and Harlem 

New York and Erie 

Long Island 

Camden and Amboy— New York to Philadelphia.. 

New York and New Brunswick 

New York and Philadelphia > 

Reading— Philadelphia and Pottsville 

Philadelphia and Baltimore 

Westchester and Columbia . . 

Philadelphia, Lancaster, and Harrisbnrgh 

„ Germantown and Norristown 

Harrisburgh and Chambersburgh 

Baltimore and Ohio — Baltimore to Cumberland .. 

Baltimore and Washington 

Baltimore and Susquehanna 

Washington and Richmond (including porterage) 

Louisa— Gordonsville 

Richmond to Petersburgh 

Winchester and Potomac 

Petersburgh and Roanope — Weldon 

Weldon to Wilmington 

Gaston and Raleigh 

South Carolina— Charleston to Augusta 

Columbia— Branch ville to Columbia 

Georgia— Augusta to Atlanta 

Athens Branch 

Western and Atlantic — Dalton 

Central — Savannah to Macon 

Macon and Western— Atlanta 

Montgomery and West Point 

Vicksburgh and Jackson 

Albany and Schenectady 

Greenbush and Troy 

Troy and Schenectady ,. 

Utica and Schenectady 
Utica and Syracuse . . . 
Syracuse and Auburn . 
Auburn and Rochester 



Length 

of 
Line. 



Fares. 



Charged 
Through. 



Rate per 
Mile. 



Miles. 


Drs.Cts. 


Cents. 


105 


3.00 


2.85 


110 


3.00 


2.72 


26 


0.65 


2.5 


44 


1.25 


2.8 


42 


1.25 


2.97 


71 


1.75 


2.46 


53 


1.35 


2.54 


374 


1.00 


2.66 


156 


3.75 


2.27 


15 


0.40 


2.66 


34 


0.80 


2.35 


60 


1.50 


2.5 


62 


1.87 


3.00 


98 


2.00 


2.04 


53 


1.00 


1.88 


87 


1.50 


1.72 


95 


2.00 


2.1 


90 


3.00 


3.33 


33 


0.75 


2.27 


88 


4.00 


4.64 


92 


3.00 


3.26 


97 


3.00 


3.01 


32 


0.75 


2.34 


107 


4.00 


3.73 


17 


0.40 


238 


56 


2.12 


3.78 


179 


7.00 


3.91 


40 


1.60 


4.00 


71 


2.13 


3.00 


133 


5.50 


4.13 


50 


3.25 


6.5 


22i 


1.00 


4.34 


32 


2.00 


6.25 


63 


3.00 


4.76 


16U 


4.00 


2.48 


87 


4.00 


4.6 


136 


6.76 


4.96 


68 


3.38 


4.97 


171 


7.00 


4.09 


39 


1.95 


5.00 


100 


5.00 


5.00 


191 


7.00 


3.65 


101 


4.00 


3.% 


60 


3.00 


6.00 


47 


3.00 


6.38 


17 


0.50 


2.94 


6 


0.20 


3.33 


20^ 


0.50 


2.43 


78 


8.00 


3.84 


53 


2.00 


3.77 


26 


1.00 


3.84 


77 


3.00 


3.89 
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RAiLVAT FARES IN AMBRicA— Continued, 



Name, Commencement, and Termination of 
Bailroad. 



Rochester and Attica 

Attica and Baffalo 

Baffalo and Niagara Falls 

Lockport 

Michij^ui Central— Detroit to Kalamazoo 

Detroit and Fontiac 

Erie and Kalamazoo — Toledo to Adrian.. 
Southern liOchigan-^Monroe to Hillsdale 
Mad River — Sandusky to Bellefontalne .. 
Little Miami— Cincinnati to Springfield . . 

Lexington and Ohio 

Mansneld and Sandusky 

Madison and Indianapolis 



Length 
Line. 



MUes. 
44 
31i 
22 
24 
146 
25 
33 
70 
102 
84 
28 
56 
86 



Fares. 



Charged 
Through. 



Drs.Cts. 
1.56 
0.94 
0.75 
0.75 
4.40 
1.00 
1.00 
2.00 
3.25 
2.00 
1.25 
1.50 
3.00 



Rate per 
Mile. 



Cents. 
3.54 
2.98 
3.4 
3.12 
3.00 
4.00 
3.00 
2 8.') 
3.18 
2.38 
4.46 
2.67 
3.48 



Extent of Railroads in Anierica.~No. 97. 

The following shows the Extent of Railroads opened for use, and 
the amount of Capital Invested therein, in the United States, in each 
year, from 1830 to 1847 : — 



Tears. 



1830 

1831 

1833 

1833 

1834 

1835 

1836 

1837 

1838 

1839 

1840 

1841 

1842 

1843 

1844* 

1845 

1846 

1847 

Total in 15 Years 



Extent. 



Miles. 
155 
17 
29 
151 
864 
287 
3164 
237 
671i 
340i 
2794 
1834 
2771 
509} 

410 
484 
205 



5,740 



Capital. 



Dollars. 
2,510,000 
1,462,966 
500,000 
4,094,000 
2,838,638 

11,750,000 
7,587,114 
6,682,578 

14.508,693 

12,736,000 
4,350,000 
5,100,000 
6,613,654 

11,090,300 

19Vo9'4,294 
9,186,000 
2,410,000 



rDr8.122,525,937 
I £ 25,526,236 



« 1844 is blank, because no Unas were ovens^lot ^aafc^a!L^&^a^.l<a^t. 






i 

I 
i 

.5 



.jSjSgiiiaas :i im^^ 



Mi 



liii 



lliRiiiFir 



aiiMPiiliT 



llil i liiililllFPi 



41 
1 
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Ancient Cnstoms may produce Railmray Passengers.— No. 99. 

The revival of the Coventry pageant — the procession of the Lady Godiva— on 
Monday week, must have been very prodnctive to the Railway, as there were 
upwards of 15,000 visitors in Coventry on that day. This hint might be improved 
upon by those Companies whose lines touch the localities or scenes of ancient 
revels ; — ^by promoting a healthy revival of those festivals and sports so interesting 
to the population generally, great good would result, besides that of helping to 
fill their treasuries. It is only this week we have had something of the kind in 
the neighbourhood of the metropolis, where rural sports have been revived at a 
suburban fur, and the wonted harmless gaiety of such scenes obtained a renewed 
existence.— Railway Ckronicle^ 9th /tf/y, 1848. 



Railways beneficial to Asricnltnral Districts.— No. 100. 

Mr. Smith, of Deanston,— ^whose authority on agricultural economy deservedly 
stands so hif^h,- has suggested that a Railway might confer important advantages 
on agricultural operations, in evidence before a Committee of the House of Com- 
mons, in 1846, of which the following is a condensed statement : — ** I have drawn 
out a Table to Illustrate the agricultural improvement which is the result of 
the cheapness and fiudlity of transport produced by Railways which have been in 
existence some years. One Table is based on a six-course shift, because, although 
some land suits best to be cultivated upon one shift and some upon another, the 
dx-course shift is the most suitable fbr the medium land of England and Scotland. 
I have supposed the &rm to be in the highest cultivation, thoroughly improved, 
and to be both arable and pasture. The quantities of green and dahy produce, 
cattle, and everything that can be exported firom the £Euin, are counted at 148 
tons ; the imports, consisting of store cattle to be fed, lime, guano, &c., at 197 
tons ; and supposed this weight to be transported on an average 15 mUes, which is 
a yery low estimate. Thus we have for imports and exports a gross quantity of 
346 tons 14 cwt. Taking the expenses of transport by Railway at Id. per ton per 
mile, and taking the number of i>er8ons who will travel to market and in various 
ways at Id. per mile, the whole amount of charge of carriage, for imports and 
exports, is jtf40 8s. 9d. By the old mode of conveyance the expense would hare 
been, assuming 6d. per ton per mQe for goods, which is as low as you can carry 
by the old mode, j^42 16s. 3d. I have had a good deal to do with carting, both 
(br agricultural and manufacturing produce, and I have found that I could never 
get it done under 6d. a ton. Therefore, upon such a &rm there would be an 
annual saving of jtfl02 78. 6d.} taking that at twenty years' purchase, would give 
4^,047 10s. The rental of such a &rm would be j^400 a-year without a Railway ; 
with a Railway it would be worth 10s. an acre more, or jtf500 a-year." As an 
example of the effects of Railways in raising the value of land, Mr. Smith referred 
to the Edinburgh and Glasgow, which " passes through a considerable district of 
very inferior, very ill-cultivated land. Since the introduction of the Railway, and 
the fiudlitles given for bringing tiles and lime, a great extent of that inferior land 
has been cultivated, and raised in annual value from 5s. to 30s. or 40s. an acre." 
With respect to stock, " the rate hitherto charged for the conveyance of stock is 
nearly the same per mile as the expense of diiving, especially in fet stock ; but 
tiiere is a loss in the case of fat bullocks, on a drive of from 60 to 70 miles^ of «.t. 
least 5 per cent on the value of the beast— eqiUkL to 13bA '«Yl<c^<& Qc^eoaKk ^1 ^cfc^ok^: 



\'* 
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Anonymous Statements sot up for Railway purposes. 

No. 101. 

The following is one of the many tricks acted by unscrapuloos 
persons to forward their cause before Railway Committees, and has 
reference to the Great Northern : — 

June 8<A, 1848. — Sir J. Graham said, in reference to this bill, a printed state- 
ment had yesterday, at tho door of the Hoase — nay, almost within the House 
itself— been circulated and placed in the hands of members, contidning against 
Mr. Milnes and the Rev. Mr Neville (the purchaser of an estate formerly belong- 
ing to the late Lord Spencer) grave allegations of corruption and misconduct It 
was imputed to Mr. Milnes and Mr. Neville, that, for the corrupt purpose of 
obtainuig further Compensation for their lands, they had got up an opposition to 
the bill in question, but which they did not afterwards proceed with, and, not 
content with taking a review of their conduct, the statement went on to allege that 
on a former occatilon the bill had been rejected by a majority of 178 to 34 ; and 
that this had been effected by the nnion of those two gentlemen with the London 
and York ; and that by these means a packed m^ority had been obtained. Now, 
this was a great abuse, and a breach of privilege. StUI, however, he did not wish 
to take any step in the matter further than to solemnly deny, on the part of Mr. 
Milnes, that he had been actuated by any such motives as those attributed to him. 
— ^Mr. M. Milnes begged to substantiate this statement. His father had taken no 
part whatever in the opposition, and he himself had absented himself firom the 
House on the division referred to. He felt that something ought to be done to put 
a stop to the circulation, apparently under the sanction of the House, of such 
anonymous Ubela. — Lord Galway disclaimed, on the part of the Rev. Mr. Neville, 
the conduct imputed to that gentleman by the document now before the House, 
and which was without any printer's name. — Sir J. Graham said it was an anony- 
mous publication, against which the gentlemen aggrieved could not take any 
proceedings out of the House ; and, what made it still more offensive was, that the 
charges were made in the name of a great company. 



Railway Proprietor's Opinion of En^neers in 1848.— No. 102. 

The very serious fall in value of Railway Shares in 1848 caused 
Proprietors to think, and many soon found out that they had wasted 
much capital in Engineering and Law. On this head Mr William 
Bawson made the following remarks, in a letter to Mr. Houldsworth, 
published in the "Manchester Times," 14th Oct., 1848, with refer- 
ence to stopping some of the works on the Lancashire and Yorkshire 
Railway : — 

••I do not believe the Une flrom Sowerby Bridge to Bradford will be made. I 
feel confident that the proprietors — if you would, sir, allow us to approach them 
with our reasons for wliat we recommend -will not be so wanting to themselves 
as to fail in almost universal appeal to the Board in favour of, at once, baying 
off the contractor, closing the engineer's offlce, and, as near as may be, cloaing 
the capita] account. For what purpose should the engineer's office— tliat oon- 
UjBcatlnfiF wacbine—be kept going ?** 
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Dividends not Paid out of Capital.— No. 103. 

Whatever may have been done to increase dividends on some 
Railways, Mr. Glyn told the proprietors of the London and North 
Western Railway, at the meeting held 18 th February, 1848, as 
follows : — 

'* It is ^nerally proppunded, that Railway Companies are in the habit of makiog 
up and declaring their dividends out of other than their real profits { and that, 
firom this cause, a serioos depreciation in the property of Railway Companies has 
naturally been produced. It might perhaps be unnecessary for me. In this room, 
to do more than call upon you to credit the denial which I absolutely give to 
any such allegations, as far as we ourselves are concerned ; but that would not 
satisfy me or my colleagues on the present occasion. We must stand before you 
entirely firee firom any imputation of this sort ; we must show you that your pro- 
perty is based upon bona fide transactions— that we account to you honestly 
and honourably for your earnings. What you do earn you shall have ; but you 
shall not hare, with the consent of your Directors, one &rthing which we think 
ought to be applied to the ftiture advantage of the property in question. You 
shall not take, if we can help it, and apply to any other purpose, what should be 
properly appropriated to keeping up your stock, with a view to the safety of the 
public, and, I may add, with a view also to the real increase in value of your 
property.*' 

Reduction of lVa«res.— No. 104. 

The "RaUway Chronicle," 8th July, 1848, writes,— 

'* We r^^et to copy the following instance of the severe commercial pressure, 
which has been practically teaching high and low the necessity of stringent 
economy. The wages of the officials belonging to the Eastern Counties, where 
fhey exceed £1 per week, says the Euex Standard^ have been reduced. The 
reduction varies firom Is. to 2s., ds.. 4s., and upwards, per week. This com- 
paratively small reduction will effect a saving of several thousand pounds per 
annum in the item of expenditure of that Company." 



''Bearing" in the Share MarlLet.^No. 105. 

Any person out of doors, or member of an Exchange, who observes a particular 
stock tending downwards in price, may, if he have sufficient nerve, throw on the 
market a large quantity of shares, not one qf which he poueseei. As a natural 
consequence, the stock SeiUs, when the Bear steps in, and re-purchases what he 
has sold, but at a lower price, thereby pocketing the difference. Now, it is quite 
dear that a time like the present is a very harvest for those who choose to follow 
this system. All that is required to play the game successfhlly is a lax conscience 
and bold heart. They can always flood the market to any extent, for they can as 
easily sell 1,000 as 100 shares, if it suit their purpose; real holders, seehig the 
depreciation, become alarmed, and play into the hands of Bears, by rushhig in to 
mU. Where money b to be gained so easily, the conscience is apt to sit lightiy in 
the bosom, and this may account for the coolness with which these practices are 
followed ; but, as lookers on, we have no hesitation in stigmatidsj^ tb&«^^iusa^ 
1 ttie, if at all better, than unprincipled g&m\Aing. 
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Qm,TLg% Contest.— No. 106. 

The "Railway Chronicle," of the 3rd June, 1848, says:— 

" It was on Thonday decided by the Committee of the Commons ' that the 
doable gauge should be laid from Fenny Compton to Wolverhampton ; the mode 
of laying to be such as the Railway Commissioners may approve,' and protective 
clauses being offered for the Buckinghamshire interests. By this decision the 
settlement of the Gauge question, to attain which a commission was appointed in 
1845 and legislation took place in 1846, is sent to the wind. The country hare to 
thank the Railway Department of Government for tliis. It is they who modified 
the Gauge Commissioners' recommendations by their minutes of tiie dth of June, 
1846, untn they became absurd. It is they who modified their own Report of 
June 6th, 1846, still fhrther in the resolutions which both Houses adopted on ttA 
17th and 18th of June, 1846. It is they who brought in the Gauge Act, at the end 
of 1846, and drew the second clause so as to cut the throat of the preamble. It is 
they, through Mr. Milner Gibson (then in his capacity of Vice President of the 
Board of Trade, the protecthig deity of the Railway Interests), who prevented the 
Gauge Act from being amended at the time, by assuring the House that it was ex- 
pressly flramed to prevent the Double Gauge firom extending itself to Birmingham ; 
and through Lord Clarendon, who said the Act was merely to carry oat the 
resolutions of the House — ^which, by-the-by, turns out to be neither more nor 
less than contrary to fact, if the Broad-gauge party are to be believed, who say 
that he promised a deputation of their body to insert words in the second clause 
which should leave the Blrmlngham-gaoge question open to committees, and so 
defieat the resolutions." 



Can Directors vet Money from Proprietors of Railvviiys? 

No. 107. 

At a meeting of the Lancashire and Yorkshire Railway Company, 
6th September, 1848, the Chairman, Mr. Hooldsworth, said, — 

** We, then, have in prospect lines that are not begun, but contemplated to be 
begun, and, in fact, it is desirable that they should be begun as soon as we can 
command the necessary ftmds.*' 

To these remarks Mr. William Rawson replied as follows, in a letter 
to Mr. Hooldsworth, published in the "Manchester Times," 16th 
September, 1848: — 

" Why, sir, you can always 'command the neeeuarp funds.* The Board, like 
Shylock, Is in i)08session of the bond. Armed with the Act of Parliament you can 
go on raising the money } fbr, if one set of proprietors be rtftned thereby, the stock 
certiflcates will still remain the same. Though all the original proprietors may 
be driven out of the Company, you will still have the power of raisfaig money fhnn 
those who have had the better fortune to obtain their shares almost for nothings 
who have. Indeed, in some instances, received a bonus with their shares. It is 
not your power to raise the money that I dispute, but I question the wisdom and 
the humanity of the men who woold use that power crt ttuh a Mme tat such a 
jmipose." 
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Reproductlveness of Railway Capital.— No. 108. 

H. Brown, Esq., M.P., states, in his "Irish Wants and Practical 
Remedies,*' published in Jane, 1848, — 

** Above sixty millimis of pas^-engers were carried in 1847, with very small loss 
of life or accident (Half year ending the Slst December, 1847, 31,734,607 pas- 
sengers, eight Ulled.) At least twenty millions of tons of goods and materials 
were moved by Railways, of which not less than ten millions of tons were coals. 
Of live stock, half a million of cattle most have been conveyed; two millions of 
sheep, and half a million of pises. An immense economy in the conveyuice of tills 
mass of human beings, and of live and dead produce, most have been effected ; 
and vast results must have accrued from a system of locomotion, which aUows of 
the speedy removal of men and goods to those places where they can be most usefully 
employed. We must, however, look at this extraordinary organization of modern 
times in another point of view. By a return made on the 1st of May, 1847, there 
were then permanently employed on the Railways 47,218 persons. The^ie must now 
be 50,000. There were employed at the same date in the construction of Railways 
256,509 persons, making the total employed on lines of RiUlway, and in constimc- 
tion, 303,727. Of these, the number of artificers, labourers and mineis was 
270,335, besides other descriptions of peisons employed in rough labour. This 
number of 303,727 is exclusive of colliers, men employed in iron- works, engine 
and coach £Gu;tories. brick-makers, and very many other trades connected with 
Railway employment. These men, too, are mostly heads of families, having 
others dependent upon them for subsistence. If the whole number of persons 
employed be taken at 400,000, and these be multiplied by five, it will give 
2,000,000 of persons, or a number equivalent to a quarter of the population of 
I-^land, obtaining Railway employment in England. Railways are tlierefore 
capable of giving profitable and productive employment on a large scale ; they 
have been proved to be so in England, Scotland, and partially in Ireland ; why, 
then, should they not be largely applied to Ireland?*' 



Dinners do not pay Snrreyors' Bills.— No. 109. 

June 13<A. 1848.— In the Court of Exchequer, in ** Re Julian v. Joll,*' the 
action was brought for work done for the plaintiff in 1845, in surveying the pro- 
jected lines of the Canterbury and Heme Bay and the Great Kent Atmospheric ; 
and subsequently for other miscellaneous work. The total amount was for 
£bA 8s., but a sum of £22 10s. was credited as paid on account to the plaintiff, and 
£\b was paid into Court, leaving a balance of jff 16 18s., now clahned. The 
plaintiff had been long on very friendly terms with, and a frequent visitor at the 
house of the defendant, and often break&sted, dined and supped there. A set-off 
was now made by the defendant of dS\Q 168., on account of these entertainments. 
Several witnesses, principally feUow-labourers with the plaintiff, in the defendant's 
service, proved the work done; that it was well done; that the plahitiffwas a 
person of ability in his profession ; and that the sum of a guinea a-day and 15s. 
fur expenses, paid during the Railway surveys, was *' ridiculously low,'* consider- 
ing the great demand for surveyors during the mania j the common remuneration 
being from five to ten guineas a-day, and sometimes more. The \\]x^ x%\?»:v)S^'^ 
verdict for the plaintiff for the amount cila^ed^ 



Vaa*ela belonglnK to tbe TTalted KlnKdom IiilBAO.— Bd. 110. 

Some idea of the Shippiag Interest ma^ be formed from the fol- 
lowing Beturn of the Number auJ Tonnage of Sailing Yeesels 
Registered at each of the Ports of Great Britain and Ireland, includ- 
ing the Iste of Man and Channel Islands, distinguishing those under 
and those above Filly Tons Regislflr, on the 3lst day of December, 
1846 ; alio, a similar lieCom of the Number of Steam Vessels and 
their Tonnage. 
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'kail'viray AmalsamatKMi tiot BTonopoly.— No. 112. 

Mr. Austin, on behalf of the London and North Western Railway, 

before a Committee of the House of Commons, in 1848, stated as 

follows, to obtain a lease of the Scottish Central : — 

'* Mr. Adie has admitted that what, for the purposes of this committee, we may 
term the North Western i^stem, is better and more efficiently worked onder its 
united mana^ment than it was while the seyeral companies were disonited. 
Now, Just look at this long line, at present mnder one management, and break it 
down into its several portions — the London and Birmingham, the Grand Junction, 
the Preston and Lancaster, the Lancaster and Carlisle, the Caledonian, the Scot- 
tish Central, and the Perth and Northern Lines. This long line is divided into 
seven separate parts, all harmoniously worked under one management. But dis- 
sever them — ^let the London and North Western resolve itself into the London and 
Birmingham and the Grand Junction Companies again— let there be no union 
between the Preston and Lancaster and the Lancaster and Carlisle — ^let the Cale- 
donian stand by itself totally unconnected -v^ith its present allies to the South, and 
what a state of things you will have I The communication to Scotland will be fbr 
every conmiercial purpose broken up— facilities for communication will no longer 
exist — ^the public interests will suffer — disorder will usurp the place of order— and 
dissatlgftiction will prevail among the proprietors. The passenger for the north will 
meet with an interruption, at Birmingham another, a third at Lancaster, and so 
on till the end of his journey. Let the committee only consider the delay that will 
follow. The question scarcely admits of argument. It is manifest, fl*om the evi- 
dence of everybody, that you cannot work disunited bits of lines with the same 
ease and economy that you can work an entire line. And again : this, I contend, is 
in favour of what I call an equitable railway monopoly. There is no fear of the 
monoi)oly which my learned Mend Mr. Watson referred to. It is a raw-head-and. 
bloody-bones, intended only to frighten old women and children. Monopoly in 
some degree you must, and you will have. The question is, how shall 
that monopoly be worked with benefit to the companies and advantage to the 
public ? That is to be done by combining a number of lines forming a continuous 
route from one point of distance to another point under one management, one 
head, one set of engineers, engine-drivers, one set of officials from the highest to 
the least, one staff, one set of engines and waggons, and a general understanding 
throughout the whole line :— not one set of rules on one part of the system, and 
another set of rules on another part. A monopoly conducted on this principle 
will have all the advantages of free trade. Whatever may be your advantages, be 
they ever so great, under no circumstances, however favourable, can you accom- 
modate the public so conveniently, so satisfoctorily, and most certainly not so 
cheaply, as by this system. This general principle should determine you. Some 
member of the committee, I know not which, threw out a hint in the earlier part 
of this case, that this was a case, not of evidence, but of argument. With great 
deference, I would say that it is not so to the full extent, because the evidence in 
this case is also Important. But the hon. member is right so far; the real question 
is one of principle. I am sure you will not allow your minds to be influenced, 
your decision to be guided by the words * free trade and monopoly.* Out upon 
the words ! I treat them with, as I hold them both in, contempt, when they are 
made the vehicles for disguising facts and arousing prejudices. There ought not~- 
there is not— there cannot be--ftny competLUoik. Qii'&QiiL^v^. 'V5LV^^N5BiasstN&s&. 
b2 
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cannot exist— it is a popular error — a legal fallacy. Competition is a widely dii- 
ferent thing, and exists only under very different circumstances. There ought to be 
no law to interfere between two grocers. They have entered into a commercial 
speculation, and they must win or lose, as fortune and their own good or bad 
management wills it. But in the case of Railways, the principle of competition 
is completely displaced, and I have no doubt that, before many sessions shall have 
passed, we shall have a law introduced for the purpose of preventing what, in the 
absence of a better word, I must call private competition in matters of Railways. 
You must therefore drive what my fHend Mr. Watson calls competition — wliat I 
pronounce ruin — off the lines, by Joining Railways together. I am not afraid to 
lay down these principles — they are familiar to my mind in the shape of exposition ; 
and I feel and I know that the principle of competition cannot apply in the case of 
Railways at all." 



London Stock Exchange In 1848.— iro. 113. 

The abuses of the Share-jobbers became so serious in their results 
in 1848, that many very severe remarks were made. The following is 
a sample from the "Railway Gazette" of 25th November, 1848 : — 

*' We attack, and we have attacked, only the notorious abuses of the Stock- 
m&rket. We point out factB ; we expose frauds j we invite inquiry, and invoke 
justice. Any one who can feel angry at our proceedings, must either have a sym- 
I>athy for rascals, or have practised the rascality which wc have denounced. We 
say, the men who perverted,— if you will,— the Stock Exchange system of business, 
so as openly to 'rig' bubble schemes, concocted to rob the public, up to bubble 
premiums, and who received large bribes for so openly rigging the market, 
ought to be reached by our criminal law, or fiEiiling this, to be expelled from the 
Stock Exchange. But when we see no step taken by the Committee, either to 
punish notorious delinquents, or to repress a practice that is unblushingly avowed 
in our courts of Justice to exist, then we say that we and the public have a right 
to conclude, that a system of business which is so dishonest, is not the system of 
a few, but the general system, sanctioned by the general body. Until we see the 
public interests properly protected, we shall never cease ^om warning them 
against the pitfalls which are contrived for them in the regions of Capel Court." 



Roasian Odd Mines.— No. 114. 

It appears that, during the ten years ended with 1846, the produce of the mines 
in the Onral mountains had scarcely shown any difference in the annual supply, 
while those in Siberia had increased more than tenfold. There has been, duiing 
that period, an augmentation of nearly four to one in the total annual produce of 
these mines. It is expected, from recent discoveries, that the supply will be in. 
creased ; but it is, of course, uncertain how long it may continue. The value of 
fine gold obtahied in 1837 amounted to ^£'900,673; in 1838, to 4£'1,004,120; in 
1839, to ^1,003,403; in 1840, to 4^1,115,037; in 1841, to ^€'1,31 6,653; in 1842, 
to d^l ,848,808; in 1843, to 4^2,636,386; in 1844, to ^2,730,647: in 1845, to 
4^2,792,156 ; and in 1846, to 4e'3,414,427 ; making a total produce for the ten 
years of 4^18,761,310. -Herapath's Journal, February I9th, 1848. 



Klnvston-upon-Hvll.— No. 115. 

This port takes the lead as the first in the kingdom for inland trade, while its 
position with respect to the North Sea lias made it the chief outlet of our mann- 
factures to northern Europe, and raised it to the rank of the third port in the 
country in foreign traffic. The approaches by the deep but intricate channel of 
the Humber are admirably buoyed and lighted by the Hull Trinity Board ; floating 
docks to the extent of 23 acres already exist, and 15 acres in addition mtUI soon 
(1846) be opened. The tonnage of the vessels that have paid dock dues during the 
year amounted to 700>00O tons, and the whole income of the port derived firom 
tolls on shipping and goods borne by shipping exceeds j£76,000 a year. The old 
Hull dock was set on foot 1775, the Humber dock in 1807 ; more than 20 years 
elapsed before the Junction dock was opened. Trade has more than kept pace 
with the increase of accommodation. On one occasion a ship made a voyage to 
t^e Baltic and back, while another was ready, but unable to get out of the harbour. 
Original shares ot j£'250 are now worth ^2,000.— Second Repcrt of Tided Harbour 
CommisHonerM. 



Sir J. Macneill's Opinion of Irish IVorkmen— No. 116. 

In returning thanks to the guests of the Great Southern and 
Western Railway, at the opening, on the 1st July, 1848, for the 
compliment paid him in drinking his health, Sir J. Macneill said : — 

** I am quite sure, firom the feelmg I have seen manifested to-day, that my works 
have been approved of; and that is the greatest gratification which could be con- 
ferred upon me. I am well aware that the Works on which we are now engaged 
are calculated to be of great advantage to the people of Ireland, not merely from 
the employment afforded by their construction, but the ultimate results which 
they will certainly produce. At present we find that labourers, after being some 
weeks in our employment, become able to execute their work with greater rapidity 
and skill than they ever were before. We find in our contracts, all of which are 
publicly advertised, that men from England, Scotland, and Ireland, have put in 
tenders for our works. We have invariably given the contracts for the lowest 
tender ; and I am proud to say, that in nine cases out of ten those tenders have 
been made by Irishmen. In fact, Irish artisans — carpenters, smiths, and conmion 
labourers — have done their wortc in a most satisfactory and permanent manner. 
It has been my great object in tlio construction of these works, to ensure, in the 
first instance, perfect safety, and I think I have managed to arrive at that end. 
The Dublin and Drogheda line has now been worked upwards of five years. It 
has conveyed a great number of passengers during that time, and I am happy to 
say not a single accident has occurred. The servants of that company ore all 
Irishmen ; in tills company they are the same to a great extent, and since the 
opening of the Railway we never had an accident. Our permanent way will not 
require any repairs for a long period ; and owing to a very simple mechanical con- 
trivance, which I was fortunate enough to devise before I came to this country 
from England, we never had an engine, a carriage, or a truck off the line. The 
whole of the works, as I before remarked, are carried on by Irishmen, and, being 
an Irishman myself, I cannot help feeling proud of it. I trust that we shall be 
enabled to proceed to Cork without any accidents, and that the same friends whom 
we have now the pleasure of seeing will meet us there next year." 



The following 
Cinders, and Culm 
TJniwd Kingcii 
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PORTS FROM WHICH 
SHIPPED. 



Scotland, — (continued J 

Aberdeen 

Greenock 

Port Glasgow 

Glasgow 

Irvine 

Ayr 

Ibsland. 

Dublin 

Waterford 

Cork 

Limerick 

Sllgo 

Londonderry 

Belfast 

Newry 

Drogheda 

Total 



1847. 



COALS. CINDERS. 
AND CULM. 



Quantities 
Exported. 



Tons. 

165 

24.235 

6,418 

29,470 

29,501 

603 

1,236 
2a5 

487 



430 

2,364 

600 



2,483,161 



Declared 
Value 
thereof. 



82 

12,907 

3,441 

14,719 

12.239 

272 

997 
169 
405 



313 

1.656 

430 



968,502 



1848. 



CGAT.S. CINDERS. 
AND cmM. 



Quantities 
Exported. 



Declared 

Value 

thereof. 



Tons. 

639 
23,564 
10.109 
27,485 
48,398 

821 

1,937 
23 

1,462 
100 
120 
421 

2,039 
465 
150 



282 

11.133 

4.524 

11,732 

15,453 

262 

1,276 

10 

1,189 

60 

45 

363 

1,150 

227 

100 



2.785,300 1,088,221 



Transfer of Capital.— No. 118. 

In the case of the English Railways, the transfer of capital, under the head of 
*' Land" alone, has been calculated by Mr. Hudson as 20 per cent., which would 
amount to ^^1,305,760 on the j^109.528,800, reducing the amount of cost to 
4^88,223,040, and that subject to ftirther reductions. The real operation in 
England is this : that a given number of persons have ceased to be the receivers 
or owners of the produce of 35,000 acres of land, but have become the receivers 
or owners of the produce of 46*21,305,760 worth of Railway or other stock.— 
Broton*s Irish Wants and Practical Remedies. 



Manchester Twist Shipped at Yarmouth.— No. 119. 

The following remarks appear in the ** Railway Chronicle" of 

22nd July, 1848:— 

** It is wonderfal how instantly commerce employs any new channel of commu- 
nication almost as soon as it is open to it, if it be its interest to do so. Scarcely 
has Yarmouth become recognised as a port for shipping to Rotterdam, when the 
exporter of cotton twist sends it thither firom tiie ftirthermost parts of Lancashire 
for shipment. Not a mouth has elapsed since this new means of communication 
with Germany had been advertised, before a fireight of cotton twist passed over the 
Manchester, ShefQeld, and Lincolnshire, tlie Midland, the Syston and Peterbo- 
roagh, the East ilnglian and Norfolk Unes, to Great Yarmouth, and was shipped 
thence. We congratulate Mr. Hudson on this evidence of what his management 
has been able to do for the once despised Eastern Counties— and the fact also 
'proves wliat the docks at Great Grimsby may fairly e^)ect to obtain of this class of 
exports when the chain of Railways is completed.' 



>t 
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Railways and the Panic of 184>7.~No. 120. 

At the meeting of the London and North Western Railway, 18th 
February, 1848, Mr. Glyn remarked as follows : — 

"Railway Companies, like other commercial bodies, appeared in the money- 
market for the purpose of securing the funds requisite for their undertaking. 
They had engagements to carry out, which they were as much bound to carry out 
as any other of our great trading companies. They Iiad had powers given to them 
by Parliament which they must necessarily exercise for that purpose; and I 
maintain that it is unfounded — ^that it is no fair aUegation — that the evil has arisen 
from them, if, in common with the Bank of England, in common with the East 
India Company, in common, in short, with all other large trading bodies, they 
have appeared as competitors in the money-market to raise their necessary funds. 
If, gentlemen, any f&ult is to be found, let it not fall upon the Railway Companies 
themselves ; rather let it fall upon those who, in the course of 1845 and 1846, 
chose, in legislating, to adopt the principle of competition — chose to force upon 
the country the necessity of borrowing an immense amount of capital for the 
formation of new lires — chose to force upon us the necessity of defending our own 
property, by compelling us to undertake schemes, which, I take upon myself to 
say, on behalf of the Board, would otherwise never have entered into our 
imaginations." 



Farmers in laincolnahire.— No. 121. 

When Dr. Buckland was visiting the present Lord Yarborough (then Lord 
Worsley), after seeing the 8x>ecimens of Wold farming, at a dinner of formers, 
his lordship presiding, in the course of an awftil pause, the doctor exclaimed, 
*' My lord, the farming here b splendid ; but what I want to know is, where do 
you get your tenant** firom ?" Before Lord Yarborough could answer this puszling 
question, a patriarch, from the other end of the table, roared out, ** I'll tell you, 
doctor ; his lordship breeds 'em.'* 



Mr. Hudson's Opinion of the Mixed Oange.--No. li^. 

In the House of Commons, on the 22nd June, 1848, Mr. Hudson 

made the following remarks : — 

** Htt had the honour of presiding over the line referred to, and he wished to give 
such information as be was in possession of. From a careful consideration of the 
Mixed Gauge, he was of opinion that upon a long line it would be utterly impos- 
sible to work it, from the complication of the points. The short line upon which 
the experiment had been tried was placed under the superintendence of the 
engineer of the Midland, whose opinion was. that great dangers arose at the 
crossings of the points. It was necessary to have a duplicate set of points. The 
Midland was not at all interested or affected by this line, except so far as the 
security of the public was concerned. He held in his hand a return made by the 
engineer of the Midland, by which it appeared that since this line of six miles was 
formed with the Mixed Grange, there had been four accidents, which was nearly 
one accident per mile ; whereas, on the remaining portion of the line the average 
number of accidents was one to seven or eight mUes. He felt bound to commnni- 
c»te theee ^ta to the House, being in possession of them." 



87 

Mr. Ctndflion's Opinion of Railway Property in 1848. 

No. 123. 

At a meeting of the Midland Railway Company, 19th Februarf, 

1848, Mr. Hudson remarked : — 

" He beUeved tbat Bailway property would rapidly recover the position it held 
two years ago. The public had become more discerning, and wonld be more 
competent to seek out good lines. Some of the undertakings of 1845 and 1846 
might prove to be nuremunerating and precarious investments, and they would 
not And the public ready in future to rush in and patronise any new Railway 
scheme simply because it was a Hallway. The result of this speculation, in the end, 
might be to their advantage, and might make the property of good solid lines more 
sought for, more valuable, and more productive. They might then fairly look 
forward to an improvement in the value ot their property ; and his advice to them 
was, * If yon have got a good thing, stand by it.* (Hear, hear.) He trusted there 
would never be anything to weaken their confidence in the board, and in the 
property which he and his brother directors represented." 



Economy in Railway Management.— No. 124. 

At a meeting of the Midland Railway, 19th February, 1848, 
Mr. Hudson, M.P., said, — 

** Nothing was so difficult as to estimate their expenses. The directors had called 
in before them all the superior officers of the company, of whose ability, honesty, 
and integrity he could not speak too highly ; and, after stating to them that they 
could not look for a large increase of traffic, and that the results of the present 
depression would probably be felt for a few months, the directors had drawn their 
attention to the necessity of exercising a strict economy in all items of expenditure. 
He could assure them that everything would be done by t^e directors and their 
officers to economise the expenditure, always keeping in view the efficient working 
of their lines (hear, hear), for it would be but bad economy if they did not take 
care to maintain the same security and the same good management of the line as 
hitherto. The dh'ectors did not wish to carry their economy too fiar, or tliat any 
of thehr servants should not be fahrly and honourably paid for their services." 



Counsel and Rail^eays.— No. 125. 

A meeting of the Bar took place in the Old Hall, Lincoln's Inn, on the 13th 
May, 1848, to discuss certain roles adopted by those gentiemea who practise at the 
Parliamentary bar respecting the payment of fees. The meeting agreed it was not 
competent for a barrister to refiise a brief solely on the ground of fees previously 
incurred to another member of the bar remaiuing unpaid. As a corollary to this, 
the Railway Record asserts that Mueisrs. Austin and Talbot, and other eminent 
counsel, have given up all connexion with the Great Western's applications to Par- 
liament. The rumour is, that the leading Parliamentary counsel passed a resolu- 
tion not to accept, during this session, any briefs j^om parties in arrear for fees ; 
and that the resolution having been communicated to the Great West«m Board, 
who, under this head, owe (or, at least, owed at the time) some £30,000, the 
briefis transmitted to these high legal authorities were recalled. — RaUuoay C/tronielet 
WthMay, 1848. 



Dishonest Secretarj.— Kb. 126. 

May 20. — ^At the Guildliall Police Ck>art, Kr. Brand, secretary to the (moonshine) 
Madras and Arcot, was charged with stealing and pawning some articles of wearing 
apparel left in his charge, the property of Mr. Marriner, the secretary of the North 
Wales. Sir P. Laurie gave his opinion that the charge of stealing could not he 
sostained, as Mr. Marriner had entnisted his property to Mr. Brand's care, and he 
sent the charge of pawning to be dealt with in the district where it occurred. 



Tommy Shops.— Railway Contractors and Sub-contractors. 

No. 127. 

An important decision was pronounced In the Court of Exchequer on the 29th 
May, 1848, by the Lord Chief Baron, in a case, of whidi the following are the 
facts : — S. Aykroyd was a contractor with the Oxford, Worcester, and Wolrer- 
hampton, and had engaged one Bugbird and others, as sub-contractors, to make 
bricks and to do other work for him. The sub-contractors were in tiie habit of 
paying tiieir men partly in cash and partly by means of tickets for goods signed 
by them, and which goods were to be supplied by T. Grimbly, who kept a grocer's 
shop in the neighbourhood. Of these tickets 3,000 had been presented to Mr. 
Grimbly, and goods supplied. On the 17th September the defendant Aykroyd was 
served with 228 summonses A'om the Worcester County Court, at the suit of 
Grimbly, in respect of the above-mentioned goods, supplied to as many workmen. 
The aggregate of the sums claimed amounted to j^303 19s., one being for jfi'o, and 
many for sums less than 20s. Mr. Aykroyd denied his liability to these demands, 
alleging that he never gave the orders, or authorised any person to give them ; or 
that if he did give them he was not primarily liable, but only as on a guarantee. 
In this case a prohibition to the Judge of the County Court of. Woroestershh^ was 
moved for, a rule nisi granted, and cause shown in Hilary Term, the question 
being whether, on the assumption that Aykroyd was indebted, the County Court 
had Jurisdiction. After reviewing the argument, the Cliief Baron now decided that 
the County Court had no jurisdiction, and a prohibition ought to go. 



French Cure for Reftractory Engrine Drivers.— No. 128. 

A speedy and effectual method was adopted by the Mayor of Orleans in bringing 
some refiractory engine-drivers to their senses, during the insurrection in June, 
1848. M. Martin, the Mayor, says the Olobe, having heard ttiat the engine-drivers 
on the Orleans line reftused to bring up the train containing the National Guards 
who had volunteered to assist in quelling the insurrection in Paris, went to the 
station, and formally summoned the men to their duty, but they reftised acqui- 
escence. He agaiu summoned them, and they again reftised. He then called on 
the National Guards to obey him, saying tliat he would assume all the responsibility 
of wliat he was about to do ; and, at the same moment, he made them seize one 
of tlie ringleaders, and on the man, in answer to another appeal, again refusing 
to drive the engine, M. Martin ordered that he should be instantly shot, and he 
warned the otiier men that he would treat them in the same way if they persisted 
in their refusal. Execution was Just about to be done, when the men, seeing that 
M. Martin was really in earnest, offered to resume t^eir duty. It was entirely 
owing to this energetic act that Paris was enabled to have the assistance of the 
National Guard on the Orleans line. 
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Opinions on Early Steam Boats.— No. 129. 
In the year 1820, steam boats were first placed on the Forth and Tay ferries. 
Only a few years ptBvloasly, the gallant Admiral Sir Philip Durham, who had 
been in the East India Company's Naral Service, declared, at a meeting of the 
county of Fife, when the subject of crossing the ferry by steam was discussed, that 
he had viewed the matter with a seaman's eye, and could tell them that a steam- 
boat could never live on the Forth. The late Mr. Bruce, of Grangemuir, was of 
the same opinion. In the same way Dr. Dyonisius Lardner declared, on his 
reputation and knowledge as a man of science, that a steamer could never cross 
the Atlantic, and yet soon after found it agreeable to himself to cross the Atlantic 
by steam, in the fSoce of his own declaration of the impracticability of tiie feat. 
Sir Walter Scott, also, after declaring that to talk about lighting the city of Edinburgh 
firom a gas reservoir was downright nonsense, lived to acknowledge that he had 
delivei'ed a judgment beyond the province of his knowledge. 



Wirs Fencing.— No. 130. 

From the following case, it appears that Wire Fencing is not 
sufficient for Railways : — 

At the Court House, Skipton, 1st July, 1848, in *' Be Dale v. North Western,** 
this was an action brought before the Bench to try the sufficiency of the galvanized 
wire fence, which is being erected on the sides of the North Western, through its 
entire length. The complainant wus Mr. Dale, of Cleatop, near Giggleswick.-^ 
D. A. Dale, being sworn, said that the fence was post and wire, the small posts 
being about three yards trom each other, and the main ones about 148 yards. The 
horizontal wires were about 8 inches apart, and are very elastic. Has had 
sheep gone through many times, and cows over. The top wire is sufficiently 
elastic to touch the second wire. If a sheep got in between two wires it would 
spring until it was 23 inches apart. Gave notice on the 4th of July last of an 
iqjury to a cow, which had got entangled in the wires by one hind leg, and was 
laid up two months in consequence. Estimated the damage at j£2. Qot no com> 
pensation. Considers that no fence will do but post and wood rails, of 4 feet 6 
indies high.— Mr. R. Ingleby, of Lawkland Green, said that the line went through 
his land. Has seen four cows leap over, and has had bullocks flEist in the wires. 
It took six or seven men to relieve them, and they were considerably ii\jured. 
Had a sheep killed, and two others got fast by the horns. The wires do not break, 
they only bend. Considers it a fooUsh fence. — A. Holmes saw a cow in the wire 
fbnce near Clapham, and some men had to cut the wires, in order to get her out. 
She was much cut by the wires.— T. Parker, of Luneside, near Austwick, was the 
owner of the cow mentioned by the last witness. The farrier who attended her 
estimated the damages at ^S. In March last he had another cow entangled. 
Many of his cattle have received injury. The fence is not a sufficient one, as 
cattle will go through and over.— T. Kendal had a horse fast in the wires a year 
ago. He got paid for the injury it received. It is no sort of a fence.— M. 
Hutchinson had had a cow fest by the fore leg. A flEit heifer was found one morn- 
ing, which appeared to have been on the top of the fence all night. Had a Scot 
fiut last week. Cattle ran agahist the fence, and that showed they could not see it. 
—Mr. J. Proctor, of Long Preston, said that one of his cows got fest hi the fence 
last week, and another cow leaped over it.— Mx. ^, 'NK«AdSi^^ ^\^^S^si(»&.^ ^ai^ 
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that he knew the wire fence. It is not a snMctent fence. This Is a grazing county, 
and when cattle see others across the Railway, they go through. It is a dangerous 
fence. — Mr. J. N. Coulthurst, of Qargrave, said that one of his sheep had heen 
kUled in the wires, and another had died after b^ing injured with them. Has 
seen some sheep fast, and others go over. Has seen lambs and Scotch sheep go 
through. His greyhounds ran through, and were cut to pieces. Has a similar 
fence on his own grounds, and dare not put horses there. — Mr. B. Heelis, agent to 
the Earl of Thauet, said that his attention had been directed to this fence on the 
Earl's property. Considers it no fence, and has given notice to the Company that 
it is insufficient. — Mr. J. Watson, the engineer to the Company, said that, daring 
the construction of Bailway works, it was not possible to make a sufficient fence. 
—Mr. F. Morton, the patentee of the galvanized wire fence, stated that he was 
employed to put it up on this Railway. He also put it up on the Chester and 
Holyhead, Liverpool and Ormslcirk, Caledonian, Ayrshire, Chester and Shrews- 
bury lines, &c. On the Southampton and Dorset line a sample fence was set up, 
and the Company of Woods and Forests reported it. Has had complaints of the 
fence in fox-hunting districts. 400 landholders in Scotland have this fence. — 
The magistrates eventually decided that it was not a sufficient fence, and the order 
of the Court was, that a wood fence of 4 feet 6 inches high, and five bars, 6 inches 
apart, be erected by the Company, and completed within a month. This decision 
will be seriously felt by the Company, as it is understood they have provided 
materials for fencing the whole of their line. It is estimated that their loss in 
consequence will not be less than x^8,000 or x^lO,000. 



Advaatasre of havins Rails to Docks.— No. 131. 

In the hands of a Railway Company bones and many other matters would be 
moved from the ship to the warehouse direct, and, not un frequently, under an 
arrangement with the importer, from ships to trucks, which, without halt, would 
convey the whole cargo direct to some inland depdt, at a saving, which may be 
calculated from the fact that the cost of carting a puncheon of rum frvm St. 
Katharine's exceeds the whole freight from London to Rotterdam. A grocer, before 
the Committee on the Lincolnshire Railways, proved that it was cheaper to send a 
hogshead of sugar from the London Docks by sea, round to Grainsborough, and 
thence to Sheffield, than to cart it to the Camden Town Station on the North 
Western. — RaUways and Agriculture in Lincolmhire. 



Agricultural Meetings produce Passengers.— No. 132. 

We learn from the AgrieuUurai Gazette that in one day no less than 27,500 
strangers were present at the Agricultural Meeting at York, in 1848. We may 
well conceive so vast a number of visitors must have contributed largely to the 
receipts of the Railways ; and we find, on referring to our traffic table, that the 
York and Newcastle received ^6*2,651 more than on the pi'evious week, and the 
York and North Midland £3,828 more, together j6*6,479 ; besides, the returns last 
week following the meeting were greater by at least j6*2,000 ; thus giving to these 
companies fwhich, being under Mr. Hudson's management, may be assumed as 
almost one in interest) the sim of j£'8,500 for the occasion. 



OoalB Exported to each Cotmtrr.— No. 133, 

The following Siiiieiosnl shows the Qiiantitj and Declftred Valne 

of Coals ExponoJ to «ach Forcinn Cuimtrj' and BritiBh Settlement 

Abroad, fruni ihu 6overal Ports of Enj;!"'"!. Seotlaud, and Ireland, 

during the YCiire 194T «nd 8*8;— 
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1847. 


1848 


COUNTRIES TO WHICH 


COALS, CINDERS, 
AND CULM. 


COALS. CINDERS. 
AND CULM. 


EXPORTED. 


Quantities 
Exported. 


Declared 

Value 
thereof. 


Quantities 
Exported. 


Declared 
Value 
thereof. 


Haytl 


Tons. 

137 
46,188 

• • • • 

108 

40,463 
3.5J6 
1,385 
9,680 
4,32U 

2,483,161 


73 
27,045 

• • • * 

65 

• « • • 

19,.^89 

1,957 

852 

4.510 

1,979 


Tons. 

57,608 

60 

1,5m3 

40 

51,677 

6,234 

8.046 

24,094 

11,381 


£ 


United States of America 


32,086 


Mexico 


36 


New Granada 


982 


Ecuador 


20 


Brazil 


23,130 


Oriental Republic of the Umguay. . 
Beanos Ayres 


2,786 
1,602 


Cliill 


12,134 


Peru 


7,018 




Total 


968,502 


2,786,300 


1.088,221 



Bridge Pestroyed by Fire.— No. 134. 

South Wales (Newport), May 31««, 1848.— The new bridge which crosses the Usk, 
built of wood, and being about 400 yatds lung, has been completely destroyed by 
fire, even to the water's edge. At 6 p.m. the workmen engaged in completing the 
central arch, which was on an immense pile, consisting of several tons weight of 
thnber and iron bolts, were busy at work, driving in the bolts, when one man 
used a bolt which liad been boated to an extraordinary degree. This immediately 
ignited the adjoining timber, which, being highly kyanized, or ** pickled,'* was 
as ignitable as gunpowder. The man had a bucket of water at hand, as was always 
usual, but it was useless, for the flames leaped along on each side firom the centre 
to each end of the bridge, and the whole extent was instantly in a terrible blaze. 
The men with difficulty escaped with their lives. A team of trains was passing at 
the time, and the horses, put to their utmost gallop, were obliged to dash through 
the flames to escapeu The whole town rushed to the great stone bridge adjacent, 
and hundreds of navvies, carpenters, masons, labourers, tradesmen and gentlemen, 
were quickly on the spot, but It was of no avail. The town fire-engines were 
brought, but acted with no effect on the awful flames bursting from the surface of 
the piles, the rails, the arches, and. in fact, wherever the fire could lay hold of 
wood to bum. The timber work was so enormous that it took a considerable 
time to bum any portion wholly away, while the patent composition used to 
preserve the wood lent assistance to the flames, which rose up with blue and black 
smoke, filling all the heavens. At about 9 p.m. the ponderous work of the central 
arch gave way with a terrible crash, and, soon after this, portion after portion fell, 
until, with the exception of here and there a solitary black and charred fragment, 
with some portion on the banks, the whole of this magnificent work was totally 
destroyed. The river was black with burning wood, uid the banks became strewed 
with enormous pieces of half-burnt wood, like the coast after a wreck. The 
engine firom the barrack9 did great execution, worked by two companies of soldiers, 
under the command of officers, and the town engines did all they could, but it was 
a physical impossibility to save even a fragment ; we might as well suppose a 
portion of f barrel of gunpowder could be found after thjB ignition of theborrel. 
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The bridge was almost completed when this nnforttmate calamity occurred. It 
had been built of kyanized timber by the eminent contractors, Messrs. Rennle, 
L(^an, and Co., and cost upwards of ^20,000 in the erection.— Mr. Brunei is 
reported to have determined, after a survey of the ruins, on the re-construction in 
timber of the late bridge over the Usk, which was destroyed by fire. Appliances 
will, however, be adopted to obviate the inflammability of the material. The 
expense of rebuilding will not be so gn^^at as was originally apprehended, as the 
abutments on both sides of the river and the piles for the foundations of the piers, 
which formed the most expensive portion of the original cost, will be available for 
the new superstructure. 

TraveUiiiff by Rall^wuy.— No. 135. 
Few persons are aware of the onerons duties of a Goods Manager 
on a Railway ; in addition to a heavy duty at home, he is con- 
tinually called irom home, and has to travel night and day, and 
very often without an opportunity of getting either sleep or food at 
the proper time. Some idea of his travelling may be formed from 
the following actual work done in April, 1849, by my friend Mr. 
B. Poole, of Liverpool, during one week : — 

MUes. 

Monday, 28rd . . Liverpool to Manchester 32 

Manchester to Liverpool 82 

Liverpool to London 200 — 264 

Tuesday, 24th. . London to Liverpool 200— 200 

Wednesday, 25th Liverpool to Chester 16 

Chester to Crewe 21 

Crewe to Liverpool 44 — 81 

Thursday, 26th. . Liverpool to Carlisle 128 

Carlisle to Glasgow 104— 232 

Friday, 27th Glasgow to StirUng 33 

Stirling to Perth 38 

Perth to Forfar 8S 

For&r to Montrose 20 — 119 

Saturday, 28th ..Montrose to Brechin 10 

Brechin to Arbroath 20 

Arbroath to Dundee S7 

Dundee to Liverpool 298— 865 

Travelling at Termini 68 

1,324 

Goals Pilfered by Water Oonveyaace.— No. 136. 
At a meeting of the East Anglian Railway, 16th February, 1848, 
the chairman (Mr. H. C. L^ey) said: — 

"The company were empowered to charge one penny per ton per mile for the 
carriage of coal, inclusive of trucks and motive power, but exclusive of loadtng 
and unloading. Goal was subject to loss by pilferage of something like five per 
cent, on the navigations, which would cause it to be carried on the Railway in 
preflsrence." 
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Coals received In Manchester.— No. 137. 
The following gives the quantity of Coals received in Manchester 
by all conveyances : — 

In the year 1834 737,008 tons. 

1836 913,991 „ 

1840 1,0;U,090 „ 

1847 954,719 „ 

1848 1,010,383 „ 



Railway Competition sanctioned by Parliament. —No. 138. 
On the 18th February, 1848, Mr. Glyn, at a meeting of the 
London and North Western Railway, made the following remarks : 

" I say deliberately, that if Parliament continues to encourage the doctrine of 
competition as it has hitherto been inclined to do, I do not hesitate to say before 
you all, that I for one must, in that ease, consider Railway property as an uncer- 
tain and an inconvenient tenure — a tenure which no man would desire his family 
or his widow should hold. But if the present Parliament shaU return to that sys- 
tem which Lord Dalhousie so strongly recommended — if, instead, of trying to 
destroy each other's interests. Railway companies can be brought to unite — if, 
instead of encouraging competition. Parliament will impose upon all Railway 
companies a proper system of fares and charges, so as to secure the public welfare, 
and will give to existing interests that right which, I maintain, they are entitled 
to claim at the hands of the legislature, viz , protection for the money they have 
laid out — in that case, I do not hesitate to say the old existing lines of Railway, 
and this line in particular, will continue to be, under all circumstances, a safis and 
sound investment for those who choose to entrust their capital to our control." 
And Mr. Slaney, M.P., remarked : — 

" The competition to which the hon. chairman had adverted was of the deepest 
consequence, not only to this company, but also to aU Railway companies, and, 
he might add, to the public also. The chairman had very truly stated that tf 
Parliament, instead of looking favorably on what was called competition, had come 
to some arrangement such as was recommended by Lord Dalhousie, the result to 
all parties would have been most beneficial. He had given considerable attention 
to the results of competition in gas companies and water companies, and he was 
satisfied that the public would be served much better under some Judicious arrange- 
ment made by Parliament, than when reckless competition was encouraged. This 
competition had only put money into the pockets of the lawyers, and, in the end, 
it was charged upon the public. A Judicious superintendence would, while it 
guarded agahist the evils of an unrestricted monopoly, prevent at the same time a 
reckless and ruinous competition." 



Proprietors only can attend RaUTiray Meetings.— No. 139. 

On Saturday, 12th June, 1847, Mr, George Delianson Clarke was brought before 
the Lord Mayor, charged with an assault, in attempting to force his way into a 
private meeting of the Dendre Valley Railway Company. Mr. Clarke attempted 
to Justify himself by producing a letter firom a shareholder, requesting him to 
attend. The Lord Mayor and Sir Chapman Marshall decided that he had no right 
to attempt entering the room by force, and fined him 58. for the assault. 
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Mr. Hudson's Opinion of an Amalgamation bet^ireen the 
Midland and Iiondon and North, Western Rail-ways. 

Ho. 140. 

At a meeting of the Midland Railway Company, 19th February, 
1848, the following remarks were made: — 

Mr. Irunsidr.— "I have always contemplated that an amal amation would 
take place between the London and North Western and the Midland Railways ; 
but I have seen it stated that the former company were in negotiation with the 
Lancashire and Yorkshire Bailway." 

The Chai&man. — *' It is not true. I am afraid yon must believe only half you 
hear." 

And at a special meeting held the same day, Mr. Hadson, M.P., 
said : — 

"An observation had been made by a proprietor respecting a probable amalga- 
mation of that company with the London and North Western Company. He did 
not think it would be wise to go to that company with such a proposal. The\>ro- 
prietors of the Midland Railway had as much under their hands as one department 
could well manage, and he did not think it likely that any ftirther amalgamation 
would take place with any other oompany. There was a point beyond which it 
would not be prudent to push amalgamations, and he believed they had now 
arrived at it." 



Closing of Capital Accounts.— No. 141. 
On the 18th Februaiy, 1848, Mr. Glyn made the following 

remarks: — 

" I would gladly have closed (and my honourable colleagues concurred with me 
in that respect), if it were possible, the capital account. It is perfectly easy for a 
Canal Company or a Dock Company to close their capital account. They buy 
their land, they finish their works, they aeek for trade— and there is. in fact, an 
end of their capital account at once ; but our case is as dilferent from theirs as 
circumstances can possibly make it. I remember perfectly well, that at the com- 
mencement of this imdertaklng, under the advice of Mr. R. Stephenson, we 
purchased of Lord Southampton 22 acres at Camden Town j and an admirable 
purchase it was. I remember, however, in my ignorance, inquiring, at the 
moment, of Mr. Stephenson, why he thought it necessary to buy such an extraor- 
dinary quantity of land. To that question he made this reply, which has been 
impressed on my mind ever since : — * Mark me, Mr. Glyn,' said he, ' you require it 
all ; but, if you did not require it, the value of property in that neighbourhood will 
be so much enhanced, that you would still be able to part with it to advantage.' 
Now, what has been the result? We then contemplated to make Camden Town 
not only our Goods' Station and the site of our Locomotive Engine Station for 
London, but also our Passenger Station. What do we find now ? We have removed 
our Passenger Station down to Euston, and the 22 acres have been found quite 
insufficient fbr the purposes of the goods' traffic, and the locomotive necessities 
of London. We have been obliged to purchase additional land there several times. 
What have we done at Euston? We made tbere what we thought a sufficient 
purchase from the Duke of Bedford ; but since then we have been obliged to buy 
ftroQts—ttreets, gentlemen— to give to Uie public the accommodation they reqjiin. 
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And now I tell yon that, nrhen these huildings are flnished— huildings which, I 
assure joa, are erected without a single ornament, and withont the slightest 
unnecessary expense — when everything is done, we shall not have one foot of 
grronnd, or one single room more than is necessary at the present moment. The 
same observation will apply to Wolverton. We have been obliged to doable our 
capital there ; we have been obliged to do nearly the same thing at Crewe. At 
Manchester, too, we have been obliged to make considerable additions— -I speak in 
the presence of Bfanchester men as to the necessity of these additions. So, too, at 
Liverpool, we have been compelled, at last, to increase onr Station — for, ia fact, 
the Station there was a disgrace to us. In truth, gentlemen, if, at the commence- 
ment, we had doubled the area of all our principal Stations, we should have done 
right; but we do not on that account plead guilty to any charge. None of us 
knew better ; we have only derived experimice since the commencement of onr 
line ; and the result of that experience is this — ^that we cannot even now close our 
capital account. Day after day new requirements are coming upon us for the 
purposes of our traffic, which is hicreashig, and will increase ; and, so long as 
that increase goes on, it will be impossible for as, without calling upon you at 
once for more capital than it would be Mr and right to ask of you, to close our 
outlay with advantage to yourselves." 



Mr. Hndaon, M.P., narroiMrly escaped an Aceident.— Ko. 142. 

Mr. Hudson narrowly escax>ed a very serious accident last Saturday. It appears 
he was going at a rapid rate in one of the down trains on the North Midland Rail- 
way, and the hind wheels and axle of the carriage in which he was came off, and 
the carriage was dragged for some distance along the road in this state. A writer 
in the Times attributes it to a gossip of Mr. Hudson at Dwby, and ftirious 
driving afterwards to make up the time lost. A carriage and baggage van behind 
Mr. Hudson's carriage parted from the train about a quarter of a mUe before it 
pulled up. The van was nearly knocked to pieces. — Herapath's Joumdlt \9th 
February , 1848. 

Rates and Taxes Paid by Rall'vmys.— No. 143. 

The redaction in dividends dnring 1847 stimulated directors to 

diminish expenses, and one serious matter was Bates. On this subject 

we find Mr. Glvn states, on the 18th Februaiy, 1848, as follows : — 

**I refer to the immense amount— ^e growhig amount— of the rates and taxes 
which we are called upon to pay. In the present half year we have been actually 
paying the sum of j^30.000 under this head— being an increase on the corresponding 
half of the last year of x^4,500. We have, I hope, set in motion means by which 
a reduction may be secured. It is a crying greivance ; and, in point of fact, those 
of you who live hi the country, on a line of Railway, know that the county and 
parochial authorities are in the habit of looking to the Railway, in order to saddle 
upon the company the greater part of the charges which ought to fall upon the 
parish. Whether it will be necessary to apply to Parliament on the snttleet, or 
whether we shall be able, through the law as It now exists, to obtain redress, I 
cannot at this moment pretend to say. All I can state is, that it is a suliject which 
has pressed and is pressing upon the attention of all Railway companies ; and it 
cannot foil at last to command a united effort, in some way or other, to remore 
theevll.»» 
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Railmray Directors in an Unpleasant Position in 184-8. 

No. 144. 

When diyidends were reduced in 1848, Directors had to suhmit 
to very severe remarks from Proprietors. The following is a sample, 
and was pan of the speech made by Mr. Chaplin, M.P., at the meet- 
ing of the London and South Western Railway, 17th February, 
1848 :— 

**Yoa have heard that the shareholders have a want of confidence in the 
Directors ; you have heard of the payment of dividends out of capital ; you have 
heard that we ought to have Auditors ; you have been told of what are called the 
* legerdemain tilcks* of the Board — that they were ruining a third part of the 
proprietary, and, with the Chairman at their head, were securing an undue pre- 
ference for themselves — in a word, that they were doing everything possible to 
reduce your property to nothing.*' 

And at the meeting of the Loudon, Brighton, and South Coast 

Hallway, 14th Februarj', 1848, Mr. Lewis Levy said, — 

" It was generally reported that the Directors had purchased the Brighton and 
Chichester, and Brighton and Hastings lines at 124 premium, when no one else 
would have taken them at 5 discount. In reference to this subject, wherever 
he went it was remarked (though he did not make the charge) that the Directors 
had * put a lot of money into their own pockets' by this transaction. He did not 
wish to be subservient to any Railway Directors, but nt the same time he was 
not going to abuse them merely because they were Railway Directors ; still, he 
should like to have a proper account of the purchase of those two lines. At the 
same time, he was not for dohig as people advised him, and turning out their 
Directors, for they might get worse." 



GoTemment Manasfement of Rail^Rrays.— No. 145. 

At the meeting of the London and North Western Railway, 18th 
February, 1848, in reply to Mr. W. Harris, who complained of the 
Directors for not having kept up the dividend, and called upon the 
Shareholders to assist him in placing at the head of affairs 1 'irectors 
who would keep up the old rate, and who expressed a most favour- 
able opinion of Lord Monteagle's Bill, and urged the appointment 
of Directors who could give their whole time to the management of 
the Railway, the Chairman said, — 

** I confess, gentlemen, that the doctrine which the honourable proprietor has 
promulgated is, to me, perfectly novel. I never before heard any Railway pro- 
prietor get up and advocate Grovemment interference in the way that he has done. 
AH I can say is this— that if Government is to interfere in the way the honourable 
proprietor proposes, it will then be high time that he and his fellow-proprietors 
should look out for another set of Directors. It is quite impossible you should 
suppose those who act, and have acted, with me here— who have flrom the first been, 
the instruments of carrying the Railway system \a V\& ^skmsgiX. ^Kt^^^f^^^ts^-^ >a^ 
F 
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impossible, I say, that we should condescend to work nnder Grovemment super- 
intendence. If it be the meaning of the honourable proprietor altogether to change 
the constitution of this great commercial Company — if he desires that the lines 
should be mere Government machines— if he wishes to throw into the hands of 
Grovemment the whole patronage connected with them — if he wishes tiiose things — 
let him bring forward the whole question, and let us have It fairly out. For my 
own part, I never professed to object to Government interference to the same 
extent as some, because I have thought that some such interference is necessary ; 
but this I say, that if there is to be such Government interference as the honour- 
able proprietor proposes, let him give us 'notice to quit.' I should not regret 
the day that would allow me to sit in my own counting-boose in more quiet Ht 
little knows the anxiety, the great anxiety and trouble, connected with this vast 
undertaking. It has grown with the growth of years ; it has become a machine 
which it is almost impossible for any set of men to manage without assiduous 
attention, the most unremitting attention, to its working. And when he talks of 
Directors not giving their whole time to it, does he suppose that therefore the affairs 
of the Railway are neglected ? What is our staff for ? I would rather have a paid 
officer doing duty at the head of an establishment, than onp^d Directors, as we are, 
even if they gave the whole of their time, nndisturbed, to the management of the 
concern. We happen, gentlemen, to have associated with us some of the most 
competent Railway officers that were ever collected ; and, added to the superin- 
tendence of those gentlemen, is that of parties who were the first to originate 
Railway undertakings in Lancashire— the first to originate Railways in London. 
I should have thought, and I have heard the sentiment expressed by men whose 
opinion the whole country values, that all thinking persons would lament the day 
when such gentlemen as those to whom I have alluded were forced, by any Govem- 
ment interference, to give up the position which they have so roluntarily and 
cheerfully assumed, and with so many advantages to theh* proprietors and the 
pnbUc." 

Proprietor's Opinion of a Solicitor.— No. 146. 

At the meeting of the London and South Western Railway, 17th 

February, 1848, the following remarks were made : — 

" Mr. Hoyes asked Mr. Bircham, the solicitor, to read a particular clause in 
the original Act of the Company, reminding hhn that he was the servant of the 
Company, and not merely of the Directors. Mr. Bhrcham began to read, when 
Mr. Hoyes told him to pause till he (Mr. Hoyes) could find the clause in his own 
Act; for that, as Mr. Bircham had introduced clandestinely a clause into one Act, 
he might think proper to omit a clause in reading this one. This imputation was 
met by loud hissing and cries of ' Shame, shame 1' whereupon Mr. Bircham said he 
should decline to read the clause at all, for, though he was their solicitor, he was 
also a gentleman ; and if it were meant to be faisfaiuated that he could be in any 
way guilty of clandestine introduction of clauses, or fUsifying a document which, 
out of conrtesy to the honourable proprietor, he had been willing to read, he 
repelled the charge In the strongest possible manner. Mr. Baker took occasion to 
say, that, though opposed to the Dhrectors on several points, he did not countenance 
these attacks. The meeting evidently strongly felt for Mr. Bircham's position ; 
but it is only right to state that, before sitting down, Mr. Hoyes amply uid frankly 
mpologiaed to that gentleman for his conduct." 
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Mr. Creed's Resignation of Secretsrjrahip.— No. l-e. 

At the meeting of the London and North Western Baflwaj, 1 1th 

Aogost, 1848, the Chairman (Mr. Gljn) tbns explained Mr. Creed's 

resignation : — 

'* A new report had also appeared on the hofixim, and one which, had it been 
true, he confessed would hare affected his feelings, as regarded the interest of the 
undertaking, most materially — he alluded to the report that his honourable friend 
Mr. Creed was about to relinquish his situation as secretary, because he had had a 
difference with the Directors respecting the accounts. Were it true that his 
friend Mr. Creed had any differmce with the Directors as to the accounts, he 
should indeed be suspicious that there was something wrong at bottom. To him 
they had looked from the first for the management of their accounts, subject to 
the superintendence and control of the Directors. To his honesty and integrity, 
as regarded these accounts, he, the Chairman, implicitly pinned his fieuth; and he 
need not add that to that honesty and integrity the Proprietors might implicitly 
pin theirs. His honourable friend Mr. Creed did intimate to the Board that 
he had reached that period of life when it would be pleasanter to him to be 
reeved in some degree from the cares and responsibilities of office ; and no one 
responded to the request more readily than the Directors. When they did, 
however, respond to it, that they would prefer themselres being the judges of the 
time when it seemed best for the Company and the interests of the Proprietors 
that such retirement, if any, should take place, there was annexed to that reply 
the condition that, as long as life and health were spared to him, he at least 
would not decline his aid in the conduct of their affairs ; and the Directors, by 
their unanimous yoice, in order to secure his co-operation, placed at his disposal 
the first vacancy that might occur in the Direction.*' 



French Railways.— No. 149. 

It may be well to record the conditions proposed on the 16th May, 

1 8-1 8, by the Minister of Finance to the Nationd Assembly of France, 

for the assumption of the Railways by the State: — 

" I. The resumption by the State of the Railways conceded to finnnfjal com- 
mittees previous to the 24th of February, 1848, is declared a measure of public 
utility. 2. The Minister of Rnance is authorised to execute the measure, on 
allowing the compensation stipulated in the third article. 3. The resumption of 
the different Railways shall take place on the fc^owing terms : — First CcUegory— 
The Paris and St. Germain, the two Versailles roads« Strasburg to Basle, Paris to 
Orleans and Corbeil, Paris to Rouen, Rouen to Havre, Montereau to Troyes, 
Paris to the frontier of Belgiimi with the branches, Orleans to Bordeaux, the 
Centre line, Avignon to Marseilles, Amiens to Boulogne, Paris to Lyons, Paris to 
Strasburg, and Tours to Nantes. The value of those different lines shall be fixed 
according to the average price of their respective shares on the Paris Bourse during 
the six months that preceded the revolution of the 24th of February (from the 
24th of August, 1847, to the 24th of Febnuuy, 1848). In exchange for the shares 
the holders shall receive coupons of Rentes 5 per cent., price for price, according 
to the average price of the Paris Bourse during the six months above-mentioned. — 
Second Category— The Andrezieux and Roanne road, Lyons to St. Etienne. Grande 
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Combe to Alais and Beaacaire, Abscon and Anzin to Denain and Somain, Mont> 
pellier to Cette, Mulhotuie to Thann, Bordeaux to La Teste, Dieppe and Rouen. 
For this second category, the Minister of Finance is authorised to treat with each 
Company separately ; the treaties shall, however, be submitted to the sanction 
of the National Assembly. 4. The Companies with which the Minister of Finance 
should think proper to enter into a negotiation may, in a general Assembly of the 
shareholders, assembled for the purpose, accept by a majority of votes the condi- 
tions proposed by the Minister of finance, and thus contract for the universality 
of their shareholders. 5. A sum of Rentes equal to the estimated value of the 
Railways redeemed shall be inscribed on the Grand Book of the Public Debt. 
6. The State, assuming the place of the Companies, shall reimburse their obliga- 
tions and loans on the terms stipulated with the lenders. 7. The expenses 
necessary for the execution by the State of the Railways which were to be 
executed by the Companies in virtue of anterior laws, shall be provisionally 
defrayed by the floating debt. 8. The Minister of Finance and the Minister of 
Public Works are charged with the execution of the present decree." 

And the following Table shows the prices of the Railways during 

the period referred to: — 



Present 
price. 



Boulogne and Amiens 

Orleans and Bordeaux 

Paris and Orleans 

Paris and Rouen 

Paris and Strasburg 

Rouen and Havre ^. 

Strasburg and Bftsle 

Tours and Nantes 

5 per cent. Rentes 



Paid 
upon 
each 

share. 


Price during six 

months preceding 

February 24th. 


Average. 


Highest. 


Lowest. 


20 


15i 


m 


14i 


6 


6 


3 


4* 


20 


48 


44 


46 


20 


37 


33 


35 


8 


5 


2} 


H 


20 


23^ 


16 


193 


14 


6 


6 


6 


8 


4j 


2 


31 


■ • 


118i 


113i 


1153 



68 

13 

224 

15^ 

2 

7k 

U 
69k 



Railway Pic-nics,— No. 150. 

Mr. Punch, who is a large Railway shareholder, is beginning to feel sensibly 
alive to the efforts made in all quarters to sustain the dividends. His last remarks 
are on Railway Pic-nics. The grand object of Railway Directors is to get a divi- 
dend ; and the maxim applicable to this process is, ** Get a dividend — ^honestly if 
you can — but — get a dividend !" Among the various artifices lately resorted to 
for the purpose of swelling the coffers of the various Companies, is the happy 
idea of Railway Pic-nics, which are becoming exceedingly popular. A few days 
ago the station of the Eastern Counties, at Shoreditch, was alive with all the 
resources that beauty can derive from millinery; for a party of light-hearted 
hoiiris, in stiff muslins of every degree — from the broad-skirted book to the jaunty 
jaconot— had thronged the platform for the purposes of pleasure. The ample 
vUite hung upon the sloping shoulders of youthful grade, and the vue^NV^-^m^^isi^NKsis. 
/uija0(»— manufactured of every materVal, itom Wa fiOti Xstwjaftfc Na 'Oafe '^t^sx^ 
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penlAii or the seedy sarsnet — gave li/e and vigoor to the station. We were at first 
puxxled to make out the meanhig of this group, assembled among porters and 
packages, luggage and ln£^;age vans, passengers and paper venders, until upon 
inquiry we ascertained that a pic-nic party was going olBf by the Railway, with 
sandwiches stowed away in the stuffing-box t^ the engine, hot water for tea in 
the boiler, hard eggs deposited in the cylinder, and some champagne, placed for 
security in the safety-valve. Nothing could be more complete than all the 
arrangements, and when the tender started, with pleasure in its train, the sight 
was a truly refreshing one. The pic-nic came off, we believe, at one of the lowest 
goods stations of the Eastern Counties, and the eatables were set out upon one of 
those revolving pieces of machinery upon which the carria^ are turned round, 
and which, acting as a sort of dumb waiter, caused the wine to circulate with the 
utmost facility. There was a constant succession of hot tea from the boilers of 
the trains passing up and down the line, and the festivities were kept up with 
great spirit tiU a late hour. One of the locomotives was kept constantly supplied 
with the pure element, to act as a great moral engine for the advancement of 
temperance principles among such as were inclined to follow them. — RcUltoay 
Chronicle^ ]2th August, 1848. 



Economy In Rail^nray Management.— No. 151. 

At a meeting of the Manchester, Sheffield, and Lincolnshire 
Railway, 9th August, 1848, the chairman, the Earl of Yarborough, 
stated, in reply to Mr. Simpson, — 

" It was only an act of justice to Mr. Meadows to say, on the part of the 
Directors, that they had quite as much confidence in him as the shareholders 
could have. As to the future management, he could assure them that they should 
not lose sight of the important question of economy. Whether the arrange- 
ments which might be necessary would involve any increase of expense, he could 
not tell, because they had not completed their arrangements ; but he might say 
that the Directors had come to the conclusion that the affairs could be as well 
managed by twelve Directors as by eighteen, and that considerable economy 
would result from that reduction. He mentioned this to show that they were 
anxious to economise; but he should deceive them if he did not add, that they 
must not so economise as to have bad management. TTiat would be a very false 
economy." 

Yorkshiremen Outdone.— No. 152. 

On the nth August, 1848, the following remarks were made at a 
meeting of the London and North Western Railway : — 

Mr. Mo ORB gave the Directors credit for their arrangement with the Leeds, 
Dewsbury, and Manchester, in which they had evidently got to the windward of 
the Yorkshire Directors. The Leeds Company's portion of the 7 per cent, would 
be about ^4 ISs., and it produced to the London and North Western 10 per cent. 
The line itself, moreover, went through a complete beehive of Industry. 

The Chairman thought the only thing remarkable about the matter was the 
fact of the London Directors getting the better of gentlemen in Yorkshire. In 
other reapectB, plie bargain was an eligible one. 
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Oldest Railway in Scotland.—No. 153. 

A few words on one of the oldest lines in Scotland may not l>e without 
interest. The Edinburgh, Leith, and Newhaven, as it was then called, was pro- 
jected in 1834-6, and sanctioned by the legislature in 1836. The estimated cost of 
construction was set down at j^ 100,000 for about 3 miles of Railway, single line, 
and the promised annual dividend was 15 per cent. Very soon after the Act was 
obtained, it was found that the estunates were utterly fallacious, and that the 
engineering difficulties of the Leith branch were insurmountable. No active steps 
were, in consequence, taken to carry out the work until 1839, when a new company 
took up the scheme, and obtained a bill to abandon the original plans, and in lieu 
thereof construct the existing line, namely, from Princes-street (where it now Joins 
the Edinburgh and Glasgow and North British lines), passing through a very 
narrow and steep tunnel, which terminates in Scotland-street, to Trinity Pier, 
Newhaven— a length of 2 miles and 138 yards, with branches — on the right hand 
to Leith, 1 mile and 500 yards in length; and on the left to Granton, 1,551 yards 
in length, forming a total mileage of 4^, constructed at a cost of j^8 10,000; being 
for Parliamentary expenses, ^ff 10,913; land, ^^81,606; engineering, ^6*7,634; 
works, £175,480; general charges, 46*22,127; and plant (for animal traction), 
4^12,530. The tunnel is 1,000 yards in length, and is 90 feet below the surface of 
the streets. The incline falls at the rate of 1 hi 27*45 ; the same gradient as on the 
Surrey side of London Bridge. 

Until May last year this little line was worked by horses, starting from Scotland- 
street, the tunnel not having been completed till about the middle of that month ; 
when a stationary engine, constructed by the Messrs. Hawthorne, of Newcastle, 
was erected, and now works the trains through the tunnel. 

Although the Granton is one of the oldest Scottish lines, it has never remunerated 
its proprietors. Previous to 1846 tlie average annual number of passengers was 
only 110,000 ; and the yery unsatisfactory result was, that the expenses rather 
exceeded the receipts; but in 1846 matters began to improve, and the number of 
passengers increased to 322,166 in that year ; the receipts from which amounted to 
4^4,010, derived from fares of 2d. per mile, and from trains running every quarter 
of an hour from 7 a.m. till 9 p.m. The passenger traffic of this little district is 
large throughout the year, and immensely so in the summer months ; but the 
greater part remained with the omnibuses — spiritedly and cheaply conducted — 
until of late. It would therefore seem that animal power on the rail could not 
contend with animal power on the road. No doubt the omnibuses had the advan- 
tage of bringing the passengers into the very centre of the town, while the Railway 
station was a little distance olBf ; but we should suppose that had cheap fares been 
charged, combined with the great number of trains which were run, the relative 
proportions of the receipts and disbursements would have been materially altered. 
—Raaway Chronicle, 20th May, 1848. 



Telegraph allays Anxiety.— No. 154. 

On the occasion of his visit to the York Agricultural Meeting, in 1848, Prince 
Albert left the Euston Station at 9 a.m., and performed the whole distance (228 
miles) at the rate of 40 miles an hour. In ten minutes after His Royal Highness 
had reached the archiepiscopal city of the north, and at 2 50 p.m. Her Majesty 
received information in London, by means of the electric telegraphy th&ttb^ 
jeomey had been safely accomplished. 
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Envlns sunk in a Mom.~No. 166. 

On the Caledonian Railway, May 23rd. 1848, the down train which should hcri 
left Carlisle at 6 20 p.m. was delayed on its way ftt)m London to Carlisle, and did 
not reach the latter place until upwards of half an hour after the time set down 
for it. The train, consisting of an engine and two carriages, then left Carlisle at 
7 S p.m. and proceeded at a rapid rate, in order to make up lost time. Hming 
reached Covenshaw Bog, near Camwath (about 26 miles fh>m Ed inbnr gh), the 
coupling chain which attaches the tender to the train gave way, when the engine, 
liberated trom its burden, got off the rails, and, after running about a hundred 
yards on the soft ground, penetrated the moss to the depth of about 16 teet. 
The engine-driver, stoker, and guard, were all killed. The train was orertumed} 
but none of the passengers were hurt, except one lady and a gentleman. The 
lady had her hand and Uvce bndsed, but not seriously. 



Gkiuce atniffsle in 1848.— No. 157. 

The "Bailway Chronicle," 27th May, 1848, says,— 

It seems to us that the North Western Company and other narrow-gauge 
interests in the North have been asleep j while the broad gauge have, with their 
wonted energy and unity of purpose, stolen a march on the aristocrats of the 
narrow gauge, who it appears to us are continually fighting their narrow gauge 
question in the narrowest field, with the narrowest views, and therefore in the 
least successftil manner. Certainly if good fighting made a cause good, the 
Great Western would bear the palm away fh>m the North Western beyond all 
controversy. 



Cairiera on Railways.—No. 158. 

On the 1st Jane, 1847, the London and North Western Railway 

Company partially took the carying business into their own hands. 

On this subject the Directors' Beport to the Proprietors, at the 

meeting held 18th February, 1848, states, — 

The Proprietors are aware that in the Merchandise Department the Directors 
have carried into effect on the Southern Division of the line that system of ope- 
rations which for a long time has been the prevailing policy in the North, of 
employing no intermediate agent between the Company and the public, in ftct, 
of being themselves the carriers on their own line. The Directors, up to 
present time, have every reason to be satisfied with the result, and they attribut 
the favourable position of this branch of their business, in part, at least, 
improved system of working— a system which has been introduced under many 
disadvantages, and certainly at an unfavourable season in reference to the recent 
monetary and commercial crisis. 

And the Chairman (Mr. Glyn, M.P.,) remarked, — 
The total increase in the traffic during the last half year was jf88,000. That 
increase has been principally derived flrom the coal and goods traffic ; and I take 
this opportunity of stating, for the information of all, that the new system 
upon which we are now carrying on the %!QQ^% Vt%SSkC \«Jk \sSe^ «mk««w^ ^*s« 
f2 
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ezpectatiooa in ita results. Of oonne there were, at the commencqnent, con 
■iderable difBcnlties ; md I am perfectly aware that the serrlce of the public was 
not accomplished with that efficiency and regularity that we could wtoh. I hope, 
howerer, that erery succeeding day will bring us nearer to a more perfect state of 
things. 

At a meeting of the Midland Bailway, 19Ui Febmary, 1848, 
Mr. Hndaan, M^^ said, — 

With regard to the goods traffic many complaints were made when the Com- 
pany first undertook the carrying of goods, but those complaints had almost 
entirely ceased, and the goods traffic had now considerably increased. 

And at a meeting of the Sooth Western Bailwaj, 25th Angost, 
1848, Mr. Locke, M.P., said, — 

They adopted in their carrying of goods the system that had been found to 
answer so well, and which from the first he had advocated on the Grand Junction, 
that of the Company doing its own business. 

The Report of the Investigation Committee to the Proprietors of 
the Sonth Eastern Railway, dated 14th May, 1849, states, — 

The Directors acted judiciously, and with great advantage to the interests of 
the Company, when they changed the system which formerly prevailed with 
respect to the goods traffic, and became their owncarriors. Your Committee are^ 
howevo-, of (pinion that much yet remains to be done to ensure to the Company 
Oe Aill benefit which they hare a right to ralcnlate on from this department; 
and they urge upon the Directors the necessity of unabated and persevering 
attention to details which the nature of the traffic renders essential to its successfU 
development. Much wHl depend on the party who may be appointed to fill the 
office of manager of goods traffic ; and the Directors are specially recommended 
to secure the services of an officer uniting vdth general activity and perseverance 
of character an intimate and practical knowledge of the carrying business. 

And again, in a letter from Mr. Ricardo, Chairman of the North 
Staffordshire Railway, addressed to the Potters in Staffordshire, ou 
the 9th April, 1S49, witli reference to the Trent and Mersey Canal, 
it is said, — 

The Company undertook the carrying trade on their own account, with the 
sole view of diminishing the cost of transport to their customers, by securing to 
them the amount earned by the carriers up to the period when they engaged in 
the trade. Tbej looked for their whole profit ftom the tonnages, and they do 
now carry for no other profit but that which they charged to the carriers, who 
obtained from the manufacturers their profit upon firdght also. If the Company 
cease to be carriers and diminish their tonnages, the carriers trill raise their 
fMghts in the same proportion ; so that while the profits of the Company would 
diminish, no advantage would be obtained l>y the manufecturers. 

Thirty years since the Trent and Mersey Canal Company woe drivoi by 
drcomstances, to which it is unnecessary here to refer, to abandon the carrying 
trade to Shardlow and the adjacent parts, and turned over that branch of their 
trade wMi Its plant to another Company. The consequence was an immHiaty 
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■dnmce of frdgfaCs to bam M to50 per cant.; wid to this may in some meuuiv 
be attributed the Ums of tbe North of Englaod and European trade to the 
Stafiirdshire Potteriea. 

And the Report of the London and North Western Bailway 
Company, read at the meeting held 1 7th Angost, 1849, sajs^ — 

It is satigfactory to report m the merchandise department an increaae of bosi- 
neas, amounting to ^47,000, whidi has been obtained at a rerj trifling augmen- 
tation of the working expenses. This large addition ot income, in the tece ot 
much competiti o n, is an indication of the expanding commerce of the kingdMn, 
and of the soundness of the system on which the carrying busincBS of the 
Company is now conducted. 

For other infbrmation on this subject, see Salt's Faett and Figturet, page Si. 



Rallwaj Gompaalea' kindiiMis after Aeeldtnta.— No. 169. 

The ''Baflway Chnmide," 27th May, 1848, makes the foUowmg 
remarks: — 

In the midst of the circumstances of the late fatal accident on the Great 
Western, a Mr. Graham, of Russell-place, Fitsroy-square, has come forward to 
publicly bear testinumy, in a letter teethe Morning Jleraid, to the unceasing 
kindness and activity of every person connected with the Company towards the 
sufferers and their friends, regardless of all ezi>ense. "Expresses have been sent 
to give information, and the relatives of some of the suffierers have been brought 
Arom great distances, every cost being bome by the Company. Any person 
making known a wish to visit a sufferer, has been immediately fUmished viith a 
free pass to and fh>. I would also do Justice to the driver of the engine; he 
modestly said on the inquest, that our safety was mainly owing to an eight- 
wheeled engine. I believe that we owe our lives to the skill and presence of mind 
of the driver, who slackened the speed of the tndn as gradually as if he had been 
entering a station; had he lost his presence of mind, and stopped the train too 
suddenly, the result might have been worse than the first occurrence, fearftil as 
that was." 



Railway Meetings not Attended.— No. 100. 

The half-yearly meeting of the KUlamey Junction Company was advertised 
for the 15th May, 1848, but a sufficient number of shareholders not having 
assembled to constitute a legal meeting, no business was transacted. The Report 
of the Directors, the Statement of Accounts, and the Engineer's Report, have not 
been issued. 

And again: — 

The half-yeariy meeting of the Portbury Pier proprietors was to have been 
held at Bristol, on the 2nd September, 1848, but a snffldent number of share- 
holders not having attended to constitute a meeting, it was adjourned rine die. 

And in August, 1848, — 

The meeting of the Swansea Valley proprietors was acUoumed Vti v«iroaRNQ!»£:«v«% 
of a sufficient number of proprieton not Yim\i\|^>;>«ftTi -^xtiWCiXi. 
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New South Wales 



^No. 161. 



Return of the Valne of Exports from the Colony of New South 
Wales (inclnding the District of Port Philip), from the Year 1838 
to 1847, inclnsiYe. 



• 


To 

Great 

Britain. 


From 
British Colonies. 


To 
South 

Sea 
Islands. 


To 
Fisheries 


To 
United 
States. 


To 

Foreign 

SUtes. 




1 


New 
Zealand. 


Else, 
where. 


Total. 


1838 
1839 
1840 
1&41 
1842 
1843 
1844 
1845 
1846 
1847 


£ 

583.154 

597,400 

792,494 

7C6 3i56 

685,705 

825,885 

854,903 

1,254,881 

1,130.179 

1.503.091 


£ 
46,924 

95,173 

215,486 

114,980 

131784 

79,764 

70,7I»9 

77,017 

106,277 

122,205 


£ 
113,716 

194.684 

304,724 

123,968 

166,239 

205,992 

165,553 

199.771 

222,646 

212.932 


£ 
7,137 

1.847 

6,621 

13,144 

3.005 

17,934 

14,106 

17,656 

13,441 

14,2^ 


£ 
33,988 

34,729 

27,864 

18,417 

22,862 

18,827 

11.623 

1.595 

590 

• • • • 


£ 
11.824 

18.568 

27,885 

4,a37 

17,101 

• • • • 

• • • • 

• • • • 

• • • • 

• • • • 


£ 
6,525 

7,175 

24.618 

41,715 

40,715 

23,918 

11,131 

5,068 

8.407 

17,587 


£ 
802,768 

948.776 

1,399,692 

1,023,397 

1.067,411 

1.172,320 

1.128,115 

1.555,966 

1,481,539 

1.870.046 



The follo^viDg wUl explain the Quantities of the above Imports that 
were produced in Great Britain and her Colonics, and how much 
was of Foreign growth: — 

IMPORTS. 



• 

1 


Value of Articles 

the produce or 

manufacture of the 

United Kingdom. 


Value of Articles 

the produce or 

manufacture of 

other British 

dominions. 


Value of Articles 
the produce or 
manufacture of 
Foreign States. 


Total 
Valve. 


1844 
1845 
1846 
1847 


£ 
629,510 

786,614 

1,111,238 

1,269,18;^ 


£ 
154,752 

156,491 

88,638 

95,118 


£ 

147,178 

290,849 
430,646 
617,722 


£ 
931,260 

1,233,854 

1,630,522 

1,982,023 



And how much of the Exports was produced in the Colony, and 
how much was of Goods previously imported : — 







EXPORTS. 






Value of Arti- 


Valiioof Arti- 


Value of Arti- 






cles the 


cles :he 


cles the 


Value of Articles 




produce or 


produce or 


produce or 


the produce or 


Total Valuk. 


manufacture of 


manufacture of 


manufacture of 


manufacture of 


New South 


the United 


other British 


Foreign States. 




Wales. 


Kingdom. 


dominions. 






£ 


£ 


£ 


£ 


£ 


864,709 


119,197 


64,266 


79,943 


1,128,115 


1,269,062 


100,901 


110,160 


75,863 


1,555,986 


1^201,433 


120,424 


80,499 


79,188 


1,281,539 


1,649,081 1 


136^') 


15,865 


68,765 


1,870,046 
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Railwajs and Docks.— No. 162. 

On this subject the *' Railway Chronide," of the 19th Aagnst, 
1848, thus remarks : — 

" Mr. Glyn, at the London and North Western meeting last week, took the 
opportunity of congratulating the shareholders upon the connexion with the 
Docks in the Thames, which will very shortly be realised. It is curious to 
observe how every Railway is trying to have its water terminus. Mr. Hudson 
connects his Eastern Counties at Yarmouth; his Hull and SelbyatHull; his 
northern lines at Hartlepool and Sunderland. The Great Western has Bristol, 
and is looking to Plymouth and Falmouth. The shrewd men of Sheffield were 
laughed at for seizing hold of dull Great Grimsby; but every day's experience is 
proving the wise policy of that step. The Lancashire and Yorkshire have secured 
Goole J the South Western, Southampton, &c.; and we have no doubt that in a 
few years docks will be a feature of every important line. The possession of a 
good water terminus is like extending the terminus in one sense to all the world." 



London ''Times" and Mr. Hudson.— No. 163. 

The "Railway Gazette" of the 25th November, 1848, gives the 
following reasons why the " Times" newspaper rails at Mr. Hudson : 

" In the case of the South Western Company, the Times, we knew, would bear 
in grateful recollection, that the Directors do not always prosecute scamps whom 
they detect riding in first-class carriages, and paying only second class fares. In 
the case of the Eastern Ck>unties and the Midland lines, the Times has an old grudge, 
as well as a new grudge, to wipe off with Mr. Hudson, the chairman of both Com- 
panies. The old grudge dates as far back as the establishment of the DaUy News, 
a paper that was expected to 'walk into' the circulation of the Times pretty consi- 
derably when it first appeared, and which did so at first to some extent— a circum- 
stance attributed to no cause more directly than (so runs the report) that Mr. Hudson 
put the facilities of the Railways under his control too readily at the service of 
the new rival paper. Everybody recollects the personal and illiberal attacks 
which appeared on Mr. Hudson in the Times, about the period to which we refer, 
but everybody does not know the impelling cause. So much for the old grudge; 
now for the new. Mr. Hudson has dealt a mortal blow to the band of Railway 
brigands who had confederated to destroy public confidence in Railway property. 
In a recent reply to a communication Arom certain share-jobbers (a class of persons 
in intimate alliance with one peculiar department of the Times) calling upon him 
to correct certain alleged Railway abuses, which had, as was hypothetically 
assumed, tended to depreciate Railway property below its value, Mr. Hudson, 
without beating about the bush, referred the writer to the peculiar system of 
business practised by persons— his colleagues— as the true solution of the cause 
of Railway depredation, and then denounced the jobbers' Weekly Share List as a 
disgrace to the press and to the Committee of the Stock Exchange, from whom it 
emanated. In denouncing the fraud and falsehoods published in the jobbers' 
Weekly Share List, Mr. Hudson indirectly denounced also the Times, which had 
copied the frauds and falsehoods into its columns, and had, in other ways, shewn 
itself unmistakeably in alliance with the jobbers who organised t.\v<& '^'vs^ctt 
governed its movemoitf, and who were to pto&\i\rj X^vcra^ T&!css«m«QN&?'' 
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Railways and Oarriers.— No. 164. 
The Great Western have another action against them by the assignees of 
Parker, the carrier, to recover ^£"6,000 for overcharges— the listof wUch fills folio 
volumes two feet in thickness, and the list alone costs .3^1,300. Pickford's case 
with the South Eastern goes over till April. The time has arrived tar the Com- 
panies to enter more seriously into the consideration of this sultiect. — BaHway 
Eewrd, 19th February, 1848. 



Concert in a Tunnel.— No. 165. 

A concert was held on Friday, 18th May, 1849, in one of the gigantic tabes 
intended to form the Britannia Bridge, about to be erected over the Menai. 
Candles placed by couples in four alternate tiers, about 500 in number, illuminated 
the scene. The music, vocal and instrumental, traversed the whole length of 
tubing with scarcely diminished volume. The effect is said to have been pleading, 
die brilliantly-lighted perspective being at least 157 yards long. The tube is 
nearly 15 feet wide, and about dO feet hi^. Upwards of 600 of the dite of the 
neighbourhood occupied the front of the orchestra, and the other end of the tube 
was crowded with working people. 



Workintr Railways by Contract.— No. 166. 

The following are some of the details of the contract which was concluded, in 
1849, between the Directors of the North Staffordshire Railway Company and Mr. 
Wright, the extensive coach manufacturer, of Saltley, near Birmingham. The 
contract was let at the offices of Messrs. Burchell and Co., solicitors, 47, Parlia- 
ment-street; and amongst the parties present were Mr. Joseph Wright (who 
obtained the contract) j Mr. T. Brassey; Messrs. Tayleur and Co., of Warrington; 
Brown, Marshall, and Co., of Birmingham ; Kitson and Co., and Wilson and Co., 
of Leeds; the Bromsgrove Railway Carriage Company; and Mr. Gooch, Locomo- 
tive Manager of the South Western Railway. Fourteen tenders were sent in. 

It is limited to the maintenance of the rolling stock, and the general traffic of 
the line; but in no way interferes with the stations, clerks, and receipts of the 
Company. 

The main provisions of the agreement are — 

The whole of the locomotive engines and carriages are to be dddvered into the 
hands of the contractor for ten years. The contractor is to occupy and pay a 
rental on the original cost of the workshops, engine-houses, and carriage-sheds, 
t(^ther with turn-tables, rails, sleepers, and tools. He is also to take upon 
himself all the water-cranes at stations, and the Company's existing contracts for 
wnter, &c. 

These items, taken at a per centage, will amount to .nearly j^5,000 per.annum. 

The contractor has to inaintain and work the locomotives, carriages, waggons, 
&c., 9t a mileage rate, and return them at the expiration of the contract, .in proper 
working order and condition, as they were when they were received by him. He has 
to employ competent foremen, engine-drivers, firemen, and cleaners; and to supply 
coke, water, grease, oil, lamps, and every requisite for the running of the stock. 

The contract agreed upon is Is. Id. per mile for passenger trains. 

The contractor has to replace all stock worn out, destroyed by accident, or 

rendered unfit to nm. He is also liable to all damage? or losses sustained by the 

Company from coUiMioDB, occtuiooed by negligence or defects.in the roUlngKtock, 
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(and* we apprehend also, to pay any compensation for injury to the person, or 
loss of life, of any passenger from such accident.) 

The Company deduct from the contract price, to form a depreciation fund, 1^. 
per mile for locomotives, one-sixth of a penny for flrst-class and composite car- 
riages, ona-di^fh of a penny for second-class, one-tenth of a penny for third- 
class and vans, and one-twelfth of a penny for every other description of carriages 
and waggons. The mileage rate is computed for eight carriages in each train, 
exclusive of engines and tender; and an allowance or deduction of ^. per mile 
for each carriage more or less than eight, and for 125 tons of goods, with an 
allowance or deduction of one-sixteenth for each ton over or under. The mileage 
allowed is for the mile run, no allowance being made for shunting. 

The contractor is subject to penalties for the late arrival or departure of the 
trains ; and to a penalty of ^10,000 in case he breaks or does not fulfil his contract 
to the satisfaction of the Company's engineer. 

The Company, according to the agreement, have a right to determine the con- 
tract, by a month's notice, oa paying, as a compensation, a sum not exceeding 
jfi-lO.OOO. 
Four sureties are to be provided by the contractor, in the sum of ^6*20,000. 
The trains are to be run by the contractor on these terms, deducting a depreci- 
ation fund, so as to enable the contractor to return them their rolling stock, at 
the termination of the contract ten years hence, in as good a condition as it is 
when put into the hands of the contractor. Over and above the sum which the 
Company pays to the contractor, they will have to pay the salaries of their secre- 
tary, engineer, check-takers, clerks, and porters. 

Mr. Wright, the successful competitor, is a man of great intelligence as well as 
ample means, having been for many years one of the most extensive mail con- 
tractors of England. Such a man would not enter into a contract for a period of 
ten years without knowing what he is about. But there were other competitors 
equally intelligent and practical as that gentleman. There were, for example, Mr. 
Brassey, Messrs. Tayleur and Co., Messrs. Brown, Marshall, and Co., Messrs. 
Wilson and Co., Leeds, and the Bromsgrove Railway Carriage Company. The 
perfect practicability of the thing is proved by the fact of such parties becoming 
competitors for the contract. 



Oeolofl^ical Featvrea of New HoUaad.— No. 167. 

In constructing the pier at New Holland, near Hull, in 1848, the 
following was the character of the strata pierced : — 



At 1 Chain £rom the shore. 

ft. in. 
Warp 16 2 

Peat 2 

Peat and Clay 9 

Peat 1 

sat 11 

Sand 1 8 

SoftChiy 10 9 

HardClay 8 7 

Chalk 14 5 



Depth of Pier.. 56 3 



At 5 Chains. 

ft. in. 

Warp 7 4 

Peat 6 2 

sot 6 8 

HardChiy 6 3 

Clay 5 

Chalk 17 3 



Depth of Pier.. 46 3 



At 20 Chains. 



ft. in. 

Peat 2 

Soft Clay and Peat 3 6 

Stiff Brown CUy. . 2 8 

Silt and Clay 6 9 

Red Gravel and 

Sand 2 6 

Brown Clay 4 6 

Silt 7 10 



\ 



Soft CUy 2 10 
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Cost of Working Stock on the London and North Western 

Railway.— No. 168. 

In the Report of the Directors of the liOndon and N<Hth Western 

Railway to the Proprietors^ at a meeting held the 11th Augost, 1848, 

we find the following statement : — 

Under the second head of expenditure is comprised a Airther charge for 
working stock, required for an extension of traffic on the Lancaster and Carlisle 
Railway, and for working the Chester and Holyhead Railway, which the Directors 
have undertaken for a period of years. As this item may be liable to miscon- 
struction, the following Table of the charge for stock since the opening of the 
various lines now consolidated in the London and North Western Railway, with 
the progressive increase of mileage, is submitted : — 



Year. 


Total Charge. 


Total MUeage 
Worked. 


Per MUe. 




£ 




£ 


1840 


602,999 


2331 


2,579 


1841 


628,700 


2601 


2,411 


1842 


685,916 


2601 


2,630 


1843 


687,546 


2851 


2,406 


1844 


708,959 


2851 


2,481 


1845 


805,691 


303^ 


2,656 


1846 


1,136,987 


6021 


2«259 


1847 


1,462,900 


666 


2,636 


1848 


1,674,668 


633^ 


2,646 



It will thus be seen, that while the demands on the service, in consequence 
of increased accommodation and reduced charges, are much greater than 
heretofore, the ratio of the moving stock 'to the mileage worked remains about 
the same, and continues to be very much less than that of other Railway 
Companies. 



Strength of PillarB.~No. 169. 

Mr. Buchanan communicated, in 1848, to the Scottish Society of Arts, an inter- 
esting exposition of the strength of materials, including the compressive strength 
on posts and pillars, and the remarkable effects of the length of the pillar in dimi- 
nishing its strength. On this subject much light^has been thrown by the experi- 
ments of Messrs. HodgMnson and Fairbfdm. Pillars or rods were tried of different 
lengths, from 3 inches to 5 feet, and of different diameters ; rods half an inch 
diameter, with 3| inches length, bore 11 tons ; but when the length was 7^ inches 
it only carried 5 tons ; when 16 inches long, 3 tons ; and at 30 inches, only 13 cwt. 
From these experiments a general rule may be drawn for different lengths. 
Taking the strength of cast iron as formerly g^ven at 60 tons per square inch, this 
will hold good in pillars till the length reaches five times the diameter, and then it 
begins to dimiiiish. When the length is ten times the diameter, the strength Is 
reduced in the proportion of 1| to 1 j with the length at 16 times the diameter, 
it is reduced as 2 to 1 ; twenty times, as 3 to 1 ; thirty times, as 4 to 1 ; and forty 
times, aaStol. Hence the great advantage in cast iron of lufaig hoUow pillara or 
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tabes in pluce of solid metal, whereby, >vlth the same area or section of ftttctnre, 
the diameter of the pillar is increased, and with it the resistance to flexure, and an 
increase of strength in proportion to the length. A solid pillar, for instance, 6 
inches in diameter, if extended to 7i feet in length, would bo weakened one-half, 
but if cast hollow, 10 inches in diameter, and three-fourths of an inch thick, giving 
the same weight of metal per foot in length, it might then be extended to 124 feet, 
and still possess the same strength as the other. In all these cases a remarkable 
circumstance was observed in regard to the mode of applying the strain. With 
the ends of the pillar turned flat, and a flat plate interposed at top and bottom, 
which is the case in supporting buildings, this was found to sustain nearly three 
times as much as when the pillar was rounded on the ends, so as to make the force 
pass directly through the axis, as occurs so firequently in machinery with the 
connecting-rods of steam-engines, and in other cases. 



Mixed Oan^e.— No. 170. 

J. Locke, Esq., M.P., in a letter addressed to Lord John Russell, 

MP., on Eailways, in 1848, states, — 

" It is admitted that the safety of a train in rapid motion on two narrow bars 
of iron, called ndls, is not likely to be augmented by increasing the number of 
breaks or openings in the rails by what are called switches, points, and crossings ; 
on the contrary, all persons agree that such breaks in the rails for local con- 
venience in making sidings or branch lines, diminish, in some degree, safety at 
high speeds, and that but for such purposes they ought to be avoided. See, then, 
how such breaks will be increased by the mixed gauge. Consider, that whilst in 
what is technically called a through crossing (a connexion between one line and 
another) there are in a simple gauge but two crossings and two sets of switches, 
there are twelve crossings and four sets of switches necessary for the double 
gauge, and five switches and eight crossings for what is termed the three-rail 
system. These crossings, for local convenience, are necessarily numerous, and 
thus this enormous augmentation of risk must be incurred wherever these 
communications are required. There are now on the main line of the London 
and South Western, between London and Southampton, 130 switches and 130 
crossings, or breaks of rails. If the double gauge were adopted, there would be 
no less than 260 switches and 780 crossings, in order to give the same facility of 
access to both gauges." 



Oplxiion of Railways in 1825.— No. 171. 

The following remarks were made in* the "Quarterly Review" in 
1825:— 

" As to those persons who speculate on making Railways generally throughout 
the kingdom, and superseding all the canals, all the waggons, mails and stage- 
coaches, post-chaises, and, in short, every other mode of conveyance by land and 
by water, we deem them and their visionary schemes unworthy of notice. What, 
for instance, can be more palpably absurd and ridiculous than the following para- 
graph,"— in which a prospect is held out of locomotives travelling twice as fiast 
as stage-coaches. " We should as soon," adds the reviewer, " expect the people 
of Woolwich to suffer themselves to be fired off upon one of Congreve's ricochet 
rockets as trust tbemselves to the n^ercy of such. «km«y&\mv<&« ^ck\&!^'«X v\9^'^x'«i^i&^'' 



CoHon Qooda Exported to Aion-icn —No. 172. 
' la a Statement of the BritLih Uanii&Gtnrei of CoItOD, incluUsg Tnist 
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Trade between Bnclund uid Amorlca.— No. 173, 
The following particulars sbow the Trade of the United Kingdom 

with the Unilcil Slates of America :— 
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Captain XiaT^a.— No. 174. 

At a meeting of the Great Northern Railway, 12th August, 1848, 

Captain Laws, in reply to some remarks from Mr. Hughes, stated, — 

" With regard to what had been said relative to his salary, he had no wish to 
appear mercenary or desire to be rich. He had much rather be useful than rich, 
and he did not wish to make any observation on the proposed reduction of his 
salary; for, even if the proprietors thought fit to dispense with his services, he 
felt he should have no business to make a remark upon the subject. Two years 
ago, when he was called upon to fill the situation he then held, he was in a 
position in which he received as much as from that Company, and had an offer, 
with security, to guarantee him the same amount for ten years; but he preferred 
Joining the Great Northern. He had never received one farthing out of their 
coffers with the one hand which he had not paid back with the other, as calls 
upon their stock, and he believed his friend Mr. Mo watt had pursued a similar 
course. The honourable proprietor who proposed the resolution appeared to be 
under some misapprehension relative to what he received ft-om the situation of 
Director in that and other Companies — the fact being, that he received nothing 
beyond the ^^2,000 as superintendent of that Company. Of course he should 
submit to anything, with respect to that salary, upon which the Directors and 
Proprietors might decide. Whether he was dismissed from their service, or his 
salary reduced, he should bow to the decision. 



Cost of Rall^ray SurTeys.— No. 175. 

At the meeting of the Loudon and South Western Railway, 17th 
February, 1848, the following remarks were made : — 

" Mr. Puncher concluded his remarks by referring to a statement published in 
the Times in December last, to the effect that Railway surveyors were in the habit 
of copying surveys from documents in the Government offices, at the charge to 
themselves of lOs. per mile, while their charges to the Companies for these same 
plans varied from j€'40 to ^6*70 per mile. He wished to know If anything of the 
kind had been done in this Company. 

"Mr. Joseph Locke, M.P. (engineer-in -chief to the Company), remarked, in 
reply, that there was no document in England sufficiently accurate for the purpose 
mentioned, though In Ireland there was the Ordnance Sonrey. He added, that 
in every case the surveyor's charges came under his Immediate inspection ; and he 
could point out many instances in which their charges had varied from jB8 t« £14 
per mile.*' 

And on this subject the " Railway Record,*' 19th February, 1848, 

remarks, — 

*' The general supposition that Railway surveys for projected lines have been 
made, not from • actual surveys,' but from existing maps, as regards the great 
majority of schemes, is not accurate as to the source whence obtained — the truth 
being that, in England, Ordnance maps cannot be used for that purpose, being on 
too small a scale ; but parish maps and tithe maps are copied at a cost of about 30s. 
a mile, and sometimes cursorily compared with the ground ; ^20 to £bO a mile 
have been charged for this in disreputable quarters, even where 'actual stureys' 
^ere bargained for. This is independent of the * sections* which, of com-se, require 
Oiat tijegromd ahould b« actually 'levelled,' " 



117 
Why name an Engine " Dragon?"— No. 17^. 

On the North Staffordshire Railway, 8th March, 1848, an official trip took 
place on the Norton Bridge branch, from Stafford to the Potteries. Six powerAil 
new engines started from the Stafford station, on the London and North Western 
line, and reached Stone soon after 3 p.m., where they were joined by a party of 
gentlemen and shareholders, who partook of luncheon; the whole party then 
proceeded to Stoke-upon-Trent, the engines covered with numerous banners, 
bearing appropriate inscriptions. The engine which led the van had the word 
*' Dragon" boldly emblazoned on its boiler. The name of this engine originated, 
says the Staffordshire Mercury^ in a suggestion by Mr. C. J. Mason, on the occa- 
sion of the cutting of the first sod. Mr. Mason observed that, within the memory 
of some of the oldest inhabitants, the materials and manufactured goods of the 
district were conveyed on the backs of pack-horses, and that the most celebrated 
animal employed in that business — one who " bore the bell" for the greatest 
number of years — was known tax and wide by the name of "Dragon.** He 
thought, therefore, as the Potteries had progressed from pack-horses to canals, 
and were then about to exchange the creeping boat for the flying steamer, that 
the Directors would do well to distinguish their first locomotive by the same 
name. 



« 



RallT^ay AcconntB.-No. 177. 

"Panch," in March, 1848, furniohes the following extract from the 
Report of the Hum and Diddlesex" (his own favourite line) : — 



" The Chairman would now refer to their finance statement. (Hear!) He felt 
bound to say it would be found most satisfactory. d£7,000 had been mortgaged 
on annuities at par, and their debentures were wholly independent of their stock 
of engines. (Cheers.) The permanent way was now in trust for the increased 
debits on the gradients. (Heart Hear!) From this it was clear that there was 
^6*4,000 balance per contr& on the new half shares. (A voice: 'What*s the 
receipts?*) The Chfdrman could not be expected to go into such details. They 
had lately opened six miles of the ' Nawey and Stoker Extension Branch,' which 
he had no doubt would pay well when a town had arisen at each end, and traffic 
was induced between them. (A voice: 'What's the expenditure?*) The Chair- 
man begged not to be interrupted. The meeting would observe one little item of 
^56,000 for law expenses. They had triumphed over their opponents. True, 
they had incurred some trifling expense — but were they, be asked, to be insulted 
by the Grand Gumption?— fiVb/^ — or by any other line ? (No^ no land cheers.) Then 
as to the dividend— fiSTcar, hear^ hear!)— tYie secretary had recommended a nett 
dividend of 10 per cent. (Hear!) on the deficit, and this, after paying the surplus 
and Directors* salaries (which, he was glad to say, had been raised d6'500 each per 
annum), left the 4 per cent, incidental expenses as money in hand, which would 
render it necessary for the shareholders at once to pay up the late £2Q calls. 
(Sensation. A voice: 'What is the dividend to be?*) The Chairman put it to 
the meeting whether the gentleman's question had not already been distinctly 
answered, and after some concision he vacated the chair, and the meeting 
separated." 
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Coals EKPOrted to tha TTultod Klncdom.— No. I7S. 
The following are particulars of the Coals, Cinders, and Culm 
shipped at the several Forts of England, Scotland, and Ireland, 
Coastways, to other Ports of the United Kingdom ; — 
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Praia* to Prore**lonal Hen.— No. I7e. 
Al a meeting of the Sonth Western Bajlway, 25th Augoat, 184S, 
the Chairman (Mr. Chaplin, M.F.), in referring to thmi late Farlia- 
meutaij struggles, said, — 
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French FnndB.— No. 180. 

In January, 1797, the price of the Five per Cent. Rentes opened at 8f. 5c.; ia 
December, the same year, they fell to 6f. 16c. In 1800, the highest price was 44f., 
and the lowest 17f. 38c. In 1804, the year of the establishment of the empire, 
the price rallied, and touched 59f. 75c. In 1812, the period of the great wars, the 
Five per Cents, were quoted at 83f. 30c. for the highest price, and at 76f. 50c. for 
the lowest. In the year 1814 the lowest price was 45f., and the highest (in the 
month of August) 80f. In 1815 they reached 81f. 65c., and subsequently fell, on 
the 1st of December, to 52f. 30c. In 1816 they rose to 64f. 40c., and then again 
fell to 54f. 30c. During the following thirty years of peace the highest price was 
126f. 30c., quoted on the 4th of March, 1844; and the lowest price was 55f. 5c., 
quoted on the 2nd of January, 1817. On the 22nd of February, 1848, the Five per 
Cents, closed at 116f. 75c.; on the 7th of March, 1848, they opened at 97f. 50c. and 
shut at 89f. This price is in advance of the quotation for the 2nd of April, 1831, 
since on that day Five per Cent. Rentes declined to 74f. 80c. The creation of the 
Three per Cent. Rentes took place on the 6th of May, 1825. Between that date 
and the close of 1847, the highest price was 86f. 25c., attained on the 22nd of July, 
1840, just previous to the receipt of the news on the Bourse of the treaty signed 
on the 15th of that month between England, Austria, Prussia, and Russia, for 
regulating the affairs of the East, and from participation in which France was 
excluded. The lowest price of the Three per Cents, occurred on the 2nd of 
April, 1831, nine months after the revolution of July, when they were quoted at 
46f. On the 7th of March, 1848, they descended nearly to the same point, 
bargains having been done at 4UL— Railway Chronicle, \9th March, 1848. 



IVhy did the Great Western wish to go to Birmingham ? 

No. 181. 

Mr. Russell, M.P., made the following remarks at a meeting of 

tlie Great Western Railway, 17th August, 1848 : — 

" It may be asked, what business has a Company, calling itself the Great 
Western, to proceed to Rugby, to Birmingham, and to Wolverhampton? I 
answer that it was agidnst our will, and we never should have gone — we reAued 
going to Birmingham and Wolverhampton till the London and North Western 
had concurred with the South Western in forming lines of narrow gauge through 
the very heart of our district, by Newbury, by Swindon, by Didcot, by Oxford, 
and by Banbury, to the North. We never should have thought of going to 
Birmingham if the London and North Western had not concurred with the Mid- 
land in pushing their lines down even to Bristol. I do not advert to these cir- 
cumstances for the purpose of ripping up old wounds, which I sincerely desire 
should be healed, but I am anxious on this, the last occasion on which I shall, I 
hope, ever be called upon to advert to the question, to enter a justification of 
ourselves against the imputations still unceasingly cast fh>m various quarters, 
that the Great Western is a contentious and pugnacious body, and that they have 
been the agg^ssors against the London and North Western. The Birmingham 
and Oxford Purchase Bill has now been read a third time in the House of Lords, 
and awaits only the assent of the Crown, and may therefore properly be considered 
as having been passed. With that bill an end may be put to the unhappy dissen- 
sions between ourselves and the London and Notllk. 'W«i&\«n!L. Vcti^s^^^N!^isiG^^^B& 
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proceedings of this session I think every important point that has been in con- 
troversy, not only with the London and North Western, but with the other of 
our rivals, has been settled; and I hope we shall all be too wise to revive them. 
It has been our duty, and it must be our duty, to protect our own traffic; and I 
say sincerely, on the part of the Great Western, that we are most earnestly 
desirous to preserve the most amicable relations with all our neighbours, and we 
think that abetter opportunity than the present was never yet presented to 
consolidate our respective interests.** 

VThat Traffic will tlie laondon and Birmlnffham Iiose? 

No. 182. 

At a meeting of the London and North Western Railway, 11th 
August, 1848, the following was stated to be the loss by the opening 
of the Birmingham and Oxford, and the Great Northern Railways : — 

Mr. Moore asked the estimated traffic per annum between the London and 
Birmingham, that the Birmingham and Oxford would subtract. 

The Chairman was understood to say that it was 7 per cent, only upon the 
gross receipts, and, unless there was a great reduction in the present charges of 
the Great Western, they must not expect to get an ounce of the traffic. 

Mr. Moore then wished to know what would be the loss to the general traffic 
when the Great Northern and lines to the North and North-east were completed 
and opened, and whether the development of the Irish traffic, via the Chester 
and Holyhead, the opening of the Scottish lines, and of the Leeds, Dewsbury, 
and Manchester, would compensate for the probable abstraction occasioned 
thereby, and the rivalry of the Birmingham and Oxford ? 

The Chairman replied that the inquiry was of so problematical a character 
that it was cUfficult to give a reply. 

Capt. HuiSH said that, as regarded the Great Northern line, it might be taken 
at about 3 per cent, on the gross annual income. 

Mr. Alston, of Liverpool, objected to hypothetical questions and replies. At 
the next meeting they might be brought forward as facts. 



Cost of EnfrfneeriniT.— No. 183. 
In the Report of the Committee of Investigation appoitited by the 
Shareholders of the Liverpool, Manchester, and Newcastle-upon- 
Tyne Junction Railway, Feb. 8th, 1848, are the following remarks : — 
"Contract with Engineer. — In August, 1847, a contract was entered into 
with Mr. Hawkshaw to provide for all the duties of the engineering department 
at j6'400 per mile (the line being 64 miles), and to receive in 1847 j^3.000. 1848 
j^4,000, 1849 ^6^6,000, 1850 ^6,000, 1851 ^6'4.000, and the balance on the com- 
pletion of the works — parliamentary business or alterations not to be included in 
the contract. On the Directors determining to suspend the works, a fiirther 
contract was entered into, by which it was agreed that the year in which the works 
should be re-commenced should count as the second year — a reasonable allowance 
being made to Mr Hawkshaw for any extra expenses and labour entiled by the 
suspension. During the last half-year Mr. Hawkshaw was paid j^3,000 under the 
contract, and ^6*350 for his charges and expenses in reference to the Act for tl^ 
Burnley link " 
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Immiiniranta In America.— No. 185. 

The following is a statement of the Number of Immigrants which 
arrived in each of the United States, distinguishing their Native 
Countries, Sex, Age, and Occupations, in each of the years ending 
30th September, 1846 and 1847:— 



STATES. 



Maine 

New Hampshire 

Massachusetts.. 

Rhode Island . . 
Connecticut.. .. 
New York .... 

t^ennsylvania .. 

Delaware 

Maryland.... .. 

Virginia 

Georgia 

Florida 

Louisiana 

Texas 

Total.... 



IMMIGRANTS. 



184G 



Total. 



5,930 
25 

14,079 

88 

98,863 

7,235 

6 
9,337 

82 

3 

408 

• • 

90 
22,148 

354 



158,648 



1847 



Males. 



3,436 
4 

11,958 

134 

43 

85,059 

7,893 

6,959 
422 

m m 

11§ 

4 

102 

20,784 

2,223 



139,140 



Females 



2,370 
3 

8,365 

74 

31 

60,771 

6,692 

5,050 
274 

• • 

45 

7 

• 86 

14,019 

1,370 



99,167 



Total. 



5,806 

7 

«5ll 

20,834 

208 



74 Germany 



{ 



[ 



•983 
239,280 



NATIVE 
COUNTRIES. 



Great Britain 1 
and Ireland 3 
BritishAmerica 
United States.. 
West Indies .. 



145,830|Sweden 
•14 
14,599 



andl 
Norway .. 3 
Prance 
Prussia 
12,009 Denmark .... 
*178 Switzerland .. 
874 Mexico 

OtiierCountries 
1641 
11 
188 
34^803 
»280 
3,873 



Total 



1846 



75,587 

3,855 

4,239 

1,2.52 

58,736 

1,916 

10,583 
651 
114 
698 
222 
896 



168,648 



1847 



128,838 

3,826 
4,514 

1,21.'! 

73,444 

1,292 

20,055 

837 

13 

192 

6,630 



239,256 



AGES. 



Under 6 Years 
From 5 to 10 Years 

10 „ 15 

15 „ 20 

20 „ 25 

25 „ 30 

30 „ 35 

35 „ 40 
Above 40 Years 
Not specified 



»» 
»* 
»* 
»» 



M 
** 
»* 
J» 
»* 
** 



Total 



1846 



13,551 
12,447 
10,850 
19,609 
36,311 
23,824 
14,194 

9,313 
17,164 

1,185 



158,448 



1847 



239,564 



OCCUPATIONS. 



Labourers 



18,807 
18,226lServants 
20,128 
32,111 
46,570 
36,987 

24,314 Women 
16,645 
20,800 Not 
4,976 



Merchants 

Professional Men 

Mechanics & Manufocturers 

Farmers 

and Children notl 

counted in Families.. ..3 
specified 



Total 



1846 



19,781 

3,730 

4,186 

441 

13.584 

33,660 

1,846 

81,620 



158,648 



1847 



37,572 

3,197 

4,301 

466 

26,150 

50,036 

1,055 

116,174 



238,950 



Note. — This Return does not include Immigrants by way of the British 
American Provinces. There are botdq diacrepandes in the Totals. 



Anthracite Co&l In Americ*.- 

TTie following i> a lUtemsil of Om toul qnintitlM of 
the StUe M PeuiBrlvBiilft, In ach jesr, (Mm 1810 to IM: 



Years. 


QiuraljUeB 


v™,. 


Qna^tlU. 


Years. 


QiunCltles Yean. 


qnantitln. 


...0 


T0D», 


.,T 


Tons. 
771*16 


™ 


Torn. 
37e,e« 


mi 


BDa,9'l3 


IB*! 


9^11 


8« 


I74.7M 


1»W 
ISIO 




ii 


1,637,43* 



Iiondon Bsd NortliolVeBtani B»Umv Stock In 1S4S.— No. i§T. 
The following U a statement showing Che qiuntitf and estimated 
actasl value of aiticleB ioclDcIed in amount charged to Capital for 
" Working Stock" of £1,463,901,— January 1, 1848, 





1 


i 


1 


V.IDB. 


ENGINES. 


P»r Engine 
Avenge. 


Tot«. 








11 


£ I, 
i;400 


* 






EngloM condmnBoa anil nsed In-i 
Fnmplns.BaUutinit, &c. (SoDLhecn [ 

rti-deflqgled from Capital Account J 


6,775 


-""^^"""jra, ::;:::::;: 


]3S,SM 
2i,H0» 


Sonlharn DWaira 

ManchBsict and Blriaigham" '.'.'.'.'.'.'.'. 
TOOLS, MOVElaU! (UcmiTOiir, kc., IB 
Sontlic™ Dlii^on '. 


= 


300 


46,750 

IS 

6,000 









rrxTuuira or wouib 










11 
is 


i 


H 


i 


v«.,. 


riSSENGEE VEHICLES. 


'pST 


,.^. 




16 
13 


1 


No. 

:: 


3'js 


390 


£ 


























































Lbm^Vmu 


'sM 




















842 


601 


lej 


Lfiao 




317,G4a 


Works In PrngreM and Stona m i 
haiid, cluL-BBd Bnd MluBllyJ 


jE 


: 


1,200 


.. 


10,56T 


LamiB, Tuckios, CraplU," Bndl 
olher CurrlSBe Fnniltiite .. .. j 

lIucheitenuidBlnDlngbBm .... 


aiiue 










11 


ii 


H 


i 


,..™ 




».. 


™. 


snTTT""^"--} 


ii; 


l|077 


No. 


Ko. 






Timber Tmdii....;^ !';;!!!!"! 

issy^sr".."-.:::-. : 


















1.913 


3,877 


1,440 


6,(U 
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STATEMENT OF WORKING STOCK — COTtHnUed. 



GOODS VEHICLES, ViZ : — 

Southern Division, 1913 at £72 lOs. each, average 

Northern Division, 2877 at £56 each 

Manchester and Birmingham, 1446 at £41 10«. .. 



VALUE. 



Price. 



CBIB BAILS. 



Northern Division 

Manchester and Birmingham. 



Sets. 
154 
901 
100 



£ s. 
5 10 
5 
5 



goods' SHEETS. 

Southern Kyirion {^^ ^i^^— 
Northern DivtoionJN^^- ;: ;; " ;; 

Manchester and Birmingham 



No. 

1,520 
378 

1,400 
706 
750 



4,754 



MACHINEBT AND ST0BE8. 

Paid for (included hi last Valuation), less 10 per 

cent. 

Southern Division 

Northern Division 



Value. 

£3,800 

756 

4,100 

1,588 

1,750 



11,994 



£ 

1,758 
5,008 






MOVEABLE MACHINEBT, &C. AND WAGGON CHAINS, COUPLES 
AND LAMPS USED IN WOBKING GOODS TBAFFIC. 

Southern Division (estimate) «. .. 

Northern Division .. .„ 

Manchester and Birmingham „ 



Total for Goods Account 



Total. 



£ *. 

138,692 10 

161,112 

60,009 



842 

4,505 

500 



11,994 



1,583 
4,508 








2,500 
2,500 
1,COO 



£389,745 10 



No account is here taken of Screws, Jacks, Levers, and other Engine Furniture 
—of Stationary Engines £3,220, included in last valuation— or of Stores (other than 
Wheels) paid for in Carriage Department of Southern Division. 

ABSTBACT. 

Locomotive Account £808,315 

Canlage „ £335,425 



Waggon 







£389,745 10 









Total £1,533,485 10 

iCaptain ffuith*s Report (w» Working Stock.'\ 



Broad Gauge and Grand Junction Rail'viray.— No. I88. 

Before the Amalgamation of the London and Birmingham with 
the Grand Junction Railway the latter issued a Circular, on the llth 
June, 1845, in which they stated : — 

The question at issue has been represented as one entirely of Broad and Narrow 
Gauge ; upon this point, the Directors may observe, that they do not anticipate any 
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inconvenience whatever to arise from the introduction of the Broad Gauge, among 
the Narrow Gauge Lines, or the mixture of Gauges on the same Line. On the 
contrary, looking at express trains running at high speeds, wliich are now heing 
introduced on the leading roads, they deem it probable that many Companies 
possessing Trunk Lines on the Narrow Gauge principle may find it their interest 
to adopt both ; and the Directors have ascertained the perfect practicability of 
adding the Broad Gauge on the Grand Junction, at a rery reasonable cost. 



Permanent "Way and IVeieht of Stock of laondon and North- 

VTeKtem Railway.— No. 189. 

The following tables will exhibit the comparative progress of the capability of the 
road, and the strain upon it, in weight and speed : — 



CAPABILITY'. 


Liverpool and 
Manchester. 


Grand 
Junction. 


London and Birmingham. 




1831. 


1848. 


1837. 


1848. 


1837. 


1848. 


Weight of Rails per yard 
Width of Bearings .... 

Weight of Chair 

Cube feet in Sleepers. . 
or Blocks 


351b8. 
3 feet 
Uilbs. 

• • 

3ft. 6in. 


eoibs. 

3 to 6ft. 
221bs. 

3ft. *6in. 


651b8. 

4 fee 

201bs. 

4 'fee 


65lb8. 
t 4 feet 
201bs. 

t 4 feet 


761bs. 751bs. 
5 feet 4 feet & 3 feet 

251bs. 25 & 2BlbS. 
Blocks 4 feet; Blocks 4 feet 
Slprs. 3ft.2in.jSlpr8. 3ft.9In. 


STRAIN. 


Liverpool and 
Manchester. 


Grand Junction. 


London and 
Birmingham. 




1831. 


1848. 


1837. 


1848. 


1837. 


1848. 


Number of Trains to and -y 
from principal Terminus > 
or Station in 24 hours. . J 

Average of Weight of En-"! 

gines > 

Greatest Weight of Enghies 


*26 

TonsCwi 
7 
7 


90 

TonsCwt 
15 7 
17 3 


tl4 

TonsCwt 
15 7 
15 15 


38 

TonsCwt 
17 3 
26 6 


tl9 

TonsCwt 
12 7 
12 7 


44 

TonsCwt 
18 13 
37 




Miles per Hour. 


Miles per Hour. 


Miles per Hour. 


Averago Speed of Goods') 

Trains i 

Greatest Speed of Goods 5 

Trains (Exceptional) .. i 
Average Speed of Passen-' 

ger Trains . j 

Greatest Speed of Passen- 5 

ger Trains J 

AV££AGE WEIQUT OF CAS- 
&1A0ES BUILT : — 

First Class 


10 
12 
17 
24 

TonbCwt 
3 10 
3 5 
3 

18 


19 
30 
29 
40 

TonsCwt 
4 10 
3 10 
3 2 

70 


17 
20 
20 
28 

TousCwt 
4 
3 10 
3 2 

60 
133 


19* 
30 
30 
50 

TonsCwt 
4 18 
4 10 
3 17 

70 
176 


16 
21 
20 

28 

TonsCwt 
3 13 
3 5 
2 10 

58 


20 
32 
30 
50 

TonsCwt 
4 6 


Second Clats 


4 I 


Tlilrd Class 


3 IS 


Average Weight of Pas-T 
senger Trains with En- > 
Klue and Tender j 


76 


Avera>;e Wt-iglit of Goods t 
Trains, with Engine and >• 
Tender j 


62 





12 


6 
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Note.—* Manchester (\'ictoria). t Stafford. % Euston. 
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Thus we see, that the a\ erage is more than £3,300 a mile ; bat that, had these 
Companies the same traffic per mile as the London and North Western, their 
mileage charge would be- 
South Western £4,917 

Great Western 3,G47 

Midland 5,934 

Brighton 4,939 

Lancashire and Yorkshire 7,317* 

Edinburgh and Glasgow /; 5,461 

The London and North Western behig 2,632 

It follows, therefore, that these Companies have provided a great excess of Stock, 
which our experience denies, or that they j^jre paying dividends out of capital, a 
supposition that cannot be entertained, or' (which I take to be the real solution of 
the question) that the London and Z^orth Western Company are undercharged for 
stock, by having at various times, and in different ways, deducted too large an 
amount, at the expense of their revenue, and consequently of the dividend of their 
proprietors. 

The following table will show the progressive increase of the charge for stock for 
the London and North Western Railway, and the mileage since 1840 : — 

STATEMENT SHOWING TOTAL AMOUNT CHARGED TO CAPITAL, AMD BATE PER MILE 
FOR "WORKING STOCK," FROM DECEMBER 3l8T, 1840, TO DECEMBER 3l8T, 1847, 
INCLUSIVE, BT THE COMPANIES NOW AMALGAMATED AS LONDON AND NORTH 
WESTERS. 



Year. 



1840 
1841 
1842 
18t3 
1844 
1845 
1846 
1847 

1848 



Total Charge. 



£ s. d. 
602,999 
628.700 8 11 
685,916 12 4 
687,546 16 I 
708,959 16 8 
805,691 12 7 
1,135,987 II 7 
1,462,900 3 8 
Opening of Chester "I 
and Holyhead Linei 



Total Mileage 
Worked. 


Per Mile. 




£ 


233f 


2,579 


260i 


2,411 


2601 


2.630 


285| 


2,406 


285f 


2,481 


303^ 


2,654 


t502i . 


2.491 


555f 


2,632 


615^ 


2,376 



Grand Junction Canal Carrying Traffic— No. 19I. 

The following statement shows the business done by the Grand 
Junction Canal Company as carriers ; and iu their report to the 
General Assembly, held June 5, 1849, they state: — 

•* Nothing short of the company taking the conveyance of goods into their own 
bands could have prevented a large portion of that revenue from being abstracted 
firom the canal ; because private carriers, by whom the trade was formerly cun- 

» See Note at foot of Table, page 81. 

t Seventy miles of this opened m 1846 for three months only ; one-fourth taken 
in average mileage. 



,... 


se 


.'rs 


No. 0[ 


2 


nweipts. 


llolu per 


l'o.„„a^D«* 
rarrlori id 




Tona. 
i.aaO 


MUM. 
S8JMJ 
33,114 

«,3til 


am 


lOM. 

in 

11* 

IS* 


£ 1 d 

2.01S 17 1 
b;dS4 19 1 


£ I. <1 

1 I 8 
1 7 a 

1 9 


£ J. If. 

349 a 6 

W9 S » 
I.3B3 a 1 


si; 


S.SM 
9.103 


5!to,aJ0 


«,U9 


lai 


SO,KI IX 3 


1 8 3 


7.160 7 4 
I.aOE 3 * 

l,a"8 fi 3 



fl lul^y«ar endlDg 31 



: December, 1H48, u 



Qrsnd jTmcUon Canal VfarUatc Stoclc.— No. 192. 
The Giund Junciion Canal Company became earriera on th 
lit Januaiy, 1B48, anil the ToUowing is particulBrs of tbeir workinj 
stoi'k, 08 it stood on the 31st December, 1848 :— 






!1 Waguonj 



it Way.— So. 19S. 

The following descriptions of the construction of various permanent 

ways is extracted from a report by Mr. It. B. Dockray lo the London 

and North Western Railway, in October, 1848, and shows the 

coiuparalivo estimates, nmnber of pieces required, and the expense in 
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constracting 15 feet length of single line hy each of the following 
methods, exclusive of labour in laying down the road: — 

LONDON AND NORTH WESTERN OLD METHOD. 
Robert Stephenson, Engineea. 



No. 



2 
2 
8 

20 
5 

10 

47 



Description. 



Rails (751bs. i>er yard) 

Joint Chairs 

Intermediate 

Iron Spikes for Chairs 

Sleepers 

Keys 



Cubic 




Feet. 


Weight. 




lbs. . 




750 




60 


• • 1 


160 




10 




• • 



Rate. 



£ 8. d. 

10 per ton 

7 10 do. 

7 10 do. 

4 per lb. 

5 6 each 

2| do. 



£ s. d, 

3 7 

4 

10 81 

3 4 

1 7 6 
1 101 



5 14 5 



Nunlber of Parts in a mile of single line 16,544 

Cost of ditto, exclusive of labour in laying £2,013 14 8 





LONDON AND NORTH WESTERN NEW METHOD. 
Robert Stephenson, Engineeb. 




No. 


Description. 


Cubic 
Feet. 


Weight. 


Rate^ 




2 


Rails (821bs. ner yard) 


• • 

• • 

• • 

16J 

• • 

• • 


lbs. 

820 

82 

224 

• • 

• • 

• • 


£ 8. d. 

10 per ton 

7 10 do. 

7 10 do. 

5 6 each 

2i do. 

U do. 


£ 8. d. 
3 13 li 
5 6 

15 

1 7 6 


2 

8 
5 


Joint Chairs 

Intermediate 

Sleeners 


10 


Keys 


3 1 10| 
2 Oi 


22 


Trenails for Chairs 






49 


6 5 Oi 



Number of Parts in a mile of single line 17,248 

Cost of ditto, exclusive of labour in laying £2,191 18 8 

CHELTENHAM AND GREAT WESTERN UNION RAILWAY. 

I. K. Bbunel, Engineer 



No. 



2 
2 
2 
4 
6 
6 
8 
4 
4 
40 
2 
I 

81 



Description. 



Rails (721bs. per yard) 

Joint Hates 

Straps for fastening Transomes 
Bolts for do. .... 

ITuts for do. .... 

Washers do. .... 

Spikes for Rails 

Screw bolts at Joints of Rail .. 
Fangs do. .... 

Hardwood packings under Rails . . 

Longitudinal bearers 

Transome 



Cubic 




Feet. 


Weight. 




lbs. 


• • 


720 


• • 


13 


• • 


4i 


• • 


12 


0.6 


t • 


23i 


« • 


1.8 


• • 



Rate. 



£ 8. d. 

10 per ton 

li per lb. 

4 do. 



4 do. 



4i perfoot 
2 3 do. 
2 3 do. 



£ 8. d. 

3 4 6 

1 8i 

1 6 



4 



2 1| 
2 16 10^ 
3 9 



6 14 .51 



Number of Parts in a mile of single line 28,512 

Cost of ditto, exclusive of labour in layhig £2,365 1 4 8 
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MIDLAND GREAT WESTERN (IRELAND). 
G. W. Hehans, Engineer. 



No. 



2 
2 
16 
8 
8 
2 
2 
4 



44 



Description. 



Rails (751b. per yard) .... 

JoiQt Plates 

Screws to hold down Rails 

Screw bolts at Joints 

Fan^ for do. 

Longitudinal Bearers 

Transverse Sleepers 

Trenails for joints of longitudinal 7 
bearers 1 



:::;! 



Cubic 
Feet. 


Weight. 


• • 

• m 


lbs. 

700 

13 


9 9 


29 


15 
4* 


• • 

• • 


• • 


• • 



Rate. 



£ s. d. 

10 per ton 

U per lb. 

4 do. 

2 3 per foot 

2 3 do. 

li each 



£ s. d. 

3 7 10| 

1 8 

9 8 

1 13 9 
10 U 

6 



6 3 7 



Number of Parts in a mile of single line 15,488 

Cost of ditto, exclusive of labour in laying ....... £2,162 11 8 



GREAT SOUTHERN AND WESTERN (IRELAND). 
Sib John Macneill, Enqinees. 



No. 



2 
8 
8 
10 
2 
G 

36 



Description. 



Rails (921b8. per yard) 

Screw bolta at joints 

Fangs for do 

Spikes , 

Wrought Iron Chairs 

Sleepers 



Cubic 
Feet. 



20.9^ 



Weight. 



lbs. 
920 

8.33 

8 

8 

12 



Rate. 



£ s. d. 

10 per ton 

4 per lb. 

4 do. 

4 do. 

10 per ton 

5 6 each 



£ 


i. 


d. 


4 


2 


2 





2 


9 





2 


8 





2 


8 





1 


u 


1 


13 






6 4 4| 



Number of Parts in a mile of single line 12,672 

Cost of ditto, exclusive of labour in laying £2,171 8 



Pboposed bt Mb. Dockbat. 



No. 


Description. 


Cubic 
Feet. 


Weight. 


Rate. 




2 

8 


Rails (lOOlbs. per yard) 

Screw bolts at Joints 


6.* 3 


lbs. 
1,000 


£ *. d. 

10 per ton 


£ *. d. 

4 9 3 
n o o 


8 

10 
2 


Fangs for do. 


.... n o u 


Spikes 


• • • • 

5 6 each 


2 R 


Wrought Iron Chain 


1 1| 

1 13 n 


6 


Transverse Sleei)er8 


2 


Longitudinal do 


2 3 ner foot nil n 










38 


7 5 5J 



Number of Parts in a mile of single line 13,376 

Custof ditto, exclusive of labour in laying £2,560 1 4 



Coat of Mainteaance of FermBiaeiit VTay. -No, 191. 
The following particulars embrace eiieh variety of system adopted 
on Tarious portions of the London and North Western Kflilwuj;— 





I 


a 


a 


4 


1 


1 


5^ 






Extra., 


Rfjuira tn 


„.. 


ti 

|3 




COOU^. 


NotCoBirect. 


£ 1. d. 
1 ins.1l" 


istu 


mIiBS 16 


£ l.d. 




SB.686 B (1 
«,«a 2 1 

\.\Mi 4 7 

M^as 16 9 


i 


^ J. 

asB n 


i 



for ballasdng and liauliiee>and ioadlngandanlDadingof nmteriAlB, This 1» 
Intarost oq the one and i«at for tbe oiher, Ur. Madigan rewlves the ToUowlag 



o Birmingham, toi^her with the Ajleahury, Beiifi:ird, und LeaiDliiff- 



The repairs of tunnels, bridge*, and goods stiHonB, »we11 aa all I 
olhBr station machinery, are eitraa. The repaiia of the paMenger it 
are conducted wider a aepaiate n 
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Under this system the cost of maintenance has been as follows : — 



1843 
1H44 
1845 
184G 
1847 
1848 



Maintenance 
of Way and 
Work, exclu- 
sive^f West 
London Line. 



£ 

43,028 
44,074 
43,809 
39,942 
37,576 
37,014 



8. 

14 
13 
11 
13 





d. 

4 
11 

4 

8 

7 



2 


3 


<M 




a • ao 




oWg 


bO . 


11^ 


a ID 


.2 « o 


^ 2 


Ceo 


« xs 


1 I'S 


«u 


QH2 




^ 


^ 


9,000 


Nil. 


3,000 


• • 


3,000 


• • 


3,000 


• • 


3,000 


5,000 


2,000 


10,000 



Repairs to 

Station 

Buildings 

and Goods 

Machines. 



£ 
1,472 
1,233 
2,783 
4,625 



s.d 
8 6 
8 3 
I 7 
8 3 



6,010 19 8 
5,411 14 9 



Totals. 



£ 

46,501 
48,308 
49,592 
47,568 
51,586 
54,425 



s. 

2 

2 
12 

1 
19 
15 



J. 

10 
2 

11 

11 
8 
4 



o 



-^ Amount 
iper Mile. 



o 



Column 
No. 1. 



£ s.d. 
370 18 8 
379 19 1 



116 
116 

116 377 
120^ 332 
168 223 13 
184 201 3 



13 
3 



Amount 
per Mile. 



Colnnm 
No. 5. 



£ s. 
400 17 
416 
427 10 
395 11 
.307 1 
295 15 



d. 
5 

8 11 



5 
6 
3 

10 



On the Manchester and Birmingham section, the repaii of the road and stations 
has been in the hands of the Company since 1844. The cost has been as 
follows : — 





1 


2 


3 


4. 


5 


• 


Amount 
per Mile. 


Amount 
per Mile. 






1 


bo • 


Repairs to 




S 
^ 




Maintenance 


recii 
on. 


1.1 


Station 




"f^ 








of Way and 


Buildings 


Totals. 




Column 


Column 




Works. 


£ 


§3 


and Goods 
Machines. 




'A 


No. 1. 


No. 5. 




£ s. a. 


£ 


£ 8. d. 


£ 8. d. 


£ 8. d. 


£ 8. d. 


1844 


2,.502 4 


Nil. 


NU. 


289 12 10 


2,881 16 10 


31 


80 14 4| 92 19 


1845 


2,340 18 6 


• • 


t • 


331 2 9 


2,672 1 3 


31 


75 10 3 86 3 10 


1846 


2,412 16 11 


• • 


• • 


988 4 8 


3,401 1 7 


31 


77 16 8109 14 3 


1847 


3,616 1 3 


• • 


• • 


709 17 3 


4,325 18 6 


40 


90 8 108 2 11 


1848 


3,358 4 1 


• • 


*• 


1,044 18 3 


4,403 2 4 


40 


83 19 0110 1 10 

1 



On the Manchester and Birmingham section (40 miles), the repair of the road 
and .stations is directed by Mr. Woodhouse, with the assistance of an overlooker, at 
£80 per annum. The total annual expense of the department is £210. 

On the Southern division (now 186 miles double line), the repair is directed by 
Mr. Dockray, as resident engineer of the Company. Mr. Dockray is assisted by nine 
overlookers, two clerks of works, two storekeepers, three clerks, and one draughts- 
man. The total annual expense of the department is £1,387 4s. 8d., including 
travelling expenses, stationery, and other office exi)enses. 

The repair of passenger station buildings is in the hands of Mr. Savill. The 
expense of the department is £120 per annum. 

On the Grand Junction division, Mr. Norris superintends the repair of the road, 
works, and stations. He is assisted by one assistant engineer, one overlooker, one 
clerk, and one draughtsman. As Mr. Nonls and his staff are also engaged in the 
superintendence of the traffic, it is difficult accurately to state the actual staff 
expenses chargeable to the permanent way department ; these are, however, taken 
at £650 per annum.— Captain Huish's Report on-Permanent Way. 



Ooods Traffic on. tbe Sootli EiAtem SaUvrKT.-No. 195. 
The (bllowing are particalsrs of the Gooda Traffic for tbe ;ear 
ending 31st Janiury, 1S46 : — 





1 weigh.. 


A<»o>l.t. 




!.«« U 
».l3g 1» 

40 9 
S66 13 

'.£'.11 

u.ws * 

M,4M 


£ 

*"m4 
S.09S 

»,3Rl 
l[,B16 


I, d. 


















Uuure 

Briclu, Chilk, Lime, Faller.' Euth, Cement. 


1 


































CMlings, and SoDdrlu 


ill 




M.»K 4 


41.73* 









KaUwmr Worklnr Bt«ck.-No. IM. 
SCstement ihoiring comparative Stock of Waggons and other 
VeliiclKs aied for Merchandine and Mineral Traffic tielonging ut (he 
foilowing Companies, on the 3lBt December, 1847 : — 





ll 


?1 


"1 


il 


T 


tal. 




LINE. 


„. 


v^li^fA 


»-"»■■ 


J^.™^«.r.l.W««™ 


^M6 

SfiUH 


N". 

am 


-' 




1 

ujsa 

3,000 


1*1 

74* 




Eutern CoumiH 


•C«n 
nliK. 


Ynrk.HeuJctlH, ft Uerwicii 
EdlnburBb Biiil OliuEtm .. 
lincamil™ uud Vorfehire 



Tbe Gnat Wutern wi«e«» oie or Iwlu the ujudlj of those cm the lumnr 
g*u|{e. end their merohiuHllie tranc li one-third of the London and Kortb 
Western Compiuijr.— Oipfadi Hatih'i Biptn en ICorDnn Stodt. 
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K«Uw&7S Opened YeiflT.— No. lOT. 
The following table shows the railwHys anlhoriscd preTionslj » 
Ihe end of 1843, and in each succeeding year; the proportion opened 
for traffic during each year; ftnil the proportion remaining to be 
completed al ihc end of 1848 ; and also showing the length of railway 
opened for traffic in each year since 1643: — 





i.,o,, ., .,.. .,„„. 


!!} 

ill 


1 


>.i 




Ti 


1 

s 


1 


i 


i 


f 


= 1 


1 




'■"• 


19. 


Hues 
G 


HUM 


t4( 


IBlB 




1,35. 


Ulloa 
1,|M 


"" 


I.9BS 


lit 


111 


.9. 


m 


l,lfll 


5,bfrj 


li),Oll| 7.005 



Stock DestroTed on the L 

" The folloirtng retnrn of Iha Lo 



a and BlrmlnKlium Ballway. 



IT, Bho"loK Iha nninber and (Mat of CuTlsijes of all clenea, mil Tmcki 
w Boies, broken D!) upon CtaaSoutheni Division, ud Tslue of Ueteriali 
g. h-om tbe opening of ibe Line, onlll 31st Decenilwr, nil ■■— 



Cl»88. 


K,. 


Co.t 


T^. 


Msterlals. 


Aciusl 
Lou. 






)0 


ISO 


if 


B..'i50 

j.8no 


^ 






1^ 














J— 


9000 










SM 


.. 1 «,m 


8.m 


86,100 
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Wearing: Out of Permanent Way.— No. 199. 

The following remarks are made by Captain Huish, in his Report 
on Permanent Way, showing the actual wear and tear on the London 
and Birmingham portion of the London and North Western Bail- 
way :— 

It is therefore evident that both the Permanent Way contractors and the 
company saffer, if the road is not kept in high repair. In proof alike of this 
position, and of the naturally accelerating rate of waste in the old and more 
inefficient parts of the road, we give the following statement, showing the number 
of rails broken in each month since June, 1848, on the main line of the southern 
division : — 



Rails broken in the month of 

June, 1848 

July, 
August, 
September, 
October, 
November, „ 
December, „ 



** 



Southern Division. 

1 

2 

1 

2 

4 

3 

1 



Januarj', 1849 5 

February, „ 8' 

Total 27 

And again, the number of rails delivered to replace cnished, bent, laminated, 

and broken rails on the same line, in 1848» showed the following increase :— 

Southern Division. 
London and Birmingham Line. 

Three Months ending March 31 st, 1848 130 

Tliree Months „ June 30th, „ 214 

Three Months „ Sept. 29th, , 280 

Three Months „ Dec. 3l8t, , 450 

The consumption of keys upon the district between Rugby and Birmingham, 
where the rails are in good preservation, was, in 1848, 700 per mile ; the consump- 
tion per mile upon the district between King's Langley and Wolverton, where the 
road is in a worse state, was, in the same period, 1807 per mile ; and similar 
results apply to all the materials employed. 

The value of neto materials put into th*' road, and charged to revenue, on the line 
fl-om London to Birmingham, has been, in— 



Year. 


RaUs. 


Chairs. 


Sleepers. 


Spikes and 
Keys. 


Delivery of 

Materials 

and Ballast. 


Total. 


1846 
1847 
1848 


£ 

252 
6.<3 
667 


£ 
277 
330 
109 


£ 

1,839 
2,037 
3,342 


£ 

1.210 
1,688 
1,845 


£ 
1,096 

957 
1,.525 


£ 

4,674 
5,645 

7,488 




♦1,5.52 


716 


7,218 


4,743 


t3,578 


17,807 



* The rails in this statement are not all new, but include the best rails selected 
from those removed from the road in the process of relaying, which are charged at 
the price at which relaying Is credited for the old rails. 

t This sum is less the amount charged by the Company to the Contractors who 
maintain the permanent way. 



Bonded Oooila In Maucheater.— No. !00. 
Tho following statcmeiiE shows the quaiiiliy and description of 
goods bonded in Mmichester in 1847 and 1848, and also the Cnstoms' 
receipts from 1846 to 1843:— 



j Ten, 


Coffee. 


Wi™, 


Bninay. 


Jl™. 


Uln 


SuBiir. 


ti,;,'^. 


(■QbKco.Clgari. 


!"l 


M3.MB 


I,«I,W 


41,13; 


17.5m 


«.aos 


2i> 


lis 


Cwt. 
l.Mii 


saS 


2,a»i 
4,aHi 




iio,m 


311.aa 


6,an 


3.346 


3t,I9a 


157 


l,(W. 


349.E3T 


1,I(I» 




Inct. 


locr™. 


'""■ 


IniTCSK 


'""■ 


Inc 


Incr. 


D«r. 


ln.™« 


mcr. 



or endinff -Mh January, 13 



Caiud« of America^.— Mo. soi. 
MAINE. 
J Cumberland and Oxford Cdnal nnttea Stb^opnnd with l^rtland Harbour. 

e Bell wi Fall Caiul, half a 



MASSACHUSETTS. 



Ih Hadley Canal, 






RHODE ISLAKr, 
BTadiHtorp Canal, extending from Frovlderice ta Worcebtar. la parlly in tliLu 
slalo anil partly In MowucltoaeEta. 

NKW YORK. 

mllct: rise stid fkll, liSIt fact ! 1oi:k9,31.—Chiuniilaln Canal emends fiom Whitehall 
to Albany, "i niilea — Oawego Canal eitenda from Sullna. on tlie Erie Canal, to 
Oswejio. on Lake Ontario, 38 mllea.— Caynga anil Seneca Canal eileiids flmm 
GeneTB. on Scneci Lake, to MonleinnLa, on the Eric Ciuial, iO milts.— Ciooked 






—Chen 



n Painted rott, 13 mllea.— Chsnango Cam 
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from Utica, on the Erie Canal, to the Snsqnehanna, at the month of the river 

Chenango, 93 miles. — Black River Canal extends from Rome, on the Erie Canal, to 

Carthage, on Black River, 76 miles. These canals have all been constmcted by the 

state, making a total of 700 miles. A survey for a sloop canal, from the Hudson to 

Lake Ontario, has been ordered by the legislature. — ^The Hudson and Delaware 

Canal extends from the Hudson, near Kingstown, to the mouth of the Lackawazen, 

83 miles, whence it is continued up the Lackawaxen, in Pennsylvania, 25 miles, to 

Honesdale. 

NEW JERSEY. 

The Morris Canal extends from Jersey city, on the Hudson, by Newark and 

Paterson, to the Delaware, at PhiUipsburg, 100 miles : the principal elevations are 

passed by inclined planes.— The Delaware and Ranton Canal Lb adapted for small 

sea vessels, and extends from New Brunswick, on the Ranton, through Trenton, to 

Bordentown, on the Delaware, 42 miles, with a navigable feeder from Bull's Island, 

in the Delaware, to the Main Canal at Trenton, 23 miles. 

PENNSYLVANIA. 
The Pennsylvania Canal includes a series of canals and railroads, constructed by 
the state. The Delaware division extends along the Delaware, from Easton to 
Bristol, 60 miles ; the main trunk, from the termination of the railway at Columbia 
up the Susquehanna to the mouth of the Juniatta, and up that river to Holidays- 
burg, 172 miles. The Alleghany Mountain is passed by the Portage Railroad, from 
Helidaysburg to Johnstown, whence the canal is continued down the valleys of the 
Conemaugh and Alleghany rivers to Pittsburg, 104 miles, making the distance from 
Philadelphia to Pittsburg, by railway and canal, 394 miles. Susquehanna and North 
Branch division, from the mouth of the Juniatta to that of Lacawannock Creek, in 
the North Branch, 1 14 miles. West Branch division, tcom its Junction with the 
North Branch to the base of the Alleghany Mountain, above Bald Eagle Creek, 
72 miles, or, with side cuts, 76 miles of navigation. Beaver division, from the Ohio 
up the Beaver Creek, 25 miles. French Creek division, firom FrankUn, on the 
Allegliany, up the French Creek, 22^ miles, or, including the French Creek iieeder, 
46 miles ; making 600 miles of canal constructed by the state. It is proposed to 
connect the Beaver division with the Ohio Canal at Akron, and the French Creek 
division with Lake Erie at Erie.— Private works are the Lackawaxen Canal, 
extenduig up the Lackawaxen to Honesdale, 25 miles, and being a continuation of 
the Hudson and Delaware Canal. — The Lehigh Canal, firom the Morris Canal, on the 
Delaware, up the Lehigh, 46} miles.— The Schuylkill Canal, from Phihidelphia to 
Port Carbon, 110 miles.— The Union Canal, connecting the Schuylkill Canal, near 
Reading, with the Pennsylvania Canal, at the mouth of the Swatara, 80 miles, vith 
a navigable feeder down the Swatara of 24 miles.— The Conestoga Canal, from 
Lancaster to the mouth of the Conestoga, is 18 miles in length.— The Codorus 
Canal extends from York down the Codorus to the Susquehanna. Length of canals 

in Pennsylvania, 900 miles. 

DELAWARE. 

The Chesapeake and Delaware Canal lies chiefly in Delaware; it is 13^ miles in 
length, and navigable by sloops, being iO feet deep and 66 feet broad. 

MARYLAND. 

Port Deposit Canal, 10 miles, extends from the boundary line to Port Deposit, 
along a line of rapids.— Chesapeake and Ohio Canal, beginning at Georgetown and 
extending up the valley of the Potomac, is principally in Maryland : it is completed 
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to a few miles above Williamsport, 100 miles from Georgetown : the projected 
length to the Ohio at Pittsfleld is 340 miles: the Alleghany Momitain is to be 
passed by a tunnel four miles hi length. 

VIRGINIA. 
Dismal Swamp Canal, partly in North Carolina, connects the waters of the 
Chesapeake with Albemarle Sound, 22} miles.— The James River Canal extends 
from Richmond 30| miles ; witti this, the Blue Ridge Canal, seven miles in length, 
and some other short cuts, the navigation of James River into the valley is effected. 
^The Roanoke Navigation is a series of cuts, locks, and sluices, rendering the 
river navigable from Weldon, in North Carolina, to Salem in the valley, 244 miles. 

NORTH CAROLINA. 
The Dismal Swamp Canal is partly in this state and partly in Virginia : the 
North-West Canal, six miles in length, is a branch of this work.— Weldon Canal 
passes round fiills in the Roanoke 12 mOes. 

SOUTH CAROLINA. 
The Santee Canal, 22 miles in length, connects the Santee with the Cooper 
River, which enters the sea at Charleston harbour.— The Wfaagaw Canal, of 10 
mOes, was commenced, but is given up.— Columbia, Camden, and other canals, 
have been constructed round the falls of the Saluda, Wateroe Pedee, and Broad 
Rivers. 

GEORGIA. 
The Savannah and Ogeeehee Canal extends from Savannah to the Ogeechee, 16 
miles; it is to be continued to the mouth of the Oconee, in ttie Alatamaha, 80 miles. 

FLORIDA. 

It has for some time been considered a desirable object to form an inland 
communication between the gulf of Mexico and the Atlantic Ocean, by a canal 
across the peninsula of Florida. Sudi a woi^ would enable vessels to avoid the 
dangerous navigation among the Bahama Islands, and round the southern point of 
the peninsula. Several routes have been surveyed, from the St. Mary's to the mouth 
of the Appalachicola and the Suvranee, and from the St John's to the Suwanee and 
to Hillsborough Bay. 

ALABAMA. 

The Mussel Shoals Canal will extend from Florence, at the head of steam boat 
navigation in the Tennessee, to a point above the Shoals, whence the Tennessee and 
Holston may be ascended to Knoxville, 700 miles tram the mouth of the former 
river. 

LOUISIANA. 

Carondelet Canal is a short cut, admitting small sea vessels, fttmi lake Pontchar- 
trafai into a basin in the rear of New Orleans. The New Orleans and Teche Canal, 
from that city to the AtchaiUaya, near the mouth of the Teche, is about 100 miles 
in length. 

KENTUCKY. 

The Louisville and Portland Canal, passhig the fiUls in the Ohio below Louisville, 
is above two miles in length and 200 feet wide at the top : it overcomes a fell of 24 
fleet, and admits steam vessels of the largest size. 

ILLINOIS. 
It is proposed to construct a canal firom Chicago, on Lake Michigan, to Uie month 
of the Vermillion, in the Illinois, a distance of 96 miles. 
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orao. 

The Ohio Canal extends from Portsmouth up the Scioto, a little below Colombus, 
thence through Newark to the Muskingum, at Coshocton ; up that river and down 
the Cuyahoga to Cleaveland, 316 miles ; with navigahle feeders to Columbus, 1 1 
miles, and Granville, 6 miles, &c., and a lateral canal of 9 miles to Lancaster ; 
total length 341 miles. The Miami Canal extends from Cincinnati to the Miami, 
near Hamilton, up the valley of the Miami to Dayton, 66 miles. It is to be continued 
to the Muamee, at Defiance, and down that river below the rapids. The Wabash 
and Muamee Canal will terminate in this state. It is probable that the Ohio and 
Pennsylvania Canals will be united by a Canal extending from Akron, on the former, 
to the Beaver division of the latter, a distance of about 1 10 miles. 

INDIANA. 
The Wabash and Erie Canal, to extend from the mouth of the Tippecanoe to below 
the rapids of Muamee, at Fort Meigs, in Ohio, a distance of 200 miles, is in progress ; 
130 miles of the route is within the limits of Indiana. 

UPPER CANADA. 
The Welland Canal forms a communication, by lake Vessels of 120 tons, between 
lakes Erie and Ontario. It is 41 miles in length, 56 feet wide, and 84 feet deep ; 
summit level 330 feet. The Rideau Canal extends, in a circuitous course, from 
Lake Ontario, at Kingston, down the Rideau to Hull ; the excavation is 20 miles, 
but the whole'navigation 160; lockage, 437 feet; 47 locks. 

BRITISH AMERICA.— UPPER CANADA. 
There are two canals in this province: the Rideau Canal extends ftx)m Lake 
Ontario, at Kingston, down the Rideau to the Attawa ; the whole distance is 160 
miles, but the actual excavation does not exceed 20. — The Welland Canal passes 
fjrom Lake Erie to Lake Ontario ; length, 41 miles ; depth, 8} feet ; width, 56 feet ; 
of dhnensions, therefore, to admit lake vessels. 



Rating of Railways.— No. 202. 

When railway diyidends were reduced, efforts were made to reduce 
expenditure, and amongst other things rates and taxes. On this 
subject Mr. Laing, in a pamphlet published in 1849, said:— 

** In the case of the London and North Western Railway, it appeared, by a retnrB 
made to Parliament, that the land occupied by the raflway in the six counties of 
Middlesex, Hertford, Bucks, Northampton, Warwick,and Worcester, was previously 
assessed at an annual value of je2,445, and contributed the 150th part of the total 
rates of the parishes in which it was situated. The same land appropriated to the 
purposes of the railway was assessed at £128,007, and p^d one-third of the total 
rates of the parishes. 

*' The Brighton RaUway passes through sixteen agricultural parishes between 
London and Brighton, the united acreage of which is 86,508 acres. Of this the 
railway occupies 693 acres, in respect of which occupation it pays about £10,000 a 
year, or £14 per acre per annum, being one- third of the total rates of these 
parishes. In one extreme case, that of the parish of Coulsdon, the Brighton and 
South Eastern Railway Companies occupy together fifty-three acres of poor 
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agricultural land, out of 4,200 acres in the parish, and pay fikuier more than 
seventy-five per cent, or three-fourths of the whole rates." 

Further on, Mr. Laing, speaking of the proceedings of the Court of 

Qaeen's Bench in the case of the Great Western Railway Company, 

remarked : — 

*' The question which Lord Denman felt himself precluded fh)m answering is one 
yiblch to some railway comi>anies would make a difference of £20,000 a year in the 
amount of their rates. It is not too much to say that, if this question could he raised 
before some proper tribunal, and brought to a final adjudication, the market value 
of the existing railway property of the kingdom would be affected to the extent of 
£1,000,000 by the result." 

The following was a striking case in point :~- 

" The Inhabitants of the parish, who make the rate in the first instance at their 
vestry meeting, are parties to the mitt and every man present has a direct pecuniary 
interest in making the rate on the railway as high as possible. I know an instance 
of two adjoining parishes in Hertfordshire, in both of which the rates were formerly 
9s. in the pound. One of them has been fbrtunate enough to have a little angle of 
its land intersected by the London and Birmingham Railway ; while the other is 
tantalised by the sight of the line running for some distance within one hundred 
yards of its boundary, without actually touching it. The consequence is, that in the 
lucky parish of North Church they have got their rates down, at the expense of the 
railway, to 1«. 6 J. in the pound ; while their less fortunate neighbours in Wiggington 
are still rated at Is. I " 

The pamphlet stated one or two other considerations against the 
excessive assessment of property which brings no burthen on the 
local rates, and Mr. Laing went on to remark: — 

** One thing is perfectly clear, that in attempting to apply the ordinary law of 
rating to the case of railways, the Court of Queen's Bench have practically arrived 
at a result by which profits of trade are made the subject of assessment. 

" As the law stands at present, under the decisions above referred to, a railway 
company whose annual receipts are £200,000 and expenses £100,000, and which 
has a working stock worth £200,000, upon which twenty-five per cent, is allowed 
for depreciation and tenants* profits, will be rated upon a rental of £50,000 a year. 
If, in the course of the next twelve months, by a better adjustment of its trains and 
fares, it raises its receipts to £225,000 — ^whfle at the same time, by closer attention 
to economy, it reduces its expenses to £75,000— 'it will be assessed upon £100,000 
a year, histead of £50,000. In other words, it will have to pay rates upon every 
penny of additional income which has been earned by substituting fimgality for 
extravagance, and good for bad management. On the same principle, a trader or 
manufacturer would be assessed in precise proportion to the profit which, with a 
given amount of capital invested in moveable machinery, he had realised fi-om his 
trade in the course of the year. This is so obvious that a very general opinion is 
entertained in the legal profession that the principle of railway rating laid down by 
the Court of Queen's Bench would be reversed, as leadhig to a distinct violation of 
the principle that profits of trade are not rateable, if an appeal lay to the Exchequer 
Chamber.'* 
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Railway Promises versus Performances.— No. 203. 

There are few cases on record in which so many persons have been 
bewildered and suffered by the glittering predictions so plentifully 
bestowed on the proprietors of railways, and the results of which have 
been so much at variance. I recollect Mr. Glyn, M,F., the chairman 
of the London and North Western Railway, was blamed some years 
since for honestly telling the proprietors that he was not certain they 
could always maintain a 10 per cent dividend. Had every railway 
director been equally candid we should not have had to deplore the 
disasters that have followed. 

MIDLAKD RAILWAY. 

At the half-yearly meeting of the Midland Railway, 19th January, 
1846, Mr. Hudson, the chairman, remarked: — 

*' They must look at this property of jCS^OOO.OOO or £9,000,000 as they would look 
at a soand commercial enterprise, and not be deterred from protecting and 
increasing that property by any reasonable risk that it might be necessary to 
encounter. Arrangements might perhaps be made in respect of some of these lines," 
(referring to the schemes for new lines for which Parliamentary sanction was about 
to be sought io the succeeding session), ** but he would repeat tliat the directors 
could not, under existing circumstances, recommend the abandonment of any of 
them. He hoped that Parliament would sanction, if not all, at least the greater 
portion of them, and that, ere long, the diyidend of the Midland Company would be 
a 10 per cent. one. (Applause.) **— Railway Record, 

At the same meeting, Mr. Hudson spoke in reference to these 
schemes as follows: — 

** (Gentlemen, in selecting the lines which I have now ttie honour to submit, two 
great principles guided us— the first, whether or not the construction of any given 
line would be advantageous to the country ; and, second, whether the Midland 
Company ought to make it. We are not deterred fin)m our purpose by what has 
recently occurred in connection with new schemes. We felt that your property 
possessed fiur greater stability ; and it was to continue, and increase that stability, 
that we projected these lines, believing them to be beneficial to the community, and 
productive as well as protective to yourselves." 

At the same meeting, " a proprietor thought the company had better finish 
the lines in Iiand, before they undertook so extensive a scheme. — (Laughter). 
Should the company get involved in four millions of debt, it would be a very serious 
matter.— (Renewed Laughter)."— itai/twiy Record. 

With regard to the Leeds and Bradford lease at 10 per 
cent, in perpetuity, Mr. Hudson, at the July meeting of 1846, 
said: — 

** Gtentlemen, I repeat that I shall be most happy to be leasee under you— to give 
any security you like— and to take all the risk if I am to get all the profit I cannot 
say more to prove to yon bow highly I think of the line ; and with these views, and 
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believing that not only v^ it pay of itself, but prove, In the highest degree, i«o- 
tective of your interests. I beg leave to move this resoluticm, sanctioning the 
proposed arrangement.** — EaUtoay Record. 

« I am proud to say that I have never yet recommended a course of policy that 
has not proved eminently successful. I defy any person to shew to the contrary." 

In 1849 we find a Committee of Investigation is appointed, and a 
greatlj reduced dividend declared. 

EASTERN COUNTIES RAILWAY. 

At a special meeting, October 30th, 1845— the first at which 
Mr. Hudson presided — he said, — 

** Gentlemen, — I am now sufficiently acquainted with the position of this Com- 
pany to feel confident in assuring you that there is no line in the kingdom which 
should yield a better dividend than the Eastern Coimties Railway. 

" It will be one of the best means of investment connected with the Railway 
system of this country.** 

At the conclusion of the report of this speech, the editor of the 
"Hallway Times" of 1st November, 1845, makes the following 
comment : — 

" The honourable gentleman sat down amidst loud and long-continued cheering, 
with waving of hats, handkerchiefs, &c. In fact, the whole proceedings were 
accompanied with such enthusiastic applause, that they appeared more like those 
of a meeting of the friends of some successful candidate for Parliamentary honours, 
than the matter of business proceedings at a Railway meeting.** 

And the following remarks upon this speech in a leading article 
of the " Railway Times" of the 1st November, 1845, may be accepted 
as evidence of the interpretation generally put upon it at the time : — 

"Hence arises his** (Mr. Hud8on*s) "extraordinary success, and the devoti<m 
with which his views and opinions are followed I That he should, as his last 
prophecy on record, predict a success to the Eastern Counties lines to be such 
that the shareholders are sure to receive, ere long, 10 per cent, per annum for the 
entire partnership-capital embarked, does not surprise us.** 

In April, 1849, the following remarks are made : — 

The Morning Herald states that some differences of opinion among the members 
of the Committee of Investigation appointed by the shaoreholders of the Eastern 
Counties Railway Company may delay the publication of their report for a short 
period. *' We have good reason for believing that the evidence laid before the 
Committee shews, to a very serious extent, the payment out of capital of sums 
that should have been charged to revenue. It is stated to us that during the last 
three years upwards of jSlbOfOWi have been carried to the capital account, a large 
proportion of which should, most unquestionably, have been paid out of the cur- 
rent traffic receipts. For instance, it is stated that some of the coke consumed 
by the locomotives employed in working the ordinary trade of the Railway, and 
that the clothing of the guards, &c. have been charged to capital." Mr. Hudson 
has been examined at length by the Committee, relative to the financial affais%,<;^^ 
H 
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that Company. It was impossible for his ex-mi^esty to refiise obedience to the 
summons of the Committee, because he had taken the financial department 
entirely under bis own control A most graphic account has been given of what 
took place while Mr. Hudson was under examination, "but no description on 
paper (says the writer) could give you any adequate idea of the aflUr " The Ch^- 
man of the Committee is Mr. Williana Cash, a member of the Society of Friends. 
Never since his accession to his iron throne was the member for Simderland 
treated with so little ceremony. " George Hudson,*' said Mr. Cash, ** wilt thou 
take a seat ? As thou hadst the financial department of this Company under thy 
special control, thou art required to answer a few questions which the Committee 
will put to thee. Didst thou ever, after the accountant had made up the half- 
yearly accounts, alter any of the figures ?'* Mr. Hudson, in a subdued tone, 
answered, after a moment's hesitation, ** Well, I may perhaps have added a thou- 
sand or two to the next account." ** Didst thou ever add j£'10,000?'* continued 
Mr. Cash. " Ten thousand ! that is a large sum.** " It if a large sum, and that 
is the reason why I put the question to thee. Wilt thou give the Committee an 
answer— yea or nay ?'* Mr. Hudson, in a very subdued tone, and evidentiy much 
embarrassed, replied, " I cannot exactiy say what may have been the largest sum 
I carried to the following account.** " Perhaps, George Hudson, thou couldst 
inform the Committee whether thou ever carried to the next account so large a 
sum as j£'40,000 ?" *' Oh, I should think not so large a sum as that !** ** But 
art thou quite sure thou never didst ?*' Here agfdn the quondam monarch of the 
Railway kingdom shewed considerable hesitation and embarrassment, on which 
his Quaker inquisitor did not further press the question j and putting the ques- 
tions, drawn upon a sheet of paper, into his hand, observed with a dry nonchalance 
which must have been very annoying to the quondam Chairman of the Company, 
" C^rge Hudson, take the questions home with thee, and send written answers 
to the Committee at thy earliest convenience !'* Never, it is said, was there so 
marked a change, in so short a time, in the manners and api)earance of a man 
Formerly even his colleagues in the Directorship were afhdd to speak to him ; 
but now be is all humility, mildness, and docility— willing to answer any question, 
and to do anything he is asked. 

YORK AND NORTH MIDLAND RAILWAY. 

Mr. Hudson, at a half-yearly meeting, 5th Aagust, 1845, said : — 

" We may congratulate ourselves, that, during the present session, we have 
added 64 miles to our Ridlway— (cheers) j— and have thus extended our means of 
paying you your dividend. There is no doubt that we shall be enabled to add a 
considerable extent of country next session of Parliament.** 

And at a half-yearly meeting, August, 1847, when 10 per cent, 
dividend was declared ; — 

" Gentiemen, — It is not for us to estimate precisely the effect which the opening 
of these lines'* (aUuding to the extensions of the York and North Midland Railway 
then about to come into operation) "will have on the parent undertaking; but 
if the traffic should realise the expectations of the Directors, I hope we shall be 
able at our next meeting to declare the same amount of dividend as we have the 
pleasure of submitting to you to-day. At the same time, I will not disguise fh>m 
yea that there may pouMj'be a diminution of our dividend for the next half-year; 
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but I entertain not the slightest doubt that, in the following year, you will receiye 
not only your accustomed 10 per cent., but also some compensation for any 
deficiency that may in the interim arise. (Hear, hear, hear.)' 



\»» 



On the 6th September, 1849, we find a stormy meeting receiyes 
the Report of a Committee of Investigation, and no dividend. 

YORK, NEWCASTLE, AND BERWICK RAILWAY. 

At the latter end of 1846 a negotiation was on foot between the 
York and Newcastle, and North British Companies, for lease of the 
latter, when the York and Newcastle famished a statement of their 
prospective profits in 1850, of which the following is the substance: — 

Estimated gross receipts in 1850, viz.: — Per Week. 

York and Newcastle ifi"22,000 

Newcastle and Berwick 5,000 

Total j^27,000 

Less, — working expenses, at the rate of about 27 per 

cent, on receipts 7,364 

Estimated profit i^l9,636 

which amount was calculated as sufficient to produce a dividend of more than 10 
per cent, per annum upon the whole capital employed. 

And at a meeting of the York and Newcastle Company, February, 
1847, Mr. Hudson said, — 
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Gentlemen, — I have gone very carefully into this matter, and I think I can 
adduce such figures as will satisfy you that, although our engagements are really 
heavy, we shall have heavy receipts to meet them. (Hear, hear, hear.) Gentlemen, 
I have never disguised from you that I think we paid for the Great North of 
England Railway an excessive price, and that the demand made upon us by that 
Company ought not to have been made. However, we had the courage to make 
the arrangement ; and it is satisfactory to know that, after paying the rent, we have 
maintained our dividend of 9 per cent., and that there is a fair prospect of still 
maintaining it, not only on the present capital, but on any fiirther amount that 
may be required for new lines. (Hear, hear.)' 



\»» 



Also, at the half-yearly meeting, August, 1847, — 

" I assure you, gentlemen, it gives me very great pleasure to inform you that, 
what, on the occasion of our last meeting I ventured to anticipate as to the pro- 
ceedings of the York and Newcastle Railway Company, has been most fliUy 
realised. (Applause.) I believe that my calculations have been verified in every 
part. (Hear, hear, hear.) I told you that I expected the surplus would be about 
j6'24,000 or j6'25,000; and so it is, after paying the guaranteed interest in respect 
of the Great North of England shares and your dividend. (Hear, hear, hear.) 
I anticipate a further improvement during the current half-year, and that we shall 
be able to pay 9 per cent., not only on the old shares, but on the new." (Applause.) 

Ibid. *' On the whole, gentlemen, I am quite satisfied that no Company has 
better prospects than this. (Hear, hear, hear.)** — KofUtoov BMordi. 
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' In the second Report of the Committee of Investigation of this 
Company, dated I2th July, 1849, we find, amongst other things, 
Mr. Hudson is charged with — 

" Taking up and paying off the calls on 2,d45 shares in the Sunderland Dock 
Company, over and above 3,000 shares authorised by the shareholders at a general 
meeting, with the Company's funds. 

*' The appropriation to himself of large surpluses of shares, with the profits and 
premitims thereon. 

'* The creation of 14.000 more shares than were made known to the shareholders, 
and the taking at different times for his own benefit of many thousand shares, 
then at high premiums, on the sale of which he made immense profits. 

" The application of large sums to his own account, given him to pay other 
parties, for which there was no payment made, and some of which were paid by 
the Company during the time he held the money for paying them." 

And in " Herapath's Railway Journal" of the 15th September, 

1849, is the following : — 

Mr. Hudson's Profits. — "The following items have been culled out of the 
five reports already published on the York and Berwick, and York and North 
Midland Railways, of Mr. Hudson's profits. They are not pretended to comprise 
the whole. The amount, it will be seen, is the trifling sum of j6'593,695, of which 
j^l68,787 has already been repaid. If such be the opportunities of gain, can we 
wonder at the desire and anxiety evinced to get into directions ? There is not 
here included the j6'90,000 received from the Bank of England, nor the original 
Newcastle and the Scarborough surplus shares given him, together about .3^0,000. 
" Money belonging to the Railways in Hudson's possession, and returned by 
him: — 

Great North of England Purchase Account j^ll ,292 1 

Returned on East and West Riding shares 16,000 

Money belonging to landowners 26,000 

Contractors 42,479 13 7 

North British money 62,267 14 3 

Ironrails 9,000 

Money returned and paid by him 167,039 17 10 

Interest on two Bonds, Bank of England 1,747 4 5 

Totalrepaid 168,787 2 3 

To Pay :— 

Sunderland Docks 41,000 

Due on 2,075 East and West Ridhig shares, say 15,000 

Profit on Berwick shares 145,704 

Ditto Extension 4,0«0 

BrandUng Junction 42,000 

Ironrails 55,000 

East and West Ridfaig shares 60,000 

Difference in fa^n 2,203 12 II 

Hull and Selby Purchase shares, for which he has given 

hisbiU 42,000 

Difference to return for his land at Londesborough 18,090 

4^593,694 15 2 
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" We may here observe, that the arbitration on the sum Mr. Hudson ought to 
receive for the damage done by the two Railways passing through his Londes- 
borough estate has been concluded, and j6'18,(H)0 or j6^,000 awarded as the ftill 
amount he was entitled to. He had received ^38,000, and will therefore have to 
return j6'18,000 to j6'20,000 overpaid to him. Legal proceedings, we hear, have 
already been commenced against him for the recovery of large sums he hai made 
out of, or by, the Railways." 



TraTellins Seventy Years Aso.— No. 204. 

The following advertisements of ** flying machines," extracted Arom AritU 
Birmingham Gazette of the 11th November, 1765, will raise a smile in these days 
of express trains and electric telegraphs, and serve to indicate the progress which 
has been made in locomotion diiring the last sixty years : — " Birmingham Flyihg 
Machine, thro* Coventry, in one day and half, during the winter season, to 
carry four passengers only, sets out from the Castle and Faulcon, in Aldersgate 
Street, London, every Monday and Thursday, at four o'clock in the morning, and 
gets to the Dolphin Inn, in Birmingham, every Tuesday and Friday at noon; sets 
out fi*om the Dolphin Inn, in Birmingham, every Monday and Thursday, at eight 
o'clock in the morning, and gets to London every Tuesday and Friday evenings. 
Each inside passenger to pay one guinea and half, one guinea earnest, the 
other half at entering the Machine: outside pass^igers, and children on lap, half 
price ; to be allowed eight pounds weight for luggage ; all above to pay twopence 
per pound. Perform'd, if God permit, by Thomas Jordan, Birmingham ; Thomas 
Dullison, Coventry ; John Mott, London. We will not be accountable for any 
cash, plate, writings, jewels, &c., unless entered as such, and paid for accord- 
ingly." "The Birmingham and Stratford Stage Coach goes twice a week in two 
days, for the winter season ; sets out from the Swan Inn, in Birmingham, and 
from the Bull and Mouth Inn, in Bull and Mouth Street, London, every Monday 
and Thursday, at six o'clock in the morning. Both carriages meet at Woodstock 
that night, and return to London and Birmingham every Tuesday and Friday 
evening. Each inside passenger to pay one guinea, half-a-guinea entrance, and 
the other half at going into the coach } outside places, and children in lap, to pay 
half price Each inside passenger allowed fourteen pounds weight for luggage, 
and all above to pay three halfpence per pound j over lu^age to be pidd for at 
getting into the coach. The Fly (in a day and a half) sets out from London every 
Tuesday and Friday, at four o'clock in the morning, and gets to the Swan, in 
Birmingham, every Wednesday and Saturday, at noon ; and sets out from the 
Swan, in Birmingham, every Tuesday and Friday, at nine o'clock in the morning, 
and gets to London every Wednesday and Saturday evening. The carriages meet 
and lie at Chapel House. Each inside passenger to pay one guinea and a half, 
one guinea to l>e paid at entrance, and the other half-guinea at going into the Fly; 
and to l>e allowed eight pounds weight for luggage, and for all above to pay two> 
pence per pound. Perform'd, if God permit, by John Payton, Stratford; Samuel 
Manning, London. N.B. They will not be answerable for money, plate, or valu- 
able goods, unless booked as such, and paid for accordingly. Post chaises at 
ninepence per mile ; if three persons, one shilling." 
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Vesselfli entering Hnll.— No. 205. 

The following is a Statement of the Number and Tonnage of 
Vessels which Entered the Port of Hull from various Countries, 
distinguishing the Nations to which the Vessels belonged, in the 
Year 1847. 



COU^TTRIBS. 



Russia, Northern Ports 

Ports on the Black Sea 

Sweden 

Norway 

Denmark 

Prussia 

Mecklenbui^ 

Hanover 

Oldenburg , 

Hanse Towns — 

Holland 

Belgium 

Channel Islands *.. . ^ .i .. 

Wnnee 

Portugal 

Axores 

Spain 

Tuscany 

Papal Territories 

Naples and Sicily 

Austrian Territories 

Malta 

Greece 

Turkish Dominions 

Wallachia, &c 

Egypt 

Africa, Western Coast 

India, British Territory 

Singapore 

British North American Colonies 

United States 

ChiU 

Peru 

Patagonia. 

Greenland and Davis' Straits. ... 

Total 



British. 



Ships. 
331 
50 
23 

"7 
47 



118 
144 

04 
3 

47 
7 

31 

16 
1 
1 

23 
3 
3 
2 
7 
1 

15 

1 

7 

1 

127 

13 
3 
5 
4 

14 



1,119 



Tons. 
78,047 
14,406 

3,738 

• • • • 

849 
6,677 



44,416 

29,691 

13,889 

189 

3td30 

552 

2,190 

1,205 

100 

85 

2,907 

607 

698 

184 

894 

94 

4,08.S 

264 

3,227 

317 

53,955 

6,278 

989 

2,361 

1,511 

3,369 



281,302 



Foreign. 



Ships. 
96 
8 

2as 

37 

278 

198 

16 

58 

13 

174 

137 

2d 

15 
3 

• • 

6 
1 

2 
1 



1 
1 
3 



1,357 



Tons. 
17,070 

2.728 
40,152 

4,110 
17,525 
33,788 

1,576 

8,138 

668 

33,603 

11,907 

1,675 

1,684 
315 

1,044 
255 

• • • • 

495 
312 
265 

550 
316 
822 



550 



174,548 



Nations to which thb Vbssbls bblonobd. 



United Kingdom. . . . 

Russia 

Sweden 

Norway 

Denmark 

Prussia 

Germany 

Holland 



Ships. 

1,119 
60 
213 
150 
281 
132 
339 
139 



Tons. 

281,302 
16,730 
26,271 
23,121 
18,334 
26,276 
48,022 
11,543 



Belgium . . . . 

France 

Spain 

Italian SUtes 
United States 
BrazU 

Total 



Ships. 

21 
11 
1 
7 
2 
1 



2,476 



Tons. 

1,596 

1,029 

104 

1,842 

560 

130 



455,850 
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Brittsh and North America Royal Mall Steam Ships. 

No. 206. 

During the year 1848 these unequalled vessels made forty-four royages each 
way across the Atlantic, making in all eighty>eight, and carried d»9d5 passengers, 
namely, 1 ,689 out and 2,2d6 home. The average length of passage from Liverpool 
to Halifax was twelve days and two-and-a-half hours. The longest was that of 
the Britannia, in March, eighteen-and-a-half days. The shortest passages were 
as follow: — 

Days* Hrs. 

Liverpool to Halifax, the Europa, in October 8 18 

Liverpool to Boston, the America, in June 10 6 

Liverpool to New York, the Europa, in October 10 23 

Boston to Liverpool, the Niagara, in July 10 10 

New York to Liverpool, the America, in November 11 11 

The America made the best running outwards of the four new boats, her average 
passage to Halifax having been ten days two-and-a-half hours; Europa's, ten 
days four-and-a-quarter hours ; Niagara's, ten days four-and-three-quarter hours. 
The Canada made but one passage aat.—Hai^ax Chronide, Aprils 1849. 



Cost of Railway Stations.— No. 207. 

Mr. Ric&rdo, M.P., made the following remarks at a meeting of 
the North Staffordshire Railway, 31st January, 1 849 : — 

" The first line he would take as a comparison was the Northampton and 
Peterborough Railway: it was not a very first-rate line, but was a fair specimen. 
The erection of stations on the Peterborough line cost jfi* 1,300 a mile, and they 
averaged five miles apart. The average distance of the stations was a great 
element in the comparison. On the Peterborough line, with an average distance 
of five miles, the stations cost j^I,300 a mile. On the Chester line they averaged 
54 miles apart, and cost j6'1,700 a mile. On the Lancaster and Carlisle they 
averaged 5| miles apart, and cost ^6*1,560 a mile. On the Trent Valley Railway, 
into which the North Staffordshire lines ran, the stations cost ^6*1,720 a mile, 
and they averaged 5 miles apart. The stations of the North Midland Railway 
cost j^2,250 a mile, and they averaged 5 miles apart. The stations on the North 
Staffordshire Railway, averag^g 4 miles apart, only cost j6* 1,300 a mile. (Hear, 
hear, and applause.) He was here stating positive facts. What he had stated 
could be proved from the books of the Companies themselves ; and he pledged 
his word, that the statements he had read were to be depended on. Here, then, 
was an important fact. On their own line the stations, averaging four miles 
apart, being more numerous than those of any other, only cost ^1,300 a mile, 
which was less than any of the lines he had mentioned. It did not exceed the 
expenditure of the Peterborough line, where the stations averaged five miles apart. 
(Hear, hear.) He would now come to the station in which they were then met 
[the Stoke station] . The dissatisfaction which existed with regard to this station, 
he believed to be very great. Shareholders, in looking up to the windows, imagined 
themselves all going to ruin, because they* were cased with stone, and rather 
ornamental in their appearance. (Laughter.) This was a fact; but he hoped to 
calm their fears in that respect. AU he aaked {ot> -svvaloia-^^aK) ^acd^ v:c«i(2)X Vist "Q&k. 
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statements he should make. If any one doubted the statements, they would be 
allowed to hispect the books, in order to satisfy themselves of their correctness. 
Now the Cambridge station, which is entirely a local station, cost j6*30,000; the 
Chester station cost j^45,000; and the Peterborough station cost ^6*90,000. The 
Stoke station only cost jfSO,000. (Hear, hear.) Particularly he called attention 
to the fact, that the Cambridge, Peterborough, and Chester stations were simply 
fbr passengers and traffic; while the Stoke station was one in which not only the 
traffic of the Railway and Canal (amounting to 250 miles in length), but also the 
business of the executive, was carried on. The secretary and his clerks were 
accommodated there; in fact, every office was carried on in the building where 
they were then assembled. The rent which was paid for the building in London, 
where the executive was formerly located, amounted to ^6*600 per annum. This 
would give them a capital of about ^6*12,000; and if they deducted this sum from 
the other i)ortion8 of the building, so as to make it on a par with others, the 
actual cost of the station was only ^6* 1 8,000, or something like half of what the 
lowest had paid. (Hear, hear.) He would go into ftirther particulars, and state 
to them the saving which might have been effected. The only thing which they 
could have saved in that station (for there was not a room which was not occupied, 
and he believed that there were complaints that there was not room enongh) 
the only i)ossible saving they could have effected, supposing they had built the 
plainest building imaginable, would have been the stone work, — all those beautiAil 
ornaments about which so much noise had been made. He had been at some trouble 
to ascertain the cost of these, and he found it amounted to j^,758. (Loud cries 
of 'Hear, hear.') But they must bear in mind there was something to be 
deducted from this sum. If they had not had stone, they must have had some- 
thing else — ^brick or wood. They must deduct ^6*500 for the bricks that would 
hmre been substituted, and they must make a farther deduction for the stone 
that could not have been dispensed with; for there must be copings and dlls to 
the windows, and these would have cost j^OO. Deducting, therefore, j^1,200 
troxa ^S2,766,''ihere would remain ^^1,558 as the price of the ornaments, which 
they might hmre saved by making the station one of the ugliest in England." 



WolTerton In 1849.~No. 208. 

Upwards of 7,000,000 travellers are annually draughted through Wolverton 
northward, but they have no opportunity of noticing or knowing, as the trains 
■top only a few minutes, the rising Railway town, consisting of a series of compact 
rows of red brick cottages, and forming a complete colony of handicraftsmen and 
mechanics. A few years ago it was an immarked si)ot ui)on the map, nothing 
bat ploughed and pasture land, bleak, and almost without an inhabitant. Though 
tt stands low and on the banks of the Grand Junction Canal, it is considered very 
healthy; but it is a remarkable fact, and one that has baffled the inquiries of the 
sanitarians of the town, that the mortality amongst the children is greater than 
that of any other town in the kingdom. A sum of ^6*1,600 is disbursed here 
weekly in wages, and the Company's total stock of engines is 800, which, at 
jtfl,500 each, represents a capital invested in locomotives of something like half 
a million. A sum of J02,5OO has been voted by the Directors for the establishment 
ti^sJaecbanic*MiDMtitaHonaibo\it to be constructed, together with baths and wath- 
taiuem an the metmpoUtan principle. 
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Dos TraTelUne bjf Railway.— No. 209. 

The "Derby Mercury," in August, 1849, relates the following 

singular anecdote : — 

" A terrier dog having been accustomed to travel with hia master by Rail from 
Matlock to Matlock Bridge station, took it into his head to start Railway traveller 
on his own account. Now, Master ' Spot' had a little acquaintance of hia own 
species near the bridge, to whom he was accustomed to pay frequent visits, and 
finding walking, or rather running, somewhat fatiguing, he adopted Rail travelling 
by preference, and has gone by himself, sometimes once a day, ftvm one station 
to the other, invariably coming back by the return train, and never once making 
a mistake by taking the express train, which does not stop at Matlock Bridge 
station." 

North Staffordshire and North Western Railway.— No. 210. 

At a meeting of the North Staffordshire Eailway Company, 31st 

January, 1849, the Chairman, Mr. Ricardo, M.F., gave the following 

explanation of the arrangement between their Company and the 

London and North Western Company: — 

" Now, they must recollect, that, when first the line was brought forward, it was 
under the sanction and patronage of the London and Birmingham Company. 
They had obtained the use of the Trent Valley line, and, by the two Railways, 
they could find their way to Manchester without the aid of the Grand Junction 
at all. When they (the Directors of the North Staffordshire) first heard of the 
contemplated amalgamation of the Companies, they agreed that it would be well 
that a clause should be put in, so that they ought not to be thrown overboard. 
He and their solicitor, Mr. Birchall, had an interview with Mr. Glyn and his 
solicitor. The result was, an agreement drawn up by Mr. 61yn*s solicitor } and, 
said the honourable gentleman, ' Here it is.' (Applause.) It was as follows : — * It 
is understood l>etween the undersigned, that the North Staffordshire Railway 
Company are to have every reasonable facility for the transmission of their traffic 
over the united London and Birmingham, Grand Junction, and Manchester and 
Birmingham Railways; and that such mentioned Companies shall use the North 
Staffordshire line for the transmission of their direct Manchester traffic, and 
shall have the like facilities afforded to them for the transmission of siich traffic ; 
and that any misunderstanding as to the effect of this memorandum shall be left 
to arbitration. It is also further understood that each Company shall charge its 
tollage and mileage rates to the other. It is further understood that the expres* 
sion ' direct' is intended to apply to the distances between station and station. — 
Signed, G. C. Glyn, J. L. Ricardo.' (Loud applause.) He felt perfectly satisfied 
himself as to that document; and he could not believe for one moment Mr. Glyn, 
or any one else, would, as soon as this line was opened, put any difficulty in the 
way of carrying out an agreement like that. In the course of six months they 
should be able to take the whole of the direct traffic over their line; and, taking 
the whole of the facts into consideration, he could not see by what pretext, either 
in law or reason, the agreement could be rendered void; he did not see the 
slightest difficulty in the way of their having the whole of their through traffic 
carried over their line.'* 
h2 
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The Xieieester Coal Fields.— No. 212. 

These fields (fh>m which the county of Rutland, Stamford, Peterborough, and 
the neighbourhood will, on the opening of the Railway now in course of construc- 
tion, derive their principal supply of coals) extend under a surface in that county 
alone, of upwards of 36,000 acres, viz., flnm Lount in the north to Bagworth (and 
probably further) in the south, and flnm Coleorton and Whitwick in the east to 
Oakthorpe and Swepstone in the west, and there is little doubt that they unite 
with the Derbyshire and Warwickshire fields. Nearly the whole of these coals 
are accessible for getting ; and it has been calculated that if 150,000 tons are dug 
annually, it will take 10,000 years to exhaust them. There is, therefore, no fear 
of any deficiency for many generations to come. The Derbyshire coal, flnm Clay 
Cross, near Chesterfield, and other places, will be, immediately on the opening of 
the Railway to Petei1)orough, brougfht along the line. Stamford formerly was 
supplied with coals by sea and the river Welland, and by canal from Derbyshire j 
but since the opening of the Leicester and Swannington Railway, about 17 years 
since, the Derbyshire coal has in a great degree been supplanted by that of Leices- 
tershire, and there is little doubt that sea coal will ere long be entirely superseded 
in the neighbourhood. Considerable quantities may also be expected flnm the 
Nottinghamshire pits by the Erewash Valley Railway to the Midland line.— 
Nottinffhmm Mercwy, March, 1848. 



Railway OIBeera wUllnflr to fflTe Information.— No. 2U. 

On this subject Mr. ScriviDor remarks, in his work on Railways, 
in 1849,— 

*' I must here be allowed to acknowledge the courtesy and prompt attention 
received ftt)m the secretaries to the various Railway establishments generally, 
who have responded to the frequent calls upon their time and attention that I 
have had occasion to make, while occupied with this work, in the most handsome 
and efficient manner ; nor has there been apparent, on the part of the Directors, 
the slightest desire to withhold or mystify any portion of the information sought 
after -, on the contrary, they have shewn a ready disposition to meet my wishes 
on all subjects ; and their communications to me have been distinguished by a 
frank and candid spirit, no less than by the distinctness of the statements made 
in them. For the many favours thus conferred I now offer them my cordial 
thanks. The secretaries have contributed much to the perfecting of this work j 
and I have great pleasure in noting their friendly services, and recording them 
here, in the hope this testimony may be received by them as an acknowledgment 
due from me, and in expectation ft will be accepted by the public as evidence that 
no vexatious barriers are raised at the Railway Boards to hinder research or stifle 
inquiry } but that the official gentlemen connected with them are forward to help 
those who seek after infors^tion." 



Capital In Gas Works In 1849.— No. 214. 

It is stated that no less a sum than j6'I5,000,000 is already invested in gas works 
in the United Kingdom. The charges for the supply of gas vary very much, 
especially in the provinces. 
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Weicl&t of Aa/pm Grown 



Below is an Account of the Total Number of Pounds Weight of 
United Kingdom, from the Year 1840 to the Tear 1848, both 



COLLBOTXONS. 



Barnstaple 

Bafh .^ 

Bedford 

Cambridge .. ., 
Canterbury . . , 

Chester 

Cornwall .... 

Derby 

Dorset 

Essex 

Exeter 

Gloucester.... 

Grantham 

Hants 

Hereford .... 

Hertford 

Isle of Wight 
Lincoln 

Lynn 

Northampton 

Norwich 

Oxford 

Plymouth . . . . 

Beading 

Bochester . . . , 

Salisbury . . . , 

Salop .; 

Stourbridge . 

Suffolk 

Surrey 

Sussex 

Wales Middle 

WelUngton 

Worcester . 

York 



• • • • 



1840. 



24 

6 

146 



1,201,630 



313 

670 

2,178 

3,762 



214,274 
83,015 



67 

11,270 

1,035 

66 

206 



5 

63 

4,853,684 

128,642 



8,446 

3.732 

181 

642,978 

36 

8,604 



7,114,917 



1841. 



2,070 

170 

3,086 

1,316 

7,067,618 



187 

36,900 

6,919 

107,346 

60 

2,108 

9,694 

994,853 

1,801.138 

106,906 

601,828 

196,372 

4,640 

850 

1,363 

4,922 



2,503 

10,746,981 

8,317 

168 

144,997 

95y413 

3,391 

7,948,570 

6,346 

12,272 

567,908 

7 



30,504»106 



1842. 



1,604 

12,996 
716 
6,661,547 
186 
838 
68,162 
1,674 
148,284 
108 
1,068 
10,442 
1,819,614 
3,121,634 
106,276 
1,106,731 
291,217 
4,947 
440 
838 
8,890 



3,366 

12,273,889 

8,061 

103 

220,165 

172,739 

3,944 

9,091,138 

3,753 

5,514 

792,338 



85,432,142 



1843. 



2,026 



8,979 
6,869,669 



50 

35,540 

4,257 

133,976 

143 

9,828 

592,569 

1,450,341 

89,024 

381,392 

206,547 

6,096 



180 
12.316 



27,862,725 



5,848 

8,442,352 

8,111 

365 

83,641 

104,520 

637 

9,308,181 

2,566 

18,497 

147,124 
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In Bncland.— No. 215. 



Hops charged with Duty, in each of the seyeral Collections of the 
inclusive: — 





1844. 


1845. 


1846. 


1847. 


1848. 




1,985 


13,244 


80,724 
85 


986 


15,908 
1,551 




3,057 


2.664 


3,204 


6,799 


4,954 




4,415,811 


7,547,527 


9,469,504 


10,772,681 


8,982,293 




821 


495 


1,151 


188 


813 




31,202 


12,946 


70,169 


2,829 


30,773 




3,788 


1,188 










98.874 


73,753 


137,286 


208,119 


121,021 




1,381 


2,410 


14,174 


217 


13.441 




4,594 


6,122 


28,091 


986 


7,086 




1,266,691 


691,899 


2,162,846 


538,984 


1,745.632 




2,873,492 


1,377.699 


6.890,812 


256.364 


2.550,411 




64,323 


87,115 


27.108 


35,088 


227 




833,940 


438,629 


1062,362 


914,499 


927,633 




124,164 


67,187 


419,505 


41,510 


208,194 




1,321 


1,279 


6,028 


6,882 






1.148 


2049 


6.958 


553 


2.376 




287 


691 


7,254 


2,223 


7,862 




13,294,266 


10,744,981 


15.857,904 


20,668,189 


16.327,172 




1,982 


1,638 


11,980 


2,880 


3,073 




783 




1,626 


406 


1,398 




151,680 


79,341 


887,938 


10 009 


159,407 




70,851 


46,050 


160,256 


144.756 


104.548 




1,093 


852 


2,342 


1,151 


16,970 




5.698,089 


11,882,168 


14,188,313 


11,494,641 


13,425,393 




6,350 


8,044 


15,321 


736 


9,498 




8,448 












601,826 


440,288 


1,291,595 


39,906 


727,956 




29,286,092 


82,974,749 


60,704»026 


46,184,866 


44,848,986 
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Working Stock of the Lancasliire and Yorkshire Railway. 

No. 216. 

The Committee of Proprietors of the Lancashire and Yorkshire 
Railway, in their Report of January, 1849, gave the following state- 
ment on the Working Stock, as furnished by Mr. E. Woods, of the 
London and North Western Railway, Liverpool : — 

LocoMOTivB Enoinss. — ^The total number is 111, which includes two main 
divisions, viz.— 42 of the older engines^ which have run, on an average, about 
16d,000 miles each; 69 of newer and improved construction, which have run 
about 24,000 miles each. The former lot comprises — 8 engines barely fit for 
work, used in ballasting, &c., and, perhaps, scarcely worth repairing ; 19 engines 
of an inferior condition, working on branch lines, &c.; 15 engines in fair working 
order, and us6d chiefly on branch lines, not being powerful enough for the main 
lines. The second lot consists of engines, none of which have, as yet, run 70,000 
miles, and some of which are quite new, manufactured by the Company — ^by Mr. 
Fairbaim and Mr. Bury — the individuals of each kind respectively being made 
almost uniform in pattern. 

Original cost of 111 engines j6'175,683 

Present valuation of ditto 146,395 

Depreciation d^9,288 

Of this amount j6'913 is the depreciation— say j6'500 on 13 engines delivered to 
the Liverpool and Bury, and ^6*413 on 5 engines to the Manchester, Bolton, 
and Bury. As regards the old class of engines, the depreciation was arrived at 
chiefly from consideration of their present state, and the mileage depreciation was 
calculated therefrom. As regards the modem class of engines, the age of the 
majority of them not being g'-eat enough for the depreciation to be sensibly 
marked, a mileage depreciation was assumed at f d. per mile, somewhat less than 
the average of the older engines. I observed many engines working the ordinary 
traffic ; I accompanied some of them, both with goods and passenger trains, 
without giving previous notice, and found these thoroughly masters of their work. 

TsNDBRS. — The stock is 106. They have usually been supplied with the 
engines, and have nearly the same age. 64 are of the large class, 1,000 gallons, 
and average about thirteen months old ; 42 of a smaller size, 800 to 900 gallons, 
are much older, averaging eight years. None of them appear to have had more 
than the ordinary casual repairs done, I have taken the depreciation at 6 per 
cent, per annum. 

Original cost of lOff tenders j6^,630 

Present valuation of ditto 21,047 

Depreciation j^5,583 

Waooons. — ^The number of waggons, including merchandise, salt, cattle, coal, 
ballast, coke, and brake waggons, is 2,446. I have taken the depreciation of the 
older and lighter class at 6 per cent, per annum, as being more subject to injury 
whilst running mixed up with the modem and heavier class of waggons. I take 
the depreciation of the latter at 5 per cent. No repairs appear to have been done 
amounting to a general renewal. The Company appear to have preferred breaking 
up the whole stock when worn out. About 164 of the original stock have been, 
from time to time, broken up. 
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Origiiud cost of 2,446 waggons ^^187,442 

Present valuation 160,017 

Depredation je^,425 

Carriagbs. — The number of carriages, of all descriptions, is 379. I find that 
many carriages have been, at various times, entirely rebuilt, and others partially 
rebuilt since new. I hare therefore had, in several cases, to reduce the period 
over which the depreciation has extended. I consider the depreciation to 
amount to about 8 per cent, per annum on the close carriages, 6 per cent, on the 
third-class open carriages and horse-boxes, and 5 per cent, on carriage trucks. 
About 269 carriages are new within the last three years. 

Original cost of 379 carriages <i^l00,681 

Present valuation 88,029 

Depreciation ^^12,652 



Gbhtbiial Summart.— Abstract or Valuation or Moving Stock. 




Original 
Cost. 


Present 
Valuation. 


Depreciation. 


Ill Eiurines 


175,683 

26,630 

187,442 

100,681 


146,395 
21,047 

160,017 
88«029 


29,288 


106 Tenders 


5,583 
27,425 
12,652 


2.446 Wantons 


879 Carriages 






490,436 


415,488 


74,948 



Copper Trade of Cbili.— No. 217. 

Chili furnishes an abundant supply of exceedingly rich copper ore. Thus the 
ordinary quality yields 26 to 30 per cent., and a richer ore, called Ej§, yields flnm 
40 to 60 per cent, of pure copper. England imports from Chili largely, amounting, 
previous to 1846, to from 12,000 to 15,000 tons, but this quantity has diminished 
dnce, owing to a very heavy differential duty payable upon copper imported into 
England in foreign bottoms. In 1846 England exported from Chili only 9,698 
tons, equivalent in value to 4^*343,921. It is this differential duty which has 
caused the establishment of frumaces at Hamburgh for smelting copper ore. 
This new course has given return cargoes to German vessels, and has yielded 
large profits besides ) it has freed the north of Grermany ftvm the necessity of 
obtaining bar copper firom England, which alone previously manufactured it. 



A Sheep Roasted AliTe.— No. 218. 

A luggage train, on Tuesday afternoon, ran into some sheep which had strayed 
on to the Midland line at Wigston, and killed two or three of them. On the 
arrival of the train at Leicester it was found that by some means a sheep had been 
forced into the fire-box and was still alive, although the wool was burnt off its 
baclc, its ears from its head, and even holes through the skin. It was immediately 
killed and put out of its tortnre.~£c<oe«f«r Mercury, Apra, 1849. 
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Directors Censured.— No. 219. 

At a meeting of shareholders, in London, of the Oxford, Wor- 
cester, and Wolverhampton Railway, on the 31st May, 1849, 
Mr. Kennedy moved the first resolution, which was to the following 
effect : — 

'* * That Sir 6. Preston, Sir R. Baker, Dr. Fulton, Dr. Corbett, and Mr. J. Stock, 
the parties who compose the section of the Directors, have by their conduct 
forfeited confidence.' It was necessary for him to say a few words in consequence 
of the statement which was made by the counsel upon the mandamus motion on 
Saturday last — that he alone was opposed to the Directors, and that he was 
actuated by personal motives in offering them a * mischievous opposition,* as it 
was termed. He believed the fact was indisputable that he had merely acted on 
behalf of the shareholders of the Company, because he was the only person who 
had paid his calls, and properly qualified to apply for a mandamus. Mr. Fitzgibbon 
also stated, at the action against Mr. Morrison, that the great bulk of the share- 
holders had paid up their calls} but he (Mr. Kennedy) would test the truth of that 
statement by reading the names of the persons who voted at the last half-yearly 
meeting. Sir R. Baker, the Chairman, voted out of 50 shares, and his foreman out 
of 18 j Sir 6. Preston voted out of 50 shares, and his apothecary out of 20 ; Mr. 
Stock voted out of 50 shares, and his clerk out of a like number ; Dr. Fulton voted 
out of 34 shares, and his attorney out of 5. Then there were two gentlemen named 
Gregg, friends of the Preston family, and a person of the name of Curran, who 
voted out of one share each — making altogether 13 shareholders out of a consti- 
tuency of 360, who were hardy enough to come forward and support such men. 
The facts relating to the transfer of shares had not appeared at the late trials. 
Sir George Preston, Sir Richard Baker, Dr. Corbett, and Mr. Stock, transferred 
their shares on the very day that they made the call of jS3 15s., and they had 
promised to meet a committee of shareholders on the previous day, in order to 
consider the propriety of winding up the affidrs of the Company. At that period 
Sir George Preston and Sir Richard Baker held 50 shares each ; but subsequently 
another call of jS2 10s. had been made, and those gentlemen had made further 
transfers to paupers, so that they now only held 30 shares each, the number 
requisite to qualify them as Directors. There were 360 shareholders in the 
Company, holding 6,030 shares, and there was not the slightest doubt that more 
than half of them were held by * gentlemen paupers,' and that at least 1,000 of 
them had been transferred by the present Directors and their friends." 



Cost of Oollectins the Cnstom Dnes.— No. 220. 

The Commercial Association of Manchester, in a letter dated 1 5th 
June, 1849, addressed to the Lords Commissioners of the Treasury, 
London, state as follows : — 

" That, independent of all other considerations, this association begs to direct 
your lordships' attention to the fact, that the revenue collected in Manchester has 
increased in a ratio unequalled in the same time by any place in the kingdom, and 
has been collected at an expense considerably under that of other places. The 
latter fiict ought, on the score of economy alone, to induce the concession of every 
ikcUityfor extending the warehousing of foreign produce in this manufacturing 
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metropollB. In proof whereof I rabmit the following statement, shewing the cost 
of collection at fire of the principal porta of the kingdom, compared with the cost 
of collection at Manchester, the flrst being copied from a document presented to 
a Ck>mmittee of the House of Commons in 1840, by the late chairman of the 
customs (R. B. Deane, Esq.) :— 



Port. 



London ., 
Liverpool . 
Goole .... 

Hull 

Bristol ... 



Amount of 

Customs Duties 

Collected. 



4^ s. d- 
1,431,246 1 2 

4,234,118 6 8 

79,003 13 5 

884,443 9 11 

1,089,475 6 5 



Payment for 

services 

specially 

connected with 

the collection 

of the Revenue. 



4^ s. d. 

402,186 6 

80,964 1 5 

1,526 2 10 

22,603 5 

19,654 6. 4 



Payment for 

services not 

specially 

connected with 
the collection 

of the Revenue. 



^ s. d. 

89,578 19 4 

23,664 13 6 

679 8 

12,910 3 

4,376 9 11 



Total. 



j^ s. d. 
491,769 4 4 

104,628 14 11 

2,205 3 6 

35,513 8 

24,080 16 3 



(Signed) W. DICKINSON, Assistant Compt.- General. 
Office of Compt.- General, Custom House* London, 
16th April, 1840. 

The Customs collected in Manchester amount to j^300,000 per annimi, and are 
collected for i£9,000; and comparing this scale of expenditure to the amount 
coUected at the above ports, the saving to the country, in favour of Manchester, 
would be as imder : — 



Port. 



Cost of 
Collection. 


Would cost in 
Manchester. 


Saving. 


^ B. d. 
402,186 5 


je s. d. 

114,312 


^ a. d. 
287,874 5 


80,964 1 5 


42,341 


38,623 1 5 


1,526 2 10 


790 


736 2 10 


22,603 5 


8,844 


13,759 5 


19,654 6 4 


10,894 


8,760 6 4 


626,934 7 


177,181 


349,753 7 



London . 
Liverpool 
Goole ... 

HuU 

Bristol . 



'* From the above statement, your lordships will observe that the expense of 
collection is — 

In London 3^ per cent, on revenue. 

„ Liverpool 1) ditto. 

„ Goole \i ditto. 

„ Hull 2k ditto. 

„ Bristol 1 13-16ths ditto. 

„ Manchesttr 1 ditto, only. 

And that a total saving of 4^349,763 would be eflfiected, if the coUVction of the 
revenue at the above five places only was conducted upon tiie tame principle as 
is acted upon in Bfonchester. 
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*' The important saving to the country must be quite apparent to your lordships, 
and this association is of opinion that if Manchester were put upon an equal foot- 
ing with other places, the amount now collected, viz., ^6*300,000, would soon be 
largely increased, without adding much, if anything, to the present cost of collec- 
tion (j^3,000) ; thus still further reducing the per centage." 



Quantity of Malt Made and Used.— No. 221. 

The following is an Account of the Total Numbor of Quarters of 
Malt made between the 10th day of October, 1844, and the 10th day 
of October, 1845 — 45-46, 46-47, 47-48 ; distinguishing the Quantity 
made in each Country, and the Quantity used by Brewers, and Vic- 
tuallers, and Retail Brewers : — 

Quarters of Malt Used. 



England ^ Between lOth Octo- 
Scotland \ ber, 1844, and 
Ireland j 10th October, 1845. 

The United Kingdom 



England^ Between 10th Octo- 
Scotland > ber, 1845, and 
Ireland J lOth October, 1846. 

The United Kingdom 



{ 



England ' 

Scotland 

Ireland 



Between lOth Octo '' 
ber, 1846, and 
10th October, 1847. 



The United Kingdom. 



England \ Between 10th Octo- 
Scotland > ber, 1847, and 
Ireland ) 10th October, 1848. 

The United Kingdom 



Quarters By 

of Brewers 

Malt Made and . 
"Victuallers 



3,925.871 3,052,720 
543.596 I 123.668 
218,820 I 159,677 



4,687.487 3,336,065 



4,224,455 
554,163 
208,732 



4,987,350 



3,314,150 
133,173 
183,071 



3,630,394 



3,6i«0,003 
477,025 
178,369 



3,016,915 
109,960 
154,169 



4,345,397 3,281,044 



4,193,757 3.051,721 
504.333 ' 109.331 
214 914 159 962 



By Retail 
Brewers. 



413,059 



413,059 



446,117 



446,117 



382.944 



382 944 



387.757 



4,913 004 3,321,014 387,757 



Total. 



3,465,779 
123,668 
159,667 



3,749,124 



3,760,267 
133,173 
183,071 



4,076.5 J 1 



3,399,859 
109,960 
154,169 



3,663.988 



3,430,478 
109,331 
159,962 



3,699,771 



Enclosed, or Tubtdar Wooden Bridses.— No. 222. 

The first in date and merit is that of Schaffhausen, built over the Rhine, where 

tJie inSiuence of that river's cataract, a couple of miles lower down, at Laufen, is 

/"eJt in great force. From its firm construction it waa accounted the best wooden 
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bridge in the world* though the flatness of the banks on each side offered no faci- 
lities j and the merit of its projection and construction is due to a common car- 
penter of the place, called John Ulrick Gnibenman, in 1757. Its entire length was 
353 feet 7 inches, without support fit>m below ; its breadth was 15 feet 6 inches. 
With the passage of an individual it vibrated sensibly, but was kept immovable 
and firm when heavily-laden wagons passed over it. The same builder, in con- 
junction with his brother John, built another hanging and covered bridge in 1778, 
over the Limmat, near Wittengen, with a span of 346 feet, and with some improve- 
ments and greater firmness than the Schaffhausen earlier one. Both were burnt 
in 1799 by the revolutionary hordes of France, when retreating after a defeat by 
the Anstrians. In more modem times, the art of wooden bridge-building has 
been carried to great perfection in Hungary, by the Austrian road architect, John 
Gross, who in 1807-8 built a covered bridge over the Waag, in the county of 
Thurotz, on the principle of the former at Schaffhausen, which seems to have 
served as a general model. The most curious feature in these Magyaric structures 
is their small cost. The above was built for only 35,000 gulden, or about ^6*3,000. 
—iTie Builder, 



Weekly Returns of Railways.— No. 223. 

At a meeting of the York and North Midland Railway, 20th May, 
1849,— 

Mr. Charlton, York, thought this a most important point, as the rumours to 
which allusion had been made were generally believed. He (Mr. Charlton) had 
happened to meet a Railway clerk that morning who was not now in the employ- 
ment of the Company, and that person had told him that the weekly accounts 
were not correct. It appeared that the mode adopted was to look at the accounts 
of the previous year, add something for increase, and publish them. He is now 
present, and should be asked the question. 



Time of Acts, sad Openlnir of Railways.— No. 224. 

The following relative time of obtaining Acts and the opening of 
Railwajs was given by Mr. Bicardo, M.P., on the 31st January, 
1849, at a meeting of the North Staffordshire Company : — 

**He would now proceed to remark on the position of their works; and in 
doing so he must again compare the line with others. The York and North 
Midland Company obtained their Act in June, 1836, and opened the first 
portion of their line in January, 1839 — three years and a half afterwards. The 
Brighton Railway Company obtained their Act in January, 1837, and opened their 
line in September, 1841 ; the Grand Junction Company obUuned their Act in 
March, 1833, and the first portion of their line was opened in January, 1838— four 
and a quarter years after } the Manchester and Leeds obtained their Act in July, 
1836, and opened the first portion of their line in January, 1841— five years after; 
the London and Birmingham obtained their Act in 1833, and opened their line in 
February, 1839— five years and three quarters after ; the North Staffordshire 
Railway Company obtained their Act in Jime, 1846, and if they did not receive a 
dividend upon their line by July, 1849, which would be only three years after 
having obtained their Act, be should be ytrj TiracYi toio^akKa^ 



^^ 
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Vessels enteiinir iKmdon.— No. 225. 

The following is a Statement of the Number and Tonnage of 
Vessels which Entered the Port of London with Cargoes from Foreign 
Ports, distinguishing the Countries whence thej arrived, during the 
Year 1847. 



COUNTRIES. 



Russia 

Sweden 

Norway 

Denmark 

Prussia 

German States 

Holland 

Belgium 

France 

Portugal, Azores, and Madeira . . 

Spain and Canaries 

Italian States 

Ionian Islands 

Greece 

Moldavia and Wallachia 

Turkish Dominions 

Syria and Palestine 

Egypt 

Tunis, Algeria, and Morocco .... 

Africa, Foreign Possessions 

Asia, „ r 

Cliina 

Foreign West Indies 

America, United States 

„ Central & Soutliem States 
The Whale Fisheries 



Total 



BRITISH. 



Ships. 

719 

lli 
3 

40 
231 
193 
588 
223 
693 
3d0 
245 
127 

32 

50 

18 

85 

1 

106 

12 
4 

33 

62 
127 

84 
188 

16 



4,241 



Tons. 
155,752 

1,103 
240 

6,518 
32,066 
51,817 
116,159 
42,467 
88,880 
36,095 
24,471 
16,902 

4.136 

7,320 

2»716 

14,538 

136 

28,652 

1,579 

m 

12,122 
28,347 
34.054 
31,322 
50.223 
5,306 



793,698 



FOREIGN. 



Ships. 

314 

197 

164 

587 

362 

324 

286 

133 

325 

13 

50 

45 

I 

26 

9 

■ • 

15 

2 
3 

44 

180 

11 



3,091 



Tons. 
55.961 
49,498 
47,462 
39.938 
70,844 
22,600 
21.720 
20,787 
23,089 
1,761 
5,120 
11,239 

210 
5,186 
2,595 

• • • • 

3,330 

756 
1,657 

« • • ■ 

9,259 

92,248 

2,637 



487,797 



Statement of the Number and Tonnage of Coasting Vessels which 
Entered the Port of London in the Year 1847. 





Vessels. 


Tonnage. 


General Coasters, includinir Colliers 


21,394 
532 

21,926 


3,010,327 


Irish Traders 


108,033 






Total , 


3,118,360 
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Statement of the Number and Tonnage of Vessels which Entered 
the Fort of London with Cargoes from the Colonies and Dependen- 
cies of England, daring the Tear 1847. 



COLONIES. 


BRITISH. 


FOREIGN. 


Gibraltar 


VesseU. 
9 
30 
214 
437 
462 
869 
503 


Tons. 

818 

5,461 

58,072 

209,211 

205,935 

111,340 

52,077 


Vessels. 

• • 

4 

2 
8 

• • 


Tons. 


Malta 


1,027 

• • 

914 
2,606 


British PoasaMioiis in Africa .... 

», Asia 

British North American Colonies 
British West Indies 


Ohannel Ti»]Rnds 








Total 


2,024 


642,914 


14 


4.547 


« 









The Capital invested in Railways.— No. 226. 

The outcry against Railway investments did not find favour with 
those who were estimated to understand best our monied interests. 
Both an ex-Chancellor of the Exchequer and the ex-Premier in the 
currency debate, in December, 1847, animadverted on the assertions 
of the anti-Iiailway grumblers. The first, Mr. F. T. Baring, said — 

'* There has been plenty of speculation, undoubtedly. There has been a good 
deal of speculation in Railways. Now, one thing is very singular in the House 
of Commons — ^its shortness of memory, its forgetfulness of what it did a few 
years ago. Will you have the goodness to recollect what was the great grievance 
and subject of complaint some time ago ? It was, that you had so much capital 
you could not find any profitable mode of investment for the whole of it. Well, 
of course when that was the case capital found an outlet in every possible direc- 
tion, and you could not but have speculation. And then you had another 
difficulty — ^you had a great mass of labour, for which you had no employment. 
Both your capital and yoiir labour were finding channels for themselves in foreign 
countries. If there was any blessing for which you might have prayed then, it 
was for reasonable modes of profitably employing your capital, and honestly em- 
ploying your labour. The blessing eventually came, and you found what you 
wished for in Railways. I am very well aware that Railways have been overdone, 
just as in the end every other speculation is overdone ; but I confess, while I am 
not insensible to the evils arising from over-speculation, that I have considerable 
doubts of the expediency now of the House or the Government interfering for 
the purpose of checking or directing speculation. No Act of Parliament can stop 
speculation. You have it, in one shape or another, from time to time; and if I 
have read the history of my country aright, I can see no reason to fear but that, 
so long as you leave us ft«e, there will always be sufficient energy and intelligence 
amongst us to restore us from any of those temporary difficulties, resulting from 
an excess of speculation, in which, as now, we may find ourselves. It is only when 
you enact by law how long the labourer shall work, and how much the capitalist 
•ball Invest, that there is any likelihood of our embarrassmexLta end\su^{«toU?\. \ 
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hope that no guch attempt will be made now. A Committee is to be api>ointed, 
to whom Railway Bills are to be referred, with a view to seeing what is to go on 
and what must be stopped. The same thing has been tried before; I was one of 
the Committee, and I rejected any such proposition. I am of the same opinion 
now as I was then. I grant all the evils that may flow from speculation, but I 
question the wisdom of a Committee of this House telling me — though I am no 
speculator — or any one else, how we shall deal with oiir money. I hope, however, 
this Committee will do its work well— that it will give us some comprehensive 
report, and tell us on what principles we ought to go. I hope they will do thdr 
business in a business-like manner. The supposition on which they are pro- 
ceeding is, that there are too many railways contemplated for the floating capital 
of the country to provide for j and I expect of the Committee that they will enter 
into all the details, and give tis those reasons on which they found this conclu- 
sion — ^what is the floating and what is the fixed capital of this country, and 
how much is required for our legitimate wants. We are told that the rate of 
interest derived on loans to Ridlways is so high that we cannot go on with our 
regular trade } and, Lf that be so, the Committee should inform us to what Qstept 
they consider interest ought to go, and how far capital ought to be ti^hm its 
investments. We may, indeed, have a recommendation of some new usury laws, 
for the purpose of defending the mercantile and manufacturing interests against 
Ridlways, on the ground that they monopolise the floating capital. The more I 
consider this question the more I am convinced that we shall be unable to lay 
down any well-defined principle to which, under all circumstances, it would be 
safe to adhere. Just at the present moment it would probably be no very great 
harm if we decided upon ' hanging up* all the Railway Bills ; but Lf you enter upon 
an inquiry in order to find out what ought to go on and what ought to be r^ected, 
you undertake a task in which you are certain to fail. In the story of * Rasselas* 
there is some account of a philosopher who laboured under the belief that to him 
was given the superintendence of the movements of the sun and the moon. The 
poor old soul lived a very unquiet life, and when he supposed that he was released 
from fluther labour the consolation left to him was that he had done no mischief.** 

Sir B. Peel spoke as follows : — 

** Now, I do not estimate the effect of that application of capital so highly as 
some persons do. I think that, under ordinary drcumstances, nothing could be 
more advantageous than such an application of capital. I think that by the ex- 
tension of Railways we are laying the foundation of great ftiture prosperity, and 
I very much doubt whether we ought not to deduct from any evil which the 
sudden application of capital to Railways may have caused, all the evil that would 
have been caused by the investment of the same capital in foreign Railways. I 
believe that if it had not been for the scarcity of food and the suspension of 
engagements in consequence of improvident commercial enterprise, we should 
have been able to bear the demand for capital for Railways with littie inconve- 
nience. I do not look upon the money expended on Railways as dead loss. The 
time will shortiy come when the Railways will be completed, I hope, with 
advantage to those who have engaged in them ; but, at all events, when we look 
at the saving which will thereby be effected in the conveyance of goods and the 
locomotion of individuals, it is impossible to doubt that they will ultimately be 
sources of great improvement and prosperity. Nevertheless, the Railway ezpendi- 
tare operatea for the present to increase the restriction ariataig ttom other causef." 
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Norfhem and Staffordshire Potteries eompared.— No. 229. 

Mr. Bicardo, M.F., Chairman of the North Staffordshire RaQway, 
states, in a letter dated 9th April, 1849, addressed to the manufac- 
turers of the Staffordshire Potteries, as follows, — 

To one more point set forth in the document of the memorialists I must 
refer — as to how far the competition with the Northern Potteries is affected by 
the charges of the North Staffordshire Navigation. 

Although the Directors have always felt that the local influences on this com- 
petition were elements entirely beyond their control, yet, anxiotis to give every 
matter connected with the trade of the Potteries their fullest consideration and 
investigation, they despatched one of their most intelligent and experienced 
officers to the North, with instructions to inquire into all particulars relating to 
the question, and to report thereon to the Board. 

I find, from this gentleman's report, that the Northern Potteries are for the 
most part situated upon the banks of the Tyne, the Clyde, the Tees, and the 
Calder — all navigable rivers, and accessible to sea-going vessels ; which circum- 
stance would in itself, if the cost of transport were the main element of Pottery 
manufacture, and if the difference of the cost of transport were as great as is 
alleged, and, indeed, as might be supposed, at once extinguish all inland 
competition. 

But, taking the average of materials consumed in a large manufactory, and 
charging upon them the cost of conveyance in Staffordshire and the North 
respectively, the difference does not appear so great as might be anticipated, as 
the following Table will shew : — 

Accoimt of the comparative Cost of Materials used in a Manufactory in the 

Staffordshire and in the Northern Potteries, indtisive of the charge of 
Conveyance. 

In Staffordshire. In the North. 

Materials. Quantity. Total Cost. Total Cost. 

Tons. at ^ s. d. at ^ s. d. 

*FUnts 250 20s. 250 5s. 62 10 

Black Clay 100 258. 125 18s. 90 

Blue CUy 300 32s. 480 25s. 375 

Cornwall Stone 150 348. 255 27s. 202 10 

China Clay 250 40s. 500 3ds. 412 10 

1,050 1,610 1,142 10 

1,142 10 

Balance in favour of the North . . ^467 10 

* This is scarcely a fair comparison, the flints used in Staffordshire being'a 
superior article. The flint ground in the North is picked up indiscriminately 
by vessels on the Norfolk Beach, and carried for the most part as ballast. 

But, in order fairly to estimate the comparative advantages of the two districts, 
we must convert the raw material into manufactured goods, according to the 
rates in which they are produced in each, and ascertain how far the cost of 
carriage bears on the price at the port of shipment. 

ITie following Tables have been prepared for the purpose:— 
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Account of Goods MBnuftctared firom the Baw Material describtd in the fore- 
going Table, in Staffordshire and the North, respectively, shewing the Cost 
of Carriage in each case to the Port of Shipment : — 

Frkioht and Tonnaok of Staffordshirb Goods dkliyersd in 

LlTBRPOOL, AT Ids. 

No. of Tons, 3 
Packages to a Ton. 



Description. 

Fine Goods, at jSIS per 

package 

Medimn ditto, at j£8 „ 
Common ditto, at j^4 „ 



Value. 

9,000 

18,000 

9,000 

36,000 



Cost of 

Carriage. 

^ s. 



Per Cent, 
on Value. 



562 
2,250 
2,250 



188 
750 
760 



122 4 

487 10 

487 10 



2 6-7 
6 3-7 



6,062 1,688 1,097 4 



Freight of North Goods deliyered at Hull, London, &c., at 10s. 



Description. 

Fbie Goods Nil 

Medhun ditto, at ^6*8 per 

package 

Common do., at JS4 do. 



Value. 



8,000 
16>000 

24,000 



No. of Tons, 3 
Packages to a Ton. 



1,000 
4,000 

5,000 1,666 




Cost of 

Carriage. 

^ 8. 



166 10 
666 10 



Per Cent, 
on Value. 



833 



2 
4 1-6 



Abstract of Freight on 



Staffordshire Goods, at Liverpool, 
vahie i^36,000. 
Description. ^ ^ Cent. 

Raw Materials 1,610 

Manufactoied Goods. . 1,097 

2,707 7-52 



North Goods at Hull, London, &c., 
value j[^24,000. 
Description. jff s. ^ Ct. 

Baw Materials 1,142 10 

Manufactured Goods 883 



2,976 10 8-45 



Shewing that, in the price of earthenware at the port of shipment, the cost 
of transport enters for one per cent, less in Staffordshire than in the North. 

These Tables, which have been compiled with great care, with a view of 
obtaining a practical result, appear to the Directors to present a much more 
encouraging aspect than the statement of the memorialists would have led them 
to anticipate. And it does seem to them that the deputation have fallen into an 
error in instituting a comparison between the general trade of the Potteries and 
the particular trade of the North, and that it woiild be more conclusive and more 
rational to compare the trade of the North to London and Hull, with the trade 
of the Potteries to Liverpool. 

The staple trade of the North is in the coarsest possible ware, which is 
transported in bulk to the Hull and London markets. The demand for this 
description of goods is rapidly diminishing, while the consimiption of the better 
article manufactured in the Potteries is steadily increasing. So that the utmost 
extent of the disadvantage, if disadvantage there can be, is confined to a particular 
and very limited market, and to the most common article, the demand for which 
is daily decreasing. 
I 
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18,168,172 


816,271 


IH970 


•4.783 


9,241.548 


1.674,021 




189,283.731 


12,301S07!i 


B81»e 


238.839 




15,740.6/5 


2.628,448 


181- 


ze,m!.m 


13,47S,6a4 


500.426 


269,221 


71.089 


13.717.382 


2,014,181 




■2.V'.x:\l,t^i 


1S,708,183 






95.028 


14,743.876 


2J96,30* 


181' 


■2<\-J.iUfifa 


llj 14.507 


408,716 


257,108 


68.2S2 


18.085.410 


2.il9,7B» 






13.303,000 


408 J23 


884,256 


89.388 




2.836.641 


IU2 


sasAOiMi 


I3.I»2,W4 


(H4,000 


604,402 


100.794 


21.S28.360 


2.805339 


im 


ao4,4r»,fl9i 




612,077 


B94,Bse 


115,835 


28.595.468 


a.697,590 


lazi 


301^18.294 


12.980.844 


605,(61 


621,439 


112,473 


27,378,*8& 


2.825,947 




344.B5i.iaa 


14,448,259 


76SJ93 


981,52H 


111.693 


S3.605J10 


3,135,396 


IBM 


33«.46S,6Bfi 


14.233.010 


769.177 


719,486 




32.64l.6W 


3.206,729 




2S?.060,S34 


9.888,82:. 


592,390 


771,088 


143.401 


42.179,861 


3.491,338 


let? 


M65,«a.8M 


12,948,035 


919,032 


1,277.484 




44.878^74 


3,&I9,»78 




363.828,481 


13.483 ,24!i 


951,443 


i,3»aj«ii 


214.820 


69Ji05.751 


3.596,405 


ms 


402.S17,1M 


13.S15.2j; 


888,644 


1,069,537 


173.241 


61.441,251 


3.976,874 


isia 


444^78,4eS 


14,119,770 


1,002.642 


1,180,481 


173,811 


64,645,342 


4,133,?41 


1831 


431,3BS.S03 


13,188.018 


904,21? 


1.M2.313 


214,456 


63.821.440 


3,973.019 


IKS 


4ei,04fi.W3 


11,600,63(1 


942,771 


1.872.679 


232,232 


73.687,150 


V23,73» 


1833 


4S6.3S2.0W 


12.4S1,0«0 


1,074.128 


1,853.334 


217.189 


70,626.161 


V04.914 


1834 


6»,706.80a 


14,137,3*2 


876.350 


S.330.748 


299,860 


76.478,488 


6.211,015 


im 


6W.B1SJM 


13,181,491 


925,983 


1.265.380 


81C21 


83.314,198 


6.708.539 


lex 


837,887.837 


17,183,187 


908.958 


1,223,814 


329.567 


B8.I91.046 


8.120,386 


1B37 


531.373,883 


12,/27,9SB 


663,873 


1.236.113 


258.319 


103,4.''>6,!3S 


0.955,941 




flM.07?,Baa 


15.BH733 


8.17,767 




303,867 


114,696,602 


7.431.989 


ms 


73l.4eD.12!l 


lfl.378.44S 




3.041.437 


347.093 


106,688.442 


6^8.193 


1840 


7£P0,e3l,0W 


16JI0I,22« 




2J00.B26 


328,217 


113.479.223 


7,101,308 


184 


751,125.824 


14.983.810 




2,8418,085 


343.008 


1211.226,619 


7JI8«*» 


1042 


734,098,809 


12,887,a2<l 


701.439 


2.618.195 


319.225 


137,466,802 


7,771.484 


1843 


018.IH0,20S 


15,188,484 




J.807J41 




140,331,178 


7,193,971 




l.O4fl,8;0,823 






3.172,109 


374.379 


138,540.079 


8.988,681 


Ifl4S 


I,«91,G86.0BB 


18.029,806 


783,399 


2.91B.839 


340,889 


135.144,885 


8.963.235 


Jtm 


J,MS,iao,5§9 


18J01At2 


717,927 




298.210 


161,892,750 


7,882,048 


y*t-/ »i3,iM.ml ie,207.m 


S16.1&8 


3.4BbW 361.961 


120,279,741 


5.957.980 
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Coat of kotplAV ZH>oomotlTe Engines In Repair.— No. 231. 

The following valuable information is extracted from a letter bj 
Mr.T.E. Harrison to the Committee of Investigation of the York, 
Newcastle, and Berwick Railway, dated 20th July, 1849 : — 

FIRST CLASS, OR " LOCAL TRAFFIC ENGINES." 

I hBVC taken the result of the cost of repairs of the Pontop and South Shields 
feogines as affording the best data within my reach, extending over a period of 
fourteen years, and the following appear to be the general results: — 

1st. That, independent of the ordinary repidrs, those engines have required a 
periodical repair after running an average mileage of 68,000 miles. 

2nd. That the average cost of such repidrs, making an allowance for the in- 
creased size given to the engines and tenders when re-built (in 1847 and 1848), 
lias been j^19 for each engine. 

Srd. That the sum of j^19 average per engine spent periodically, viz., after 
running an average of 68,000 miles, is sufficient to restore the engine to its original 
value faa use, taking into Iccount that the sums spent in the ordinary course of 
repairs are very considerable, and include the complete restoration of most of the 
vrartdng parts. 

^h. That the ahove gives an average charge of 2id. per mile as the amount of 
deterioration of the engines up to the period when the extraordinary repairs take 
place, and as forming the basis for calculating their value at any intermediate 
period. 

6th. That the average annual mileage of each engine of this class is 9,483 miles. 

The above is based on the assumption that tlie engines are always kept up to 
as high a working condition in all their parts as it is practicable, and that in re- 
constructing them periodically they are not varied in size or form, and It is also 
to be observed that the annual expense of ordinary repairs to these engines is 
considerably more than in the passenger engines. 

I have in all cases taken the original cost of the engines as the basis of calcu- 
lating their present value, and I believe this to be the only correct mode, as any 
calculation baaed on the price at which engines might be bought at the time a 
valuation is made would lead to a constant fluctuation in such valuation, and 
might, in some cases, shew an apparent improvement in the value of the stock, 
whilst, in fact, an actual deterioration may have taken place, and in other cases 
the reverse. 

SECOND CLASS.- THROUGH PASSENGER ENGINES. 

With reference to the through passenger engines, which differ essentially from 
the coal engines, the period during which I have any accurate detail derived from 
the working of the engines on this line extends over about 4^ years. I have 
endeavoured to arrive at some principle for calculating their value after a good 
deal of consideration and consultation with Mr. Fletcher, and taking as the basis 
the result of our experience so far as it coiild be applied. 

The duration of a passenger engine may be divided into four periods, determined 
principally by the wear of the tubes, fire-box, and boiler. 

I have taken the average of six of the passenger engines, which have been 
longest at work, and find that the average iniLeag|& \o \Xv& "^^fviA -^fd^i^^^^s^X^ss^^ 
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required new tabes and other hesvy repairs, has been 94,6^ miles, say 95,000, 
and the average cost of extraordinary repairs, at and about that period, 
£Z7d 188. 6d., say ^400 per engine. 

I consider an engine, after this outlay npon it, to be then restored to such 9 
condition that it will run another distance of 95,000 miles, at the end of which 
period It will require still heavier repairs, which will amount to j£'640, and the 
engine, after being so repaired, will be in a situation again to run 95,000 miles, at 
the end of which period it will require repairs similar to the first period, viz., 
^6*400, but after running 95,000 miles more, making in all 380,000 miles, the 
engine will require a complete rebuilding, the cost of which will be ^£"1,040, always 
assuming that the engine in the meanwhile is kept in as complete a working 
condition as practicable. 

The total of these periodical outlays is j^,480, and the mileage being 380,000 
miles, gives l-56d. per mile as the amount of deterioration of the engine, and as 
forming the basis for calculating its value at any period, deducting the cost of the 
periodical repairs when they take place, and ultimately restoring it to its original 
value. 

The average mileage per annum of each engine of t^ class has been 29,011 
miles, which will give about 3^ years as the time at which each periodical repair 
may be required. 

The value of an engine and tender at each period of its life, according to the 
above principle, will be as follows: — 

Original cost of an engine and tender j^,000 

Ist period, deterioration, at l-56d. per mile over 95,000 miles. . . . 620 

Value of engine before repairs 1,380 

Add for repairs as estimated. 400 

Value of engine after repairs 1,780 

2nd period, deterioration on 95,000 miles, at l-50d 620 

Value of engine before second repairs 1,160 

Add for repairs as estimated 640 

Value of engine after repairs 1,800 

3rd period, deterioration on 95,000 miles 620 

Value of engine before third repairs 1^80 

Add for repairs as estimated • %400 

Value of engine after repairs 1,580 

4th period, deterioration on 95,000 miles 620 

Value of engine before fourth repair 960 

Add estimated restoration 1,040 

Engine restored to its original value in use j^,000 

And the value at any intermediate period may be calculated in the same manner 
according to the mileage. 

THIRD CLASS.--LOCAL PASSENGER ENGINES. 

In estimating the value of the local passenger engines, I have adopted the same 

mode of valuation as for the through passenger engines, taking the same smns 

fi>r the coBt of the periodical repairs and -aitimAte naWnttou^ IxaX taking the 
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fldleage of each period at 65,000 miles instead of 95,000, this being the result of 
an average of seyeral local passenger engines, and which gives the average charge 
€i 2-3d. per mile as the amount of deterioration of the engines of this class, and 
as forming the basis for calculating their value at any period and their ultimate 
restoration. 

The average mileage of these engines may be taken at about 19,124 miles per 
annum, which will give 3^ years as the time at which each periodical repair \»ill 
be required. 

FOURTH CLASS.— BRANCH AND PILOT ENGINES. 

, I have ^>plied the same principle of calculation to this class of engines, but, as 
they are a cheaper engine, I have taken the following as the periodical cost of 
lepaira: — 

First period j^300 

Secondditto 600 

Third ditto 800 

Fourth ditto 900 

^2,000 
I have taken the average mileage period for the repairs at 60,000 miles, which 
gives 2d. per mile as the average amoimt for deterioration, and ultimate restoration. 
The average annual mileage of this class of engines is 15,546 miles. 

FIFTH CLASS.— THROUGH COAL TRAFFIC AND GOODS ENGINES. 

Applying the same principle, and taking the cost of the periodical repairs, on 
the same scale, as the through passenger engines, the results I have arrived at 
aire as bdow. • ■ 

Average mileage period for repairs, 54,000 miles. 
Average amount per mile for deterioration, 2-75d. 
Average annual mileage of the engines, 18,011 miles. 

The value of the engines at each period has been calculated on the principle 
previously laid down, and it will be seen that deterioration takes place until the 
engines reach a value about 33 per cent, below their first cost, and that their 
value after that period will fluctuate between 20 and 30 per cent, below their 
prime cost, and this may be taken generally as somewhere about the average 
permanent value of the stock. This, however, will depend a great deal upon the 
number of spare engines which the Company possesses beyond those in dally use. 
When the number of spare engines is great the value will not get so low. We 
have at present one spare engine to every two engines running daily, a number 
amply sufficient when the stock is well kept up; and I consider that the average 
value in our case ought never to reach 25 per cent, below the first cost. 

The conclusions which I arrive at, after a careM consideration of all the cir^ 
eomstances, are — 

That it is perfectly practicable to maintain all the locomotive engines and 
general rolling stock of a railway in good and efficient working order out of 
revenue, without the necessity of keeping a deterioration fund for that purpose. 
■ That the rolling stock, though kept in perfectly efficient working order, can 
never, as a whole, be of the value equal to its original cost, although each indivi' 
dual part of it will be periodically restored to such value. 

That the average value of the locomotive stock, after four or five Y^a^' ^uMh 
may "be taken to be trom 20 to 30 per ceiit.YN^o^ VteOl^!^^xaiL<:)CA^.^«SL^ 
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permanently continue at an average value fluctuating between these limits. Tbtf 
carriage and waggon stock, however, will deteriorate to a greater per centage, and 
it will probably, in the present case, be a period of ten years before we arrive at a 
maximum annual expenditure. 

That the average annual cost of repairs of the whole of the stock, after the 
above periods, will continue nearly the same, or within such limits that it will not 
be necessary to provide any fhnd to equalise it. 



Zinc Imported.— No. 232. 

Below is an Account of the Quantities of Foreign Zinc Imported 
into the United Kingdom, distinguishing the Countries from which 
the same were Imported, in each Year from 1845 to 1847 : — 



Countries from which 
Imported. 


1845. 


1846. 


1847. 


FonxxoR ZiHC OB SFBi.nift« 
Sweden ................. 


Tons. cwt. qn. lbs. 
29 19 1 9 

33 6 13 

6,917 2 26 

5,501 2 2 2 

187 17 2 20 

230 1 1 21 

2 4 2 26 

• • • • 

• 


Tons. cwt. qn. lbs. 

26 8 1 26 

27 10 1 26 
3,662 17 1 2 

• . . • 

3,178 13 6 

25 13 3 25 

333 4 3 21 

9 326 

10 


Tons. cwt. qn. Ibt. 


Denmarlc ..••«..<•.•.•••• 


29 5 3 35 


Prnaafa 


5380 14 8 24 


Germanv •..••*••••.••••• 


Haniie Towns 


5,828 13 3 9 
5 13 2 22 


Holland • . . 


Belgium. ...,,...,..»,-■>,, 


484 7 3 15 


France 


540 2 2 12 


British Territories in the > 
East Indies J 


.. . • 


Total 


12,902 12 2 5 


7,245 6 3 20 


12^768 18 3 23 



Velocity of Trains down Inclined Planes.— No. 233. 

At a meeting of the Institution of Civil Engineers, 12th June, 
1849, was read a '^Statement of Observations made on the Initial 
and Terminal Velocities of Trains in descending Inclined Planes," 
hj Capt. W. Moorsom, M. Inst. CJEi. 

The observations were eighty-two in number, and were made during the ordi- 
nary passing of trains on the Waterford and Kilkenny Railway, the gauge of 
which is 5 feet 3 inches, over two a4ioining inclines, each falling at the rate of 1 
in 100 for upwards of a mile and a half, with a short intermediate level between 
ihem. The speeds at which the descent was b^;un varied from 20 to nearly 44 
miles per hoiir, and the loads varied from 32 to 94 tons. One of the planes pre- 
sented for the greater part of its length two curves of a radius of one and a quarter 
and one and a sixth of a mile respectively, and the other plane was straight for 
part of its length, but contained a curve of two and a half miles radius. The 
general results in the more curved plane were, that initial velocities of 20 to 30 
miles per hour, at the top of the plane, became terminal at velocities of 24 to 28 
laJJes per bour s and on the straighter plane tlie Moxe VoiX^ N€UMi>3L«& YMJcanie 
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ttrminal between 29 and 31 miles per hoar. Again, on the more curved plane, 
initial velocitlea between 30 and 40 miles per hour l>ecame terminal at velocities 
between 29i and 31^ miles per hour ; and on the stralghter plane the same initial 
irdodties became terminal at dOf to 33^ miles per hour. Initial velocities above 
40 mllea per hour were noted only upon the more curved plane, and became 
terminal at SO to 31 miles per hour. There did not appear to be any constant 
proportion between the load in motion and the terminal velocity ; but the latter 
4>peared ta be dependent more upon initial velocity than upon the weight or 
diaraeter of firontage of the trains. The general practical conclusion was 
deduced, tliat the question of gauge had little or nothing to do with terminal 
velocity derived firom gravity, and that the views generally entertained by engi- 
neers daring past years, of the great resistances experienced by trains at high 
Tdodtics, were borne out by the observations recorded in the paper. 



€k>st of Re-laylnc a Donble Line of Railway .—No. 234. 

Mr. T. E. Harrison, in his Report to the Committee of Investiga- 
tion t>f the York, Newcastle, and Berwick Bailway, dated 20th July, 
1849, states: — 

Tlie following calculations of the Cost of Re-laying a Double Line of Railway 
have been made, and I have added a comparison of my estimate with that of 
Captain Haish. 

Cost of Ralls, Chairs, &c., for One Mile of Double Line of Railway. 

Rails, 82^ ftm. 

Peryard-i 260tons@ jf2 10 0» ^^650 

Chairs-281bs.-»88 „ @ dg] 10 0«j€'132 

And|ofjffl32 88 

Labour in re-laying 1,760 double yards, @ 3s 264 

Kefs 7,M), @ ^6*5 per 1,000 35 

Iron pins, 8 tons, @ j^lO 80 

jtfl,ll7 

Rails, 65 fts. 

Peryard- 205 tons, @ j^2 10 0=> ^^512 10 

Chair8-201bs.>»63 „ @ jSI 10 0-=j6*04 10s. 

Andlof je9410s 63 

Labour in re-laying, as above 264 

Keys and pins, as above • 115 

.^54 10 

Rails, 60 lbs. 

Per yard— 1»0 tons, @ rf2 lOs jtf475 

Gliairs as above 63 

Labour ditto 264 

Keys and pins 115 

^917 

Rails, 50 lbs. 

Peryard —158 tons, @ jiff2 10s jtf395 

Chairs-18 fts. 57 „ @ ^l lOs.-and | of ^^85 10s 57 

Labour 264 

Keys and pins, as above 115 

«^V 
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Bails, 40 flbs. 

Per 7ard«126 tons, @ j^ 10s j^l5 

Chain, as above 57 

Labour • 264 

Keys and pins '. 115 

Sleepers for one mile»>3,520, @ 4s j^04 

Cost of Be-laying a Mile of Double Line of Railway, as estimated by Captain 
Huish, and compared witb the above calculation. 

Captain Huish. 

BaUs,258tons,9 4^10s..^ ^£'1,677 

Carriage 258 tons, @ 5s.« 64 10 

Cr. 1,741 10 

Old raUs, 258 tons, @ j^4 10s. .. jtf 1,161 

Less carriage, @ 58 64 10 1,096 10 

jtf 645 

Chairs, 91 tons, ® £\ 12s. 6d. .. 420 17 6 

Carriage, @ 5s 22 15 

443 12 6 

Cr. 

Old chairs, 91 tons, @ j^ 10s. 227 10 

Less carriage, @ 5s 22 15 204 15 

238 17 6 

Sleepers, 588 joints, @ 10s 294 

2,982 middle, @ 5s 733 

1,027 • 

8,520 

Laying. 

l,7601ineal yards labour in re-laying, -I ^^ ^^ ^ g 

including spikes and keys, @ 58. / _^___ 

^^2,350 17 6 

Estimate as above. 

BaUs, 260 tons, @ j^ 10s 4^650 

Chairs, 88 tons, @ J^l 10s. and f 88 

Sleepers, 8,520 tons, @ 4b 704 

Laying, Indnding spikes and keys, &c 879 

4^1,821 
The prindpal difference in the above appears to be in the chairs and sleepers. 
The chairs It is evident we are able to get much cheaper here, and I have not 
calculated anything for carriage, as I do not consider it necessary, situated as 
we are* 

The sleepers I calculate on using are Scotch, prepared with creosote, and for 
which we lately had a contract at 3s. 7d., 9 feet long, 10 X 6, as the smallest 
dimension, and I have always been able to get a sufficient number for the joints 
by selecting the largest, and I have estimated the sum of 4b. as an average for the 
cost of the sleepers throughout, whether for the main line or branches and 
inclines, and in the latter case we use lighter sleepers. 
ifeeJ quite coaSdent that t}ie above calculaUon is sufficient to do the work in 
tlUs pmrt of the country. 
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Hiidsonla«~No. 236. 

The following anecdotes are told of Mr. Httdson's course of proceeding, when 
sailing on the high tide of popularity. Mr. Hudson had entered into certain 
engagements for the Midland Company, which he had not vouchsafed to divulge 
to the Board. The Directors, having vainly attempted to worm out the coveted 
secret, screwed up their courage one Board-day to demand it. They accordingly 
met earlier than usual, and when their lord arrived they were all exceedingly mvan. 
**How now, gentlemen," said Mr. Hudson; "has anything extraordinary 
happened?^ "Only,** replied one, "that we, being equally responsible with 
yourself for what is done, are desirous of knowing what your plans are." *' You 
are, are you?** rejoined the Railway monarch, "then you will not;'* and the 
business of the Board proceeded. 

When Mr. Hudson joined the Eastern (bounties Board, Mr. Crosbie, a spirited 
gentleman, of Liverpool, was Deputy-Chairman. Mr. Hudson was anxious to 
have Mr. Waddington for his deputy, and so informed the existing Deputy- 
Chairman. Mr. Crosbie, not liking this summary mode of ejection, reAised to 
rdinquish the office to which, by his colleagues, he had been elected. " Very 
well,*' said Mr. Hudson, jumping up before the fire, " I am brought in by the 
nnhrersal voice of the shareholders, and if I can't have my own Deputy-Chairman, 
I shall return home and leave the Company.'* The other members of the Board, 
seeing the storm that was brewing, interfered, and besought the belligerents to 
go into another room, snd try if they could not come to an arrangement. They 
did so, and in a few minutes after they all returned smiling : Mr. Hudson had Mr. 
Waddington in the post he wanted him, and Mr. Crosbie scarcely ever troubled 
the Board after with his presence. 

On another occasion, July, 1847, against the opinion of Mr. Hudson, a com- 
mittee was carried, for the purpose of looking into the accoimts. Mr. Hudson 
was ex-qfido Chairman of it, and on leaving the room after the appointment, he 
observed, "Well, gentlemen, I am Chairman of this committee, and, of course, 
you will not meet until I summon you." That summons, to the present day, 
was never iMmed,—SerapcUh*8 BaHtoay Journal, May 5th, 1849. 

Mb. Hin>80N*8 Testimonial.— Names for near ^6*18,000 were put down for 
this testimonial, but under j^16,000 was subscribed. This was paid into the 
York Union Banking Company, to be presented by the Committee for the testi- 
monial to Mr. Hudson, but the honourable gentieman, thinking "delays are 
dangerous," took the money out, and applied it to the purchase of Albert-gate 
House, which is reported to be now for sale.— Ibid., June 2nd, 1849. 

Prssumkd prksknt influknck of Mb. Hudson's Namb.— Some twelve 
months or two years ago the name of Mr. Hudson was like the philosopher's 
stone; it turned all to gold it touched. Behold now the other side. The Union 
Baiflc of York, of which he still continues Chairman, pays a dividend of 10 per 
coit., and its shares are quoted at 5 discount, while the City and County Bank in 
York, paying the same dividend, stands at 5 premium.— /&»tf., July 7th, 1849. 

Mr. Hudson was never remarkable for his love of accounts. When he 
succeeded Mr. Olyn as Chairman of the North Midland, he was reported to have 
scoffisd at the systematic manner in which the accounts were kept, and to have 
sold off lots of stationery. Grood accounts are troublesome things to keep, and 
occasionally cause trouble to the parties of whose affairs they are registers. The 
true chandler's shop system is to keep no \>ooka «X iSii« K ctQv^i<Qst ^.Xtaj^&^tscasc^^ 
j2 
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a " down aCroke** far t, ptnoTf ft Utile ofar % alipeDee, uid k Larger for ■ Ahnilngt 
■11 In chilk, OD a board or cupboard door, conatlniM tlu accounta of many a 
rDODey-gettlog; ihopkeep«r, aod, we doubt not» vould well suit the parp«ea of 

permanent nuisance' One great Company are reported, at doe Ume^ to have nwd 
peodl fi)r Heir flgurM In preference to lull, whicb we premime muit hare been 
for tbe aalH of conrenlenu.--irerapiuA'f RaSwa) JmmaS, July 14tb. 1S49. 

An Boetdote rery characteristic of Hr. Hudson in his palmy dayi ia related of 
him at the Board meeljog of b line which we will call the Lceda and BmdfbnL 
Tis honoocaltle gentleman had allotted to tainuelf SWibaTta, and ■aothec member 
of the BoBjd 200. These stiarea liaving risen to £5 premium, the latter ^ntie- 
niaa thought he ought to have a larger number, and so said to Mr. Hudsotk 

"I hflTe been accustomed, Mr, ," replied the Hallway monaj^h, "to have 

gentlemen with wbom 1 am aasodated satisfied with my Bmogements, and if you 
are not, ru retire, and leave the affairs In your huuls, which 1 dare aay yonll 

cert^nly not -, by do means, Mr, Hudson," bowlngly responded the crest&llen 



l's colleagues at that Board.— /Mil„ July 21al, 1849. 



Traffic between Prsatoii Brook ftnd Liverpool.— Na. 236. 
The following Table shews Ehe Traflte forwarded liy the Tnisteea 
of the UCe Duke of Bridgewater, for 8 fears : — 





Fnou L 


;rBZo^ 




''%^^iT..vr 


Year. 


Cotton 


Con>. 




Tlraber- 


Ale. 


Hard- 


Lonfloo 


Iron. 


fi.It 




Tons. 


Tons. 


Tons. 


TODS. 


Tons 


.o™. 


Tons. 


Tons. 


Tont 


vm 


1,8U0 


B,941 


11,294 


8,ifie 


3,696 


16,8111 


4,141 


7.940 


4.996 


J^ 


2,483 
1,9S2 


10,244 
6,6SJ 


10,461 
7,«7 


7,2()3 
«,IB7 


6,W8 
Z.976 


;d 


3,480 
2.688 


7.966 
4.378 


2,180 
3,981 


itw 


■2.m 


9.611 


8J26 


B.4.M 


4.176 


8.61) 


1.358 


3.378 


6,4(17 








7,640 




3,939 


7,47! 


1.008 


S.0S7 


i,ioo 


184- 


2.7B0 




8,Sfia 


B.849 


3,9Sl! 






ia,97B 


l,ffl8 


184J 


3,648 


5J1I6 


7.921 


7.942 


4,088 


!].«. 


902 


16,333 


1,697 


1848 


1,492 


7,2<M 


9,199 


8,(14.'! 


6,67! 


11.602 


818 


17.448 





Pllot'B Brldence.- 



0.237. 



The following ludicrons ecena took place before the Farliamentarf 

Committee on Ihe Tyne ConBeryancy Bill, on the 5th June, 1M9. 

daring the cross-examination of Boger Lawsdon, a pilot : — 

Cnm-eanHofa by Mr. Wibstee.- We hare had freshes within the last month, 

bulBotreiylsrsemthet. They Mt the unA Ten Bracts The (rtsliei and the 
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dredges bare improred the ihoal at Hebburn Quay within the last month by two 
teet and a half water. They are working on the Howdon Pans Shoal at this time. 
I have known ten feet of water at low water on Jarrow Shoal; it is just as bad 
now as it was before, but I hare not seen it since Sunday. (Laughter.) You will 
not catch me telling you a lie; I have not come here to tell you a lot of ** muck 
and fUsity." (Great laughter.) I have come here to speak the truth, and nothing 
but the truth. (Laughter.) There is now three feet three inches on Jarrow Shoal, 
and I have known ten feet upon it. " In coorse" steam vessels are a great im- 
provement on the river; I have seen the day when it took me a whole week to 
take a ship firom Felling Shore out to sea. 

By Mr. Wawn. — It was the Jane, of Ipswich, that I took down the river on 
Sunday. 

Mr. Wawn. — ^Where have yon seen the dredger at work within the last month ? 

"Witness (turning sulky). — I am not going to answer you any such question, 
sir. (Laughter.) Do you think I am gan to watch the dredger day and neet? 
Not likely. (Great laughter.) Do you think awm gan to follow the dredger (wax- 
Ing into a great passion) ? The dredger is nothing to me; the channel is the thing 
that I want. (Renewed laughter.) 

The Chairman. — Has there been any improvement since Christmas? 

Witness assumed an obstinate and sullen idr, and refused to answer. 

The Chairman. — Do you hear my question ? 

Witness.—What is that, sir? (Roars of laughter.) 

The Chairman. — ^Has there been any improvement since Christmas? 

Witness (sulkily). — Sometimes better and sometimes worse. (Laughter.) Ay, 
ye may laugh at me (casting a menacing look at the Chairman), and scorn me 
(roars of laughter), but aw dinna care that (snapping his finger and thumb) for 
your laughing and scorning; you won't get nothing more out of me. (Roars of 
laughter.) 

Lord Aritndbl and Sdrrbt. — Do all the ships going down or coming up the 
Tyne want pilots? 

l^tness (getting up and walking out of the room in a sulky mood). — I wish you 
good day, gentlnnen. (Peals of laughter for some moments.) 

The Chairman.— Any more pilots, Mr. Talbot ? (Renewed laughter.) 



Telesrapli Posts indicators of Time and Speed.— No. 238. 

To calculate the speed at which you are travelling on a telegraphed Railway, 
multiply by two the nimiber of telegraph-posts you pass in a minute, by four 
those you pass in half a minute, or by eight those you pass in a quarter of a 
minute, and the result in each case will be the number of miles you are then 
travelling per hour— the posts being arranged thirty to a mile. 



Rail'vray Springs •— No. 239. 
At the commencement of the Railway system the price of raw steel for springs 
was 26s. to 28s. per cwt., made from the first marks of Swedish iron, which to the 
"trade" is well known to be much the best for steel purposes ; the labour on the 
spring was about the same (total, say bid. to 6d. per lb. for the completed spring^; 
contracts are now taken at 22s. or 23s. per cwt. j and it is a fact that the best 
descriptions of Swedish irons have not been reduced more than j6^ to jS4 per 
ton, so that the finished spring sold, in 1849, much under the former price of the 
raw steel j and it is evident that eomn¥m izou must \xt «a\Mi(itQte!llcR \3Qdt \m^. 
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Cost of Working Coal Trafiic—No. 241. 

The Committee of Investigation of the Midland Bailwaj Com- 
pany make the following remarks in their Beport, dated 1 1th of 
August, 1849: — 

Mr. Eirtley fUrnished his return; by which it api>ears that the mineral tnUna 
average 40 miles, with a nett load of 150 tons each trip. This, at fd. per ton per 
mile, gives as the receipt for each tndn j6'18 15s. The estimated expenditure 
chargeable against the above is £6 6s. lid., leaving as profit 46*12 8s. Id. 

Mr. KIRTLEY'S RETURN. 

ESTIHATBD COST OF WORKING THE MINERAL TRAFFIC ON THE 

MIDLAND RAILWAY. 

The gradients of the line may be considered favourable. The cost of coke, 
14s. per ton. 

The average load of minerals per train is 150 tons. The average distance 
travelled 40 miles. Toll, 3d. per ton per mile. 

Receipt per train jfi'18 15 

Expenses — 

Locomotive power. 40 miles with load, and return with empties 40 

miles, 80 mUes @ lOd j^S 6 8 

Locomotive power, pilots' shunting trains 10 8 

Wages to guard and stores 5 

Break- waggon, signal-lamps, &c. &c., cost j^l 25— charge for wear 
and tear, and interest at 15 per cent., j^18 15s. for 24,960 miles per 

annum, 80 miles 1 3 

Maintenance of way and works for 1848, j^0,000, and mileage of 

trains 4,200.000, equals 4d. per mile, 80 miles 16 8 

General charges for 1848, ^43,412 2s., proportion, 80 miles 16 8 

j^ 6 11 
Or, 33.84 per cent. 

Mr. Hutchinson, one of the Directors, also furmshed the Committee with a 
calculation of his own on this subject, which, although made entirely by a different 
method, so far corroborated Mr. Kirtley's statement as to shew the mineral 
traffic to be a profitable one. 

The Committee also obt^ned another statement, shewing the amount received 
for the year 1848 for each class of traffic, and the actual mileage run in order to 
earn it. From this it appears that trains for passengers, mails, &c., produce 
5s. 6d. per mile, goods trains 6s. O^d. per mile, and minerals 4s. 8d. per mile. 

1848.— RECEIPTS, EXCLUSIVE OF RENTS AND INTEREST. 

Per Mile per Train. 
£ Miles. s. d. 

Passengers, Mails, &c 660,431 2,398,775 5 6 

Goods and Minerals 459,883 1,637,898 5 7i 

Cfoodsonlj.... 338,271 1,117,000 6 Oi 

MioenlM. 121,6\2 b-aftj^Sya ^4 8 
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Taking into consideration tlie relative cost and expense of m^ntdning the 
^iparatus for each of these different Idnds of traffic — that is, carriages, guards, 
porters, clerics, &c., taking at the same time into account that many of the mineral 
proprietors find their own waggons, and that all find the labour employed in 
loading and unloading them— it appears clear to your Committee, from this view 
of the subject, that the mineral pays as well as, if not better, than either pas- 
senger or goods traffic. 



Quality of Railway Asles.— No. 242. 

Mr. Thorneycroft, of Wolverhampton, in a communication in 
Maj, 1849, says — 

The Bailway system or its constitution appears to have become so corrupt at 
so early a period of its history, tliat unless something is done to reform its abuses, 
it may become a great evil, instead of what it might l>e, a great national good. In 
one instance where wheels and axles were ordered by a certain Company, specify- 
ing the kinds of iron should be used, the tyres were to be of a make at about 
jtf20 per ton. I saw these articles in the course of manufacture, when the parties 
were using, as near as I could form an opinion, about one-fourth of the make at 
4^20 per ton, and the other three-fourths at about ^10 per ton. In another 
instance, two makes of tyres (one at j6^0 and the other at ^6*10 per ton) were 
placed on either end of the same axle, and after inspecting them, year after year, 
no difference could be discovered — ^those at ^6*10 proved just as good as those at 
j^20. When I hear a resident engineer expressing his opinion of a certain make 
of tyres, and condemning them in a very decided way, and in a very short time I 
see a letter, by this same gentleman, written to be circulated all over the kingdom, 
recommending these swd tyres 1>efore any other make, I ask myself, is there not 
some cause for this sudden change ? No doubt that conversation was forgotten 
by him, and, he may think, by others also. 

And, in reply to the letter from which the above is extracted, 
Mr. Charles Geach remarks, in an advertisement dated '^ Birmingham, 
29th May, 1849,"— 

As evidence of Mr. Thomeycroft's own experience, I am justified in making 
public the subject of a correspondence I have had with the Chairman of a Railway 
Company, of which he and his partner were Directors, compl^ning of their 
having, is members of a sub-committee, exercised their power to supply the 
Company with iron of their own manufacture exclusively. 

In consequence of this, some wheels and axles having been lately purchased 
by that Company, these two Directors charged for their own iron jt'Cd? 5s. l(kl., 
or 164 per cent, more than the price for which the same description of articles 
were being at the same time sold by the Patent Shaft and Axle-tree Company, 
for the use of other Railways. 

As a partner in the above Company I became aware of these facts, which, in 
my capacity of a shareholder in the Railway referred to, I exposed to the Chair- 
man, and it resulted in the Chairman informing me that Mr. Thomeycroft's and 
his partner's seats in tlie Direction were foiS^VleCi. 
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TnMc between UTerpool and Manchester by Water.— No. 244. 

The following is an estimate of the Traffic, by Water, for 12 
months ending Maj, 1849, shewing the quantity by each Carrier : — 

Thomson, Mc.Ksy and Co 60,000 Tons. 

CarverandCo 35,000 „ 

Kenworthy and Co 60,000 „ 

Merchants' Co 50,000 „ 

William Jackson and Sons 50,000 „ 

Grocers'Co 25,000 „ 

J. and J. Veevers 20,000 „ 

Jo8.NaU 35,000 „ 

NewQnayCo 40,000 „ 

OldQnayCo 60,000 „ 

Bellhouse and Son 30,000 „ 

Charles Clegg, ^ 

JohnClegg, > 30,000 „ 

Harrington Co. J 

Bamby, Faulkner and Co 35,000 „ 

Duke of Bridgewater 40,000 „ 

Chreayes, -^ 

Brookbank, X 20,000 „ 

Bye Boats, Potatoes, &c 100,000 „ 

Total 680,000 Tons. 



Irtiwestoft Harbour In 1849.— No. 245. 
The following particulars give a good idea of Lowestoft, on the 
Norfolk Bailway, as it was in March, 1849 : — 

The harbonr of Lowestoft is formed by two piers projecting into the sea 1,200 
feet, and enclosing an area of 18 acres, which forms the outer harbour. The 
entrance is 180 feet in width, and the depth at the entrance at low water spring- 
tides is 18 feet. The rise of tide at springs is 6 feet, and at neaps 5 feet ; so that 
ships of 200 tons burthen can enter at all times of tide ; and it is used as a harbour 
<tf reAige in gales firom the north-east and south-east. 

The entrance to the inner harbour is by a lock 50 feet wide, so that steam 
vessels measuring 48 feet over all can enter, where there is a depth of 15 feet at 
high water, and by closing the gates this depth is maintained. 

The inner harbour is formed by Lake Lothing, and contains an area of 100 acres, 
idth a channel 1^ miles in length, communicating with the rivers Waveney and 
Tare, and forming an inland water-communication to Norwich, Yarmouth, and 
Becdes. It is capable of containing 200 sail of vessels, and 120 sfdl have at one 
time found shelter here. 

A steam-dredg^ vessel of 20 horse power is now completed, and will deepen 
the approach to the inner harbour to 12 feet at low water, and enlarge the deep- 
water space both of the outer and inner harbour. 

The trade chiefly consists of coal, com, and fish, of which the following 
quantities were, during the past half-year, ending January 4th, convened owtbft. 
Lowiastoit line : — 
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FUiiniMckagcs i\J» 

CorainUMis 14» Idort. 

C<Miintoo9 7,flB2 

Stooeintons 167 

mmrvmx* fkox HAKBorm dcks ottuhl, fbom 7th mat to Slar 

DKCSMBU, IMS. 

Cools in tons 2831| 

Corn in qrs. (inwards) 957 

Cominqrs. (outwards) :.... 2S,015 

Nomberof Tcssds arrired. 682 

Totaltonnage 39,1M 

Amount of docs jtf2,715 19 3 

Worldng expenses «ffl,163 • 

There iserery reason to expect that, when the harboor is oomideCed, tbt dnes 
will be rerf shortly doubled, whilst the worldng expens e s woold not be increased 
more than 10 per cent, on their present cost. A mnch larger qoantity of coal will 
be broug ht in, so soon as sufficient trucks are found to conrey it, and a latge 
number of Tessels will enter for refuge, when sufficient shfdter is afforded by the 
completion of the piers of the outer basin. 

LowssTorr HAaaocR rsvkmlk bscsipts, ntoif mat dfM, 1848^ to 

FKBRCABT 'tTH, 1S49. 

Harbour dues, inwards j^^dSl IS 8 

„ „ outwards 200 4 S 

Cranage, inwards 90 10 6 

Wharfifige, inwards 5 16 4 

„ outwards • 2 6 

Stesm, inwards 272 8 

„ outwards 197 19 

Haddescoe bridge tolls 38 3 6 

Ballasting 265 12 8 

Pettyreceipta 64 17 

Profit on repairing vessels 78 9 5 

j^lOO 11 10 

inTMBSB OF VBSSBLS AND TONNAOB. 

Arrived. Tonnage. Sailed. Tonnage^ 

766 44,043 746 42,789 

Imports— Coal 30,837 tons. 

,f Coke 503 „ 

„ Com, in quarters 620 

Exports— <7om, in quarters 31,146 

LOWBSTOVT HABBOUB BKVENUB KXPBNDITURB, FROM MAY BTH, 1848, TO 

FEBRUARY 4tH, 1849. 

Wages to bridgemen j^263 8 6 

„ bsllasting » 138 5 6 

„ steam tug 373 18 8 

„ coalnrorking 167 18 9 

Carried forward «^a&\\ 4 
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Brought forward jg'dSS 11 4 

Coal for steamers 224 16 11 

Repairs 13 5 9 

Costof material and stores 55 9 7 

Bepairs to harbour 8 3 9 

Salaries to harbour master and clerks 160 2 4 

Trsrelling expenses 8 7 6 

Bates and taxes and gas 38 2 10 

Postage and stationery 10 10 5 

Sundries 14 12 10 

Total expenditure 1^1,467 3 3 

,, receipts brought over 3,100 11 10 

Profit on nine months' worldngs ^£'1,633 8 7 

Expended on the Railway from Reedliam to Lowestoft, and 

' on the Harbour Works to 31st December, 1848 308,011 4 5 

Estimated to complete the works 30,000 

j6'338,011 4 5 

Gold.— No. 246. 
Ck>ld in veins appears to be confined to countries of the primitive formation, 
and the sources firom which it has hitherto been obtained in the largest quantities 
are the alluvial soils and beds of rivers. The west coast of Africa, Peru, Brazil, 
Mexico, the Ural Mountains, Siberia, Sumatra, Borneo, and now California, 
comprehend the principal known sources of supply. Considerable quantities 
have also been found in Hungary and Transylvania, and in the Rhine, Rhone, 
and Danube, also in Ireland and Wales in smaller quantities. The most produc- 
tive sources of supply, however, in the present times, have been the Ural 
Mountains and Siberia, amounting last year to about ^6*3,000,000 sterling. It is 
generally found there in small nodules and grains, but sometimes in large masses 
weighing several pounds, and in 1806 one lump was found in the Ural Mountains 
which weighed 261bs., and in 1826 one of 231bs.; but the largest mass ever known 
is probably that which was dug out in 1842, which weighed 831bs., and pieces 
wdghing 121bs. and 131bs. appear to have been recently found in California; and 
from the accounts received by every American packet, of the progress of gold- - 
finding there, California is likely to rival the districts in the Ural Mountains and 
Slbeiia in productiveness. The Island of Borneo is another quarter from which. 
In all probability, very large quantities of gold may be obtained, when it becomes 
better explored and known. It has long supplied, in the form of " gold dust" 
and in small ingots, returns in barter for a considerable portion of the trafSc in 
opium and piece goods to the small trading vessels amongst the eastern islands ; 
and there is no doubt of the existence of considerable deposits of gold in the 
Interior of that vast island in various localities. According to Sir Stamford Raffles, 
there were in 1812 as many as 32,000 Chinese employed in the gold mines of 
Montrada, on the west side of Borneo, who raised annually about 208,000 bingkals, 
equal to .8^936,000, the half of which was supposed to find its way to China. The 
enterprise natural to our countrymen will likely, before long, induce them to 
penetrate from Labuan and Sarawack, the points on its western coast now imder 
British rule, to the centre or across the island in varioua d^xectlQii&, «syl^«.%^aASJL 
jiQt then be at all surprised to hear of diBCOvex\.«a t^xc^iiVAx \a ^'^QaS(.''&s6& ^sKK^ci^^ 
been made in California. 



Tlie following ia en AccKiiint of the Declared Talne of Britieh 
and Irish Produce and Mnniifucturts Enp'jrtcd ftom the United 
Kiogdom, gpecifjing the vnrioos Conntries to which Exported, in 
theYeara 1846 and 1847. 
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Value of Bzports (continued). 



Countries. 



1846. 



Britiah Territories In the East Indies 

China 

British Settlements in Australia 

South Sea Islands 

British North America. 

West Indies and British Guiana 

Honduras, British Settlements 

Foieign West India Islands, vie.:— 

Cuba 

Porto Rico 

Guadaloupe 

Martinique 

Curapoa 

St. Croix 

St. Thomas 

French GkUana 

Dutch M 

Hmti 

Unlttd States of America 

MeziGO 

Central America. 

New Granada. 

Venexuela 

Ecuador 

BraiU 

Oriental Republic of the Uruguay . . 
Buenos Ayres, or Argentine Republic 

Chili 

BoUvia 

Pern, 



Falkland Islands 

Russian Settlements on the North West Coast i 
<tf America / 

TOTAt dS 



1847. 



je 


di 


6,434,4.')(S 


5,470,105 


1,71)1,4.*W 


1,503,969 


1,441,^40 


1,644,170 


53,724 


25,368 


3,.'K)8,().'i9 


3,233,014 


2,253,420 


2,102,577 


252,167 


170,947 


844,1*2 


696,554 


4,5;« 


16,822 


580 


164 


318 


196 


6,877 


1.089 


4.576 


14 797 


416.317 


3»6,599 


1.620 


• • • • 


• • • • 


1,466 


136,113 


192,089 


6,830.460 


10,974.161 


30.S,685 


100,688 


68,500 


86,983 


219,5»:) 


145,006 


245,059 


182,279 


7,4'i5 


• • • • 


2,749,338 


2,568.804 


153,479 


:j;m,083 


34,002 


156,421 


959.322 


866,325 


4,493 


22,375 


820,535 


600,814 


3,117 


2.083 


9.438 


8,193 


57.786,876 


58,842.377 



Break of Gaugre.— No. 248. 

In the speech of Mr. Cockbuni, on behalf of the Salisbuiy and 
YeoYil, Exeter, Yeovil and Dorchester, Exeter and Exmonth, and 
Blandford and Bmton Lines, on the 30th Jnne and Ist and 2nd of 
July, 1847, which, at the time of its delivery, was regarded by Railway 
anthorities as one of the most masterly combinations of telling facts 
ever pronounced before a Parliamentary Committee on the subject 
of a uniform gauge, as essential to the national and public interests 
of the country, in concluding his appeal, Mr. Cockbum says : — 

It is impossible to estimate too highly the importance of the subject. We 
know that the welfue and prosperity of the country, and the fHiU development of 
Its resources and productions, depend in a great measure upon the perfect character 
of its means of intercommunication. And now, in modem times, for the old victooo. 
of cpmrnnnlmtfon between one porUon of the couxiXr] «xA vskioiC&Rx^Vi&ft. ^geo&BQak ^ 
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man has substituted a great and mighty power, which, while it seems about tO 
burst its bounds and scatter confusion and dismay around it, is yet by his intelli- 
gence converted into an instrument of power in his hands, for enabling him to 
pass, almost with arrowy speed, from one point to another. If you keep all in 
unity — if you Iceep all on the same uniform gauge — ^you have harmony in the 
system, and you realize all the benefits which must arise from increased facilities 
given to the national means of communication ; but if you allow the intervention 
of a different system of gauge to interpose obstacles and to create delays and 
difficulties, you destroy the advantages which would otherwise result from this 
great, noble, and harmonious system. Therefore it seems to me it is a great public 
calamity that the daring, but in this instance erring, ^nius of one man should* 
in an evil hour, have brought in the exceptional gauge to mar the uniformity of 
the great system of communication of this empire. I stop not here to discuss the 
superiority of one gauge over another : Mr. Brunei may be wrong, or may be 
rjglit, — I care not which ; but the country, from one end to another, with the 
exception of the district into which his peculiar gauge has been introduced, is 
covered by a system which is acknowledged to be the national one. The resolu- 
tions of the House and the enactments of the Legislature have been directed to 
arrest this evil of a diversity of gauge wherever it does not already exist. Are 
you prepared to act according to the suggestions and views of the Le^lature 
of which you are a component part? I believe you arej and when I shew you 
the disadvantages which would result to the West of England A-om the intro- 
duction of this gauge, and the great advantages that would restdt from a system 
of consonant and harmonious action, I am sure I am only asking you, consistently 
Mrith public interest, to prevent a result which would be considered only as a 
national calamity. 



Committees of Inquiry.— No. 249. 

Proprietors of Railways, in 1849, were so exasperated at the 
results of the mania of 1845, that they would be satisfied wit^ 
nothing but Committees of Inquiry, which were thus described by 
" Herapath's Railway Journal," 5th May, 1849 : — 

A discovery of considerable importance was made some time ago, and has been 
quietly acted on by certain individuals, it is hoped to their very great benefit. 
So very profitable is it, that it is calculated much more gold may be gathered in a 
week by this means than by a month or a year's picking and grubbing of the 
sands of the pestilential rivers of Califomia. Pleasure and health, too, may be 
combined with profit. It is to buy a few shares in a Railway, then pick holes in 
the accounts, move for a Committee of Inquiry, keep it on for some time, and 
answer all inquiries by certain ominous shakes, shrugs, winks, &c. Before, or as 
soon as the Committee meet, sell largely of the shares; then, just before the 
inquiry is ended, buy in to deliver, and bull prodigiously besides. This done, 
bring out a good report stuffed well with hopes, as a cook stuffs her pudding with 
plums, and it will be the best trade going— Califomia will be barren land in the 
comparison. Some say that a certain active little man, after he has pretty well 
satisfied No. 1, which all prudent men should look to first, intends to patent the 
discovery, and set ap a school, to explain its wonder-working properties. 
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TettlttiOBials to Persons connected witb Railways. 

No. 250. 

TkstimoniAl to Mb. Robert Gill.— Thi« gentleman has just had presented 
to him an elegant dinner, dessert, and tea service of silver, with a magnificent 
centre-piece, of exquisite worlnnanship, as an acknowledgment for the services 
be rendered the undertaking while he was managing Director ; the whole cost 
about j£^2,000. This is a testimonial of which Mr. Gill may very well be proud, 
especially as it is for services which were rendered some four or five years since, 
and given, too, at a time when Railway property is not in the most satisfactory 
ttate. — Herttpa(h*i Joumalt 17th February, 1849. 

TssTiMONiAL TO LoRD ToRRlNOTON. — ^The proprietors of the South Eastern 
Bailway, assembled at the half-yearly meeting, held March 17th, 1847, resolved— 
"That the proprietors are gratefUl to the Right Honourable Viscount Torrington 
fbr his valuable services while in office as a Director of the South Eastern Rail^vay 
Company, and request the Board, before he leaves this country, to present to 
his Lordship some testimonial in reminiscence of the Company's obligations 
to him." 

Acting under the authority thus given, the Board, on the 19th April, 1847, 
presented to Lord Torrington a service of plate, of the value of j612,889 5s., the 
cost of which, as well as that of the public dinner, at which the presentation 
took place, namely, ■^£'342 12s., is properly charged in the accounts as part of the 
expenses incurred in the promotion of the North Kent line. 

TssTiMONiAL TO Mr. Elias J. MozLEY. — On Wednesday a grand dinner was 
given by the dissentient Directors and Shareholders of the Birmingham and 
Oxford line, on the occasion of presenting a piece of plate to Mr. Elias Joseph 
Ifozley, in testimony of the ability, zeal, and energy with which he had promoted 
their interest in the recent protracted contest with the Great Western Railway. 
The entertainment took place at the "Crown and Sceptre," Greenwich, and 
amongst the company, which was strictly of a representative character, embracing 
many of the leading Directors and officials of the narrow gauge lines, were Lord 
Greenock, Mr. Glyn, Mr. T. Smith, Mr. L. Mozley, Colonel Matheson, M.P., the 
Ron. Captain Gough, the Hon. Capt^n Carnegie, Mr. Locke, M.P., Mr. Peyton, 
Mr. S. Thornton, Mr. Beale, Mr. A. Dobie, Mr. C. E. Stewart, Mr. Joseph Sanders, 
Mr. Swift, Mr. S. Carter, &c. Captain Bigge presided; and at the close of a 
glowing eulogy on the meritorious and successful exertions of their distinguished 
guest, presented to Mr. Mozley the superb piece of plate which had been sub- 
scribed for hlm| consisting of a gigantic candelabrum in frosted silver, with two 
magnificent wine-coolers, valued at between j6700 and 46*800, which bore the 
following inscription : — " Presented to Elias Joseph Mozley, Esq., by those friends 
and fallow-shareholders in the Birmingham and Oxford Junction Railway, who 
witnessed with admiration, and remember with gratitude, the energy, judgment 
and ability displayed by him throughout an arduous and protracted struggle in 
defence of their common interests. June, \9A'd**—HerapcUh*s Journal^ 21st July, 
1849. 

The various officers of the London and North Western, the Lancaster and 
Carlisle, and the Caledonian, have presented Mr. Braithwaite Poole with his por- 
trait, at a cost of 300 guineas, and a handsome service of plate, consisting of a tea 
service, coffee service, and a salver. The value of the whole is 200 guineas. The 
salver bears the following inscription : — " Presented, with a tea and cofl^ec service^ 
to Braithwaite Poole, Esq., by the members of lYie "^aSi^NWi ^^v)^ '^vEA%«t« 
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Conference, as a testimony of the great esteem in which he is hdd by them; and 
as an acknowledgment of his valuable services as originator, and for some time 
honorary secretary, of these nseAil meetings. Manchester, August, 1848."-^ 
Railway Chronicle^ 21st October, 1848. [The above is not quite correct: the 
portrait was painted by Illidge, of London, for the ofScers and clerks of the above 
Railways, and cost .^£'200 ; and the plate given by the goods managers of Railways, 
and cost ^^80.] 

Mr. Vardy, the late superintendent on the London and North Western of the 
goods traffic at Liverpool, received a present of a gold watch and chain firom the 
workmen, porters and others engaged in the carrying department. In returning 
thanks, he adverted to the fact that he was the person who loaded the first train 
of merchandise at Liverpool, which did not carry more than 15 or 20 tons, but 
after eight years had elapsed, when he left the Liverpool station in pursuance of 
his promotion, the trains carried on the average 1,300 tons per diem. This is one 
of the numerous instances of the gratitude of the men to those officers who dis- / 
charge their duties in a considerate and kindly manner. — Raitwuy Chronide, flOth 
September, 1848. 

On^he 28th August, 1848, a meeting of the guards and porters of the Eastern 
Counties took place at the *' White Hart'* Tavern, Shoreditch, to present Mr. 
Grimshaw with a gold watch, on the occasion of his retiring from the appointmoit 
of station-master at the London terminus. 

Mr. Dockray, of the London and North Western, has received a very gratifying 
testimonial of the esteem and respect of his brother officers and friends, in the 
presentation of a silver tea and coffee service, a centre-piece for flowers, and a 
massive salver, seven pieces in all, together worth about 200 guineas; also jtf500 
stock in the London and North Western, purchased at par, now worth if 625, and 
a well-painted half-length portrait, by Mr. Philips. The subscribers are to have 
a copy of the portrait, which is now being engraved for the purpose. The inscrip- 
tion on the plate recorded the date of the gift and the motives of the donors.—- 
Railway ChranieUt 6th January, 1849. 

The servants employed in the passenger department of the Manchester, Shef- 
field, and Lincolnshire presented a silver tea-service to Lieut. Gretton, R.N., the 
chief superintendent of the line.— Ibid., Idth January, 1849. 

Mr. P. Clarke, on his retirement from the Brighton, has been presented with a 
claret jug by some of his brother officers. — Ibid. 

Captain Huish, on behalf of the London and North Western, presented their 
medical officer (Dr. Harrison) in the Manchester district, with a set of rich cut- 
glass castors in a silver frame, as a testimonial of his services at the late accident 
at Crewe.— TiMd., 21st October, 1848. 

Testimonial to Mr. W. Eagle Bott. — ^The engineers, solicitors, and staff of 
the Leeds and Dewsbury line, have presented this gentleman (the secretary and 
general manager of the Company) with a very handsome piece of plate, and also 
an epergne and purse of gold, as a testimonial *' of the honourable and courteous 
bearing he has at all times evinced in conducting the afffurs of the Company." 
A sumptuous dinner was given at the Scarbro' Hotel, Leeds, on the occasioiUF— 
nerapath*8 Journal, 24th February, 1849. 

Testimonial of Esteem. — On Wednesday, the 29th ult., a handsome silver 

tea-service was presented to Mr. Thomas Kay, the goods superintendent of the 

London and North Western Railway, Manchester, by the clerks and others, in 

compliment of bis recent marriage, and as a token of their esteem for him. The 
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iMtimonltl wta preMnted by Mr. Adshead, who, In doing so, pasted a warm eulo- 
gtnm upon the merits of Mr. Kay, observing that the present was the result of the 
united contributions of his ftiends, who could not allow so interesting an event as 
his recent marriage to pass by without manifesting their regaxd for his character. 
The testimonial would have been much more valuable had not the committee 
aonewhat reined-in the expression of the fieelings of the contributors, their object 
being, not to present a splendid offering, but something that, while manifesting 
thdr sincere attachment, should be usefUl to him in his new capacity as house- 
keeper. — Mr. Kay feelingly acknowledged the kindness of his friends, who had 
ttfcen him at unawares. To do justice, to act uprightly, iinflinchingly, and 
without compromise, to discharge the duties of his office, would be his object 
iQirough lifie j and in accepting this token of their esteem, he desired to express 
his thanks, not only on his own behalf, but on that of Mrs. Kay. He trusted that 
be should always continue to merit their good-will through life. In the evening a 
goodly company sat down to supper at the '* Royal Archer," Dale Street : Mr. 
W. 6. Cooke presided, and Mr. William Occlestone occupied the vice chair. 
Harmony prevailed, and the party broke up at an early hour, each one being 
pleaaed with the evening's enjoyment.— iTaecfet/feM Courier, 1st September, 1849. 

PBBSKHTATiosr OF Plats TO JosBVA P. Wbsthead, Esq. — ^The handsome 
■nhscription of the shareholders of the Manchester and Birmingham Railway 
Company, and other gentlemen, for a splendid service of plate to Joshua Proctor 
Westhead, Esq., the Chairman of the Manchester and Birmingham Railway 
Company till its absorption into the London and North Western Company, for 
bis unceuing labours in its behalf, and as a tribute to his public and private worth, 
waa long since promptiy filled up, and the service of plate ftimished ; but a 
ntriety of circumstances have prevented its presentation till last Tuesday (15th 
June, 1847), when this superb testimonial was formally presented to Mr. West- 
head, at a splendid entertainment given to that gentieman in the music saloon of 
the Albion Hotel, Piccadilly, Manchester, which was tasteAilly decorated for the 
oocaaion 5 its chief ornament, however, being the costly and very elegant service 
of idate, which was displayed at the lower end of the room on a stand constructed 
tor the purpose, covered with and canopied over by rich purple velvet. This 
complete dinner-service numbers nearly 380 pieces, consisting of nearly 3,000 
ounces of silver, and, we believe, cost about ^2,000. The principal or centre 
piece is a splendid candelabrum, consisting of a triangular pedestal on tripod base, 
finom which spring the branches for lights and the central basket for flowers or 
fruit. At each foot of the tripod are three Cupid-like figures, emblematical of 
Godus, Mercury, as the swift-winged god, with his caduceus, &c., and Science ; 
imd at the three angles of the pedestal are three adult figures— Atlas supporting 
the globe on his shoulders, and the others representing Perseverance and Wisdom. 
From the centre of these figures (which, as well as the smaller ones, are exqui- 
sitely modelled in frosted silver) springs the double stem of an oak tree ; and 
•hove the heads of the figures a chaplet of acorns and oak leaves encircles the 
atems. Above this wreath the stems ramifj^ into nine branches, supporting as 
many lights; while a central continuation of the stem is surmounted by a 
handsome basket of burnished and frosted silver, for the reception of flowers 
or fruit. On Tuesday it was filled with the choicest flowers. On the front 
panel of the triangular base, which is all of polished silver, is the following in- 
vcriptlon: — "This candelabrum and a dinner-service, of the value of 1,800 
jgolneM (the original amount, since augmented. tA ie7i,Wk^t "vraa^ ^^raiMo^a^Mk 
K 
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J. P. Westhead, Esq., by the shareholders of the Manchester and Birmingham 
Railway Company, in grateful acknowledgment of his unceasing labours on behalf 
of that Company ; and also by others, his fellow-townsmen, as a tribute to his 
public and private worth. — January, 1847." — Railway Times, June 19th, 1847. 

Testimonial op Esteem.— On Thursday last, the clerks and porters (of the 
merchandise department only) of the Manchester and Birmingham section of the 
London and North Western Railway Company, presented to Mr. Samuel Salt, the 
manager thereof, as a mark of esteem, a very handsome candelabrum, bearing the 
following inscription : — " Presented to Samuel Salt, Esq., manager of the mer- 
chandise department, Manchester and Birmingham section, London and North 
Western Railway, by the clerks and porters engaged under him, aa a token 
of their esteem for his high integrity, great abilities, and undform kindness.** 
The clerks and porters assembled in the warehouse ; Mr. Thomas Kay presided, 
and, under pretence of urgent business, sent for Mr. Salt, who, upon entering the 
room, was greatly surprised at seeing all the servants together. After he had 
been conducted to a seat, Mr. Kay, in a very neat and appropriate address, 
presented him the candelabrum, and a gold pen and seals. He observed it was a 
sincere token of honest aflfiection — a spontaneous free-will offering of all those 
present. His integrity was conspicuous j with him, merit met its reward, and 
misconduct (without any partiality) its punishment. His great abilities were 
manifest by the manner in which he conducted the business of this line of Railway; 
regularity and order were its characteristics. His uniform kindness was the 
source of the testimonial which stood before him, and which those around him 
confirmed. (Loud and hearty cheering.) Mr. Salt arose, and for some time his 
feelings overcame him. So sudden, so undl^erved, he said, was this splendid gift, 
that he did not know what to say in reply. His duty to the Company, and to them, 
he had endeavoured faithfully to perform. Nothing, he hoped, would ever cause 
him to swerve from that principle. Persons of merit he marked out for reward; 
but no consideration ever had, and he hoped never would, induce him to wink at 
delinquency. He received this testimonial with great pleasure, believing it to be 
a free-will gift. He highly appreciated their kindness towards him ; but he should 
have been proud, even had it been conveyed to him in a less flattering manner. 
The times were hard, and he was sure many must have made a sacrifice of some 
private nature to produce such a testimonial. After disclaiming the exclusive 
merit attributed to him, and speaking of the ability and attention with which the 
business of the department generally was performed, he again returned them his 
thanks, and said that he should always look upon that testimonial with feelings of 
lively interest. After a hearty round of applause, the assembly dispersed, each to 
his own duty. — Manchester Guardian, June 3rd, 1848. 



Ought Canals to do their own Toveage ?— No. 251. 

The following occurred at the half-yearly meeting of the Regent's 
Canal Company, held 6th June, 1849 : — 

Mr. Baxendale, Mr. Green, Mr. Mayhew, and Mr. Baildon, expressed dissatis- 
faction r.t the course adopted by the Committee in taking the towage of the canal 
into their own hands, instead of letting it to contractors or leaving it to private 
competition, but it was shewn most satisfactorily by Mr. Parker, Mr. Radford, and 
other gentlemen connected with the Compan,7, t\ui.ttlie advantages gained by tb^ 
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hicrMae of tnMc more than counterbalanced the expense incurred in the manage* 
ment of the haulage. Prior to the Company taking the towage into theif 
bandB, 70 horses were employed by the traders on the canal, but the whole of 
that work was performed since by the Company with 50 horses. The receipts, 
during the year preceding the adoption of towage by the Company, ending 31st 
March, 1847, amounted to j£^,865, but on its adoption, in the year ending 3l8t 
March, 1848, the receipts amounted to ^37,132, being an increase of ^6*8,267, 
while the expense of towage was only j£'r>,600. During the year ending 3 1st 
March, 18^, the receipts amounted to j6'34,340, and the expense of towage to 
jfir5,800. This, it was contended by Mr. Green, shewed a loss of ^'1,600 per 
*wnntn, but on .the part of the Company it was equally contended that there was 
a profit of i^47, owing to the persons employed in the towage performing that 
duty as weU as the duty of servants, which the Company woiild otherwise have 
to keep as police to protvct the property, and should, therefore, be allowed for 
hi the calculation. 



Cost of the Cambridge Station.— No. 2o2. 

The Cambridge Station, on the Eastern Counties Bailway, was 
Iwilt by Mr. S. M. Peto, and cost as follows. The works were not 
done by contract, but by measurement and valuation, according to 
plans by Mr. Thompson and Mr. Hunt. The prices fixed were 10 
per cent, under those of the Board of Works, and measured by 

Mr. Hunt : — 

je 8. d. 
For erecting refiroshment room, and extending tho platform, &c. . . 5,627 111 

For tiie new Up station, with platforms and roofing over line 14,262 17 3 

For alterations to ditto 1,020 6 2 

For temporary platform, and covered way on the Up line (now 

removed) 275 18 6 

For carriage shed S87 19 9 

For additions to the old engine-house (now removed) 393 6 8 

For coke platforms 69 19 O 

For Bew engine-house 6,347 1 8 

For building goods shed. No. 2, and enlarging tho old shod. No. 1 . . 1,772 15 3 

For bunding goods shed. No. 3 1,754 13 11 

For the extension of ditto 1,425 3 7 

For fbrming the stable 76 16 8 

For forming the sidings, providhig and laying tho rails, &c., forming 

approach roads, with fencing, &c. &c 6,698 1 6 

For extending the several sidings for carriages, goods, and engines, 

with additional fencing 4,369 9 2 

For building switchmen's boxes 129 10 6 

For forming coal wharf, carriage dock, fixing buffer stop, altering 

and re-fixing fencings, and sundry works about station 932 1 

For forming siding for the accommodation of Mr. Headlej 419 13 11 

Fot boildhig porters' cottages 2,178 14 4 

Ditto ditto cottage at Mill-road 259 17 5 

For purchase of land for ditto 40 

Carried forward : £bSb^V^ 1 *i 
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Bfought forward 46*48,441 7 H 

for STindry dsy-vork aboat the station, up to 1846 368 7 

Ditto, and sinking well, &c., up to 1848 3,823 18 3 

Ditto, ditto, 2nd account 206 16 3 

For gas fittings to new refireshment room 74 18 

Retnm of carriage of materials 556 4 8 

For sundry works to the lodge at Tmmpington, and sinking well . . 172 9 2 

COITTRACTORS — SWINBVKNS AKD Co. 

For glass supplied finr the works of the new Up Station, &c 1,184 7 1 

COKTRAGTOR — A. TOT. ' 

For gas-fittings to the new Up station 558 14 H 

Contractors — ^Wentworth and Co. 
For furniture to the new refreshment room 272 8 2 

Total 4^65,659 4 3 

The above is exclusive of the formation of the mahi line through the station, 
and also of the cost of the original station building, engine-house, goods warehouse, 
cattle pens, sidings, well, steam-engine, &c., executed by Mr. Jackson, under the 
direction of Mr. Borthwick and Mr. Thompson, which was as under :— 

£ s. d. 
Office building for Down station, colonnade to approach, and covered 

way Down Une, site, &c. &c. .'. 10,840 19 3 

Goods warehouse 1,168 17 3 

Cranes and weighing macUne 152 

Engine-house 853 10 6 

Tank, steam-enghie, pump, cistern and hose, 40 feet long 451 

Carriage-houses 49017 

Cattle pens, coal station, and goods yard 334 5 q 

Approach road and fore court, including carriage and horse landings 932 11 10 

Works on Une, engine pits, and drain^^ 157 18 6 

Water mains, water cranes, and large weighing machine 342 17 6 

Permanent way, exclusive of main line and turn-tables 4,879 9 6 

Buildings 743 10 8 

Cranes and weighing machines 10 10 6 

Water machinery 17113 1 

Cattle pens, &c.. No. 1 I64 4 5 

Ditto ditto .,N'o.2 127 9 4 

Yards, approach joads, &c 1^3 14 9 

Sidings and turntables, &c. &c 1,193 g 1 

Sundries. ..JL , 7 

jei'4,895 17 1 



tJnparallelcd Iteffislation.— Ko. 253. 

The Committee on the DubUn Improvement (Nc. 2) Bill commenced their 

labours at 11 o'clock yesterday morning, and continued their sitting until 2 o'clock 

this morning, in order to pass the bill. Let it not be said hereafter that the 

Legislature pass lightly over measures for the benefit of the sister country.-* 
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A Indce In a DUemma.— No. 254. 

A Ibw dayi liiiee, one of the Jodges of the connty courts for the western district 
on his way to open his monthly court, and had arrired so iSur as Bristol by 
Bailway, when having occasion to leave the carriajTe in which he had travelled 
ftyr a fsw minntes, he nnfortonately mistook the carriage, and entered the wrong 
one, and in a short space of time was whirled back to Swindon station before he 
was aware of the error he had committed, thus entailing on himself the expense 
of a special train, to be in time to hold his court— Jfomiii^ P<ut, July, 1849. 



Cost of Cotton.— No. 255. 



Etery bale of cotton costs the producer an average of 2 dcrflars per bale for 
., 2 dollars 50 cents for pork; 1 dollar 50 cents for clothing. 



In tfiMi*"g bales to Liverpool, firom New Orleans, they cost 

dol. c. 

For baggings rope, and twine, per bale 2 50 

F<wfiteight, insurance, commissions, and other shipping charges in 

New Orleans 2 

For (Mgfat, insurance, duties, town and dock dues, commissions, and 

other charges in Liverpool 14 

For plantation expenses, (which include clothing, pork, farming 

utensils, horses and mules, &c., which must be famished every 

year) not less per bale than 6 

Far overseer's wages and necessary repairs of gin and mill, not less 

per bale than 2 



50 



00 



00 



27 



50 
50 



Msddng the aggr^ate expenses equal to, per bale 

A bale of cotton weighs about 400 pounds. 

During the year 1838 there were imported into the ports of Great Britain — 

Bales. 

From the United States of America 1,124,180 

FktmiBrazU 137,480 

From EMt Indies 108,780 

From Egypt 29,460 

From West Indies, Demerara, Smyrna, &c 30,800 

Total 1,480,700 

Tlie following will shew the quantity and value of cotton crops in the United 
States for several years. Each year ends September 30th. The calcnlati<ms of 
the fiist years are firom the New Fork Exprest, 



Tear. 


Bales. 


Average price 
per pound. 


Total Value. 


1024.5 


560,000 
1,038,848 
1,360,825 
1,801,497 
2,177,836 


Cents. 

20 

9 

19 

11 


Dollars. 
47,040,000 
87,398,628 
103,415,100 
79,265358 


1880«1 


i8S5-6 


lfiS7-8 


188d-4D 
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The total cotton crop of the United States, for the year ending the 90tU 
September, 1840, was 2,177,835 bales, an increase over 1839 of 817,302 bales, and 
shewing the largest cotton crop ever raised in the United States, by nearly 
400,000 bale's. 

Of the produce of the year 1839-40, namely, 2,177,835 bales in the United 

States, 1,876,003 bales were exported, thus : — 

Bales. 
To Great Britaki (1839-40) 1,246,791 

To France 447,465 

To North of Europe 103, 232 

To other foreign porta 78,515 

Total 1,876,003 

The exports of the previous year, 1838-9, were 1,074,689 bales, and the quantity 

consumed at home 281,998 bales. The quantities of cotton exported to foreign 

porta from each of the United States ports in 1839-40,. were — 

Bales. 
New Orleans 832,625 

Natchez 2,208 

Alabama (Mobile) 364,708 

Georgia (Savannah and Darien) 207,950 

Florida 61,049 

South CaroUna 247,501 

North Carolina 65 

Virginia 7,987 

Baltimore 2,601 

PhUadelphia 3,6a> 

New Yorlc 162,216 

Boston 3,506 

Total 1.876,003 



Great Western Railway praised.— No. 256^ 

Mr. Russell, M.P., Chairman of the Groat Western Railway, macle 
the following remarks, at a meeting on the 17th August, 1848 : — 

You are aware that there is no Company in this kingdom (I say so with 
confidence) that affords so large an amount of accommodation as we do. The 
number of trains, and the number of miles run by us, are infinitely greater than 
those run by any other Company whatever — ^there is no Company in this country 
that gives the same accommodation by express trains, either in the time in which 
they perform their duty, or with respect to the class of persons who are enabled 
to travel by them. There is no Company in the kingdom that gives the same 
convenience to the public in the way of return tickets. Upon other lines, it is 
true, return tickets may be obtained, but then there are so many difiElculties and 
obstructions connected with it, that it is hardly available for the purposes for 
which it has been obtained— viz., for a single day only. On the Great Western 
line those who require to travel a short distance have the advantage of travelling 
by all the trains, while those going a considerable distance have two days, and 
others going to the further portions of the line are allowed three days, for the use 
pf the ticket, exclusive of Sunday. 
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^le Amimnt of Stlrer mnd Oold in Europe.— No. 2b7. 

The calcaUtioni by Mr. Jacob, as continued by M. Berghans down to 18:^'>, give 
tbe foUoMing results : — 

In the year 1800 jtfl36,000,00<i 

„ 1700 297,000,OW» 

„ 1835 3bO,000,0(Hi 

In 1819, the gold of the Ural Mountains was discovered. In the year Ib-llCt, the 
quantity of gold delivered at the mint of St. Petersburgh amounted to 1,722 poods, 
291be. 87 solotnik, which, at ^3 17s. 10^. an ounce, exceeds j6'3,U0U,U0U. Within 
ten years Russia has increased the bullion of Europe by ^'18,761,310. Mr. 
Jacob estimated the metallic currency of Europe at ^^13,000,000. What is the 
annual consumption of gold in Europe ? France is the only country in Europe 
whose commercial statistics can help us to answer this question. From the yearly 
official publication, entitled Tableau Cfenerai du Commerce delaFrancfy it appears 
that flrom 1829 to 1841, during thirteen years, France required, for her own ron- 
•omption in plate and money, an annual average supply of gold and silver to the 
amount of 106,130,591 francs, or j6r4,245,223 sterling. Mr. Jacob, in 18;U, 
estimated the annual consumption of the precious metals in Great Britain, for all 
purposes, except money, at j£^,457,221 ; the annual waste by loss and wear of 
thoaef has been estimated at j61!00,000; which would make the annual consump- 
tion of the BrHteh Islands 4^,700,000. It would be an error to suppose that the 
average of France and Great Britain would be the average consumption of the 
rest of Europe. But, probably, when their consumption is compared with their 
populations, and their populations with those of all Europe, the consumption of 
Europe cannot be estimated at less than j612O,0OO,OOO a year. What is the amount 
of the annual supply of the precious metals to Europe? The sources of the 
supply are the United States, Spanish and Portuguese America, and Russia, and 
the annual average amount is, from all sources, about 12,000,000. According to 
the best authorities, the following are the general results in round numbers : — 
Amount of the precious metals in Europe, j6r4UO,000,0O0 ; annual consumption in 
plate and coin, j^20,000,000 ; annual supply, jC" 12,000,000. The posiUve waste 
ftom loss and abrasion being small; though the consumption exceeds the supply, 
the total of the precious metals accumulates yearly. 



Wealth of the United States.— Xo. 2W. 

The report of the Patent Office, mode in 1848, presents interesting statistics 
relative to the wealth of the Union. The population of the United States is set 
down at 20,744,000, and the agy^regato of personal and real property, estimated at 
8.294,570,000 dollars. New York is the richest State, her property being 912,000,0(K). 
Pennsylvania next, 850,000,000 ; then Ohio, 740,000,000 ; then Vhrglnia, 508,000.(K)0. 
The remainder of the States rank as following:— Indiana, 384,000,000; Tcnnes- 
■ee, 380,000,000} Kentucky, 342,000,000; Massachusetts, 340,0i0,000 ; Iliinoit;, 
294,000,000; Alabama, 276,000.000; Mississippi, 256,000,000; South Carolina, 
242,000,000; Missouri, 240.000,000; Maine, 240.000,000; Maryland, 193,000,000 ; 
Louisiana, 188,000,000; New Jersey, 167.000.000; Michigan, 148,000,000; Con- 
necticut, 132,000,000; Vermont, 120,000,000; New Hampshire, 120,000,000; 
Arkansas, 60,000,000; Texas, 56,000,000; Iowa, 52,000,000; Rhode Island. 
52,060,000 J Wisconsta, 86,000.000; Delaware, .32,000,000; Florida, 32,O0O.O(K» : 
^iatrlet of CaambU, 18,000,C'00; Oregon, 8,000*^^^. 
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GrMit Amerieaa XrfdLes.— No. 260. 

Ontario is 234 feet abore the lerel of the sea, 180 miles long, 50 wide, and 500 
feet average depth; bat near the centre, no bottom was found with a line of 350 
fethoms. Erie is 290 miles long, ftom 30 to 60 broad, but only 00 feet deep, and 
564 feet abore the sea. Houron 250 miles long, 180 broad, 860 feet deep, and 594 
feet above the sea. Michigan is 300 miles long, 55 wide, 900 feet deep, and on a 
level with Houron. Superior is 460 miles long, 410 wide, 627 feet above the sea, 
■ad 900 feet deep. 

The Caspian Sea, a vast Lake of Asia, is 600 miles long, and 300 broad, in the 
widest part. The waters are partly salt. 



Cost of the Ely Statioii.— No. 261. 

The Elj Stati(»i, on the Eastern Comities Railway, was bnilt by 

Mr. S. M. Peto, and cost as follows. The works were not done by 

contract, but by measurement and valuation, according to plans by 

Mr. Thompson and Mr. Hunt. The prices fixed were 10 per cent. 

under the Board of Works prices, and measured by Mr. Hunt: — 

£ s. d. 
The stati<Hi building, with platforms, and roofing over same, and 

oversidings 10,503 2 3 

Carriageshed 101 18 10 

Tttmporary tank (now removed) 238 3 11 

Tank home and tank 772 19 3 

Enginehonse 454 4 9 

Additions to old goods shed 1,080 3 3 

OiBoe in goods sheds 67 15 8 

Orain shed next the river 945 6 5 

Grain shed. No. 1 1,302 2 9 

„ „ No.2 847 11 4 

Additional granaries 2,770 14 5 

Sack room in sheds 45 19 2 

Porters' shed next dock 33 11 6 

Shed and covered way for barges 489 11 10 

Stable and cart shed 183 19 8 

Cattlepens 659 1 2 

Additions to ditto 64 16 9 

Fencing a4)oining ditto 108 2 3 

For piling, &c., to the dock next river 1,534 18 10 

For pumping engine house 3,125 15 3 

Forming embankments and timber viaduct, providing and laying 

rails, forming approach roads, fencing, &c.,&c 8,145 1 9 

Ditto, ditto, indndlng providing and fencing turn-tables, piling 

under station buildings, and additional goods under sheds, granary, 

pumping, engine house, and under turn-tables, piling to dock, and 

maintenance of rails, &c 37,064 17 11 

Ditto, ditto, buffers, and fencing next lodge « 80 19 10 

Switchmen's boxes 214 17 11 

Carried foTwazd..,., «,,.,, «4n^$S&\N. v» 

k2 
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Brought forward 4^0,835 II S 

Drainage 267 2 1 

Paving approach road to station 154 7 4 

Sundry temporary works ^ 121 10 

Sundry day works up to 1846 154 9 11 

Ditto ditto, 1848 2,382 4 7 

Purchase of additional land 5,258 

For bracing Cross Water bridge after the opening of the line 98 13 4 

Alteration of Cutters bridge 113 11 6 

Ketum of carriage of materials .^ 675 6 10 

Contractors— SwiNBURNB and Co. 

For glass supplied fbr station, &c 936 18 5 

CoKmiACTOR — A. Toy. 

For gas fittings, &c 513 13 6 

Total j^81,511 

The above is exclusive of the formation of the main line through the station, and 
also of the cost of temporary station, goods warehouse, carriage shed, sidings, &c., 
steam engine, &c., executed by Mr. Peto, under the direction of Mr. Borthwick and 
Mr. Thompson, which cost as follows : — 

^ s. d. 

Bookingofflce 789 6 5 

Porters'rooms 277 17 11 

Locomotive office 744 6 3 

Goodsshed 479 11 11 

Carriage shed, platforms, and fencing 687 12 5 

Locomotive engine-house 2,C31 6 

Pumping engine house for locomotives 565 16 4 

Coke platforms at Cutter 300 8 3 

Embankments, roads, and permanent way, exclusive of main line, &c. 5,254 12 4 

Dayaccount 168 2 

Furniture 143 15 11 

Gas 207 5 3 

Machinery 262 12 



j^l 1,912 7 6 



Enston Station, Iiondon, in 1849.— No. 262. 

The structure on the exterior is of the plain Roman style of architecture, and 
is 220 feet long by 168 feet in width. At the southern front there are five entrances, 
over which extends for a considerable distance from the face of the building a 
capacious awning, under which carriages may draw up and passengers alight 
without being exposed to wet or any other inclemency of weather. The outer 
doors lead into what is called the " outer vestibule," which is 22 feet in depth 
and 64 feet in width, and having a very beautifully-designed mosaic pavement, 
conMtructed of what is called the patent metallic lava. On the northern side of 
the " outer vestibule" are again fire other entrances, leading into the grand hall, 
or vestibule. 

On entering the grand hall from the outer vestibule, the visitor is suddenly 

Introduced to an apartment which perhaps for space and elegance of design has 

jDot its equal. The iengtb of this magnl&cent ^8l\ be\ow \.\i« «ti\»\A»x\»e is 12d 
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feet, the width 61 feet, and the height Arom the floor to the ceiling 62 f^t. At 
tiie northern end is a grand double stone curved staircase leading to the central 
flight, by which a beautiftil gallery 16 feet in width is reached. The entire length 
of the hall, Arom the wall of this gallery to the southern wall, is 139 feet. The 
roof is supported at the northern end by four double columns, and at the southern 
end by four single corresponding columns, each 24 feet 7 inches in height, with- 
out the base. These columns are highly finished, and represent beautifully 
polished red granite. They are of the Ionic order, and the caps and bases repre- 
sent white marble. The roof is exceedingly light, chaste, and elegant, the ceiling 
being what is termed a coflfered ceiling, that is, a continuation of exceedingly 
Iftrge panels, t)earing rarious ornamental designs, the prominent borders of 
which spring from enormous elaborately designed brackets, supported upon lions* 
heads, all round the upper portion of the structuret 

The mouth of each lion holds a ring, by which are suspended beautifully 
SErranged bunches of fruit and flowers. This magnificent hall is lighted by a large 
number of attic windows, ranged on the eastern and western sides, above the 
entablature of the order. The grand staircase at the northern extremity of the 
grand hall leads to a second gallery or vestibule, connecting the grand hall with 
the general meeting-room for shareholders. This is reached by a large door in 
the centre, between the double row of cohmins already described. Over this 
door is an exceedingly bold and elegantly designed bcu rdi^ by Thomas, the 
sculptor, engaged under Mr. Barry, at the New Houses of Parliament. This bcu 
rdi^ consists of the figure of Britannia, seated with her left arm resting on the 
head of a stupendous lion, whilst at her left is the prow of a ship. On the right 
she is supported by a figure the size of life, representing the Arts and Sciences, and 
on the left by a figure of Mercury of equal size. On a level with this vestibtile is a 
light and elegant gallery, connecting all the offices of the establishment, passing 
round the entire of this great hall. The building was designed by Mr. Philip C. 
Hardwick, and constructed by Messrs. William Cubitt and Co., at a cost of 
^150,000. 



The Queen TraTeUine by Railway.— No. 263. 

The " Kailway Chronicle," of the 7th October, 1848, thus describes 
the Queen's journey from Aberdeen to London : — 

Between London and Aberdeen there are no fewer than six Railways allied with 
the London and North Western in policy, and associated with it in management. 
These lines hare the advantage of being under the direction of Messrs. Locke and 
Erringtonas engineers throughout for 400 miles north of Birmingham, and of Mr. 
Robert Stephenson for the remainder of the distance to London. 

These lines are as follows : — 

Aberdeen 18 Miles. 

Scottish Midland 33 „ 

Scottish Central 45 „ 

Caledonian 105 „ 

Lancaster and Carlisle 90 „ 

London and North Western 209 „ 

Total of tho Qaeen*s journey 600 Miles. 

When it is known that over this distance Hec ^«4^t^ "^^ «s$cci«^^^^^^d^<;s^ 



204 

sny previoiu notlee, at the rate of 86 miles an honr, taidadliig rtoppag c s a t a rate 
amonntinflr to, but not exceeding at any time, 60 miles an hour, over a ooimtry 
rising tvioe to an elevation of 1,000 feet above the level of the sea, and descending, 
at intermediate stations, nearly to the levtil of the sea, and so comreyed without 
the slightest alarm or cause for danger— we may be permitted to say that the Hail- 
ways of England, imder their present system of management, have reached an 
amount of perfection, r^colarity and security unsurpassable, and almost unhoped 
for. 

The incidents of the journey, divested of the exaggerattons and errors of local 
statements, are as follows : — On the morning of Friday, the day of the intended 
embarkation, a dense fog shrouded the mouth of the harbour of Aberdeen, and 
extended far along the coast, presenting an evident source of danger to Her 
Majesty in tlie voyage by sea. About 12 AO p.m. intimation was sent to the 
engineer, Mr. Errington, wlio happened to be at Aberdeen, of Her Majesty's inten- 
tion to change her route. Mr. Ker, the assistant engineer, was instantly despatched 
by coach to Montrose, being the extreme northern point firom which at present tiie 
Bailway communication is unbroken. From this point to Carstairs Junction, on 
the Caledonian, the trains were arranged by Mr. Errington j Ihnn thence to Crewe 
by Mr. Locke ; and from Crewe to London by Mr. Trevithick. 

From Montrose to Perth the arrangements had to be made only half an hoar 
before the Queen's arrival, and it was a wet, foggy nig^t ; but she was taken 
without hindrance the 60 miles under two hours. Notice was sent forward firom 
Perth to Carlisle in the night. The train was clear away fix>m Perth about half- 
past ten on Saturday morning; and the run to Carlisle, 160 miles, with fimr 
stoppages, was aocompUshed in 4^ hours. At Carlisle the Queen rested a short 
time, and the train was clear away at 8 p.m., arriving at Crewe at 7 p.m., making 
four stoppages — that at Lancaster being of some duration, to receive an address 
from the corporation. The highest running speed was about 60 miles an hour. 
Next morning, Her Majesty started from Crewe at 7 a.m., arrivfaig in town at 10 
a.m. The Queen was conveyed in the same carriage throughout, being an ordinary 
llrst-class carriage belonging to the Aberdeen Company. The train consisted of 
six carriages and trucks ; and of necessity (as there was no time for any especial 
provision) the locomotive and every other service was of the ordinary description 
furnished to the pubUc and in daily use. 



Express Trains.— No. 264. 

Express trains have been generally introduced (perhaps, indeed, too generally 
of late), for it is notorious that a train travelling at a much higher speed *^im tiuU 
of the other trains, is of all other arrangements the most likely to cause derange- 
ment to the rails. On almost all lines on which there are express trains, ordinary 
trains have to wait at a siding to let the express pass ; if the express is late, as is 
every now and then the case on a long line of Bailway, there will be two or three 
trains, containing passengers and merchandise, kept waiting in sidUigs for it, and 
the whole regularity of the traffic will for hours be deranged. It is evident that 
in such cases express trahis, for from adding to tlie aggregate accommodation 
afforded by the Railway, must diminish that aggregate. Still, an English public 
will always feel an interest in anything like a race, and we accordingly find the 
Hffereat rates of the express trains a common soNi^q^ ot^tAt«st» 
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IMstMM^s between American and Snf liiOi Ports.— No. 265. 

As the Old and New Worlds are now brought comparatively near to each other 

hf the power of steam navigation, the following Table of Distances, as ran per 

chart by the steamers, in geographical miles, between New Yorlc and the English 

ports, will doubtless be interesting. 

Nsw York to Livkrpool. 

MUes. 
To Cape Clear 2,748 

Cape Clear to Tuscar l.W 

Toscar to Skerries 9() 

Skerries to Liverpool €.0 

Total 3,048 

Nbw York to Bristol. 

To Cape Clear 2,748 

Cape Clear to Bristol 275 

Total 3,023 

Nbw York to Portsmouth. 

To the Lizard 2,962 

LIsard to Portsmouth 200 

Total 3, 1 62 

Halifax to Liverpool. 

To Cape Clear 2»200 

Gape Clear to Toscar 150 

Toscar to Skerries 90 

Skerries to Liverpool 60 

Total 2,500 

Boston to Halifox 350 

2,850 



Smnfireline Tobacco.— 266. 

In the port of Liverpool the smuggling is cliieflj on the article of tobacco, which 
comes direct from America ; but the smuggling in the ports of London, Hull, New- 
castle, &c., is in various goods. So far as tobacco is concerned, it is chiefly an 
article which has been in the bonded warehouses of London or Liverpool, and 
which has been exported to Dutch or Belgian ports (free of duty) to be smuggled 
back to England by the engineers, stokers, stewards, and seamen of the numerous 
steamers plying to and fro. 

Mr. Davis, a tobacco broker in London, whose firm had been 150 years in the 
trade, and who, the year before giving evidence to the Tobacco Committee of 1844» 
had paid on account of the merchants and dealers and for whom the firm were 
brokers, about a million and a half sterling to the government in duty (being over 
one-third of the whole tobacco duty paid in the kingdom), stated that he was pre- 
pared to support his evidence relative to extensive smuggling, and the hardly less 
extensive collusion or n^ligence of the revenue ofScers, by the productloa of 
various persons who had been largely engaged in smuggUng. The conditions 
were, that their name should only be known to the Parliamentary Committee, not 
to the public. He put in a statement thus *.— 
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"A called on B, rnd offered to bring home to his house, from bond, six cases of 
Manilla cheroots, welghlog each 1441b8., on B paying i^OO. B declined this, fear, 
ing to Irne the cheroots, on which A promised that if B would pay 4^40, A would 
goarantee the safe delivery, and deposit j0^OO three per cent, stock with B to hold, 
as collateral secnrity for the safe delivery, which was done. Yarioos oi)erations oa 
this plan, amoantlng to thirty cases within seven months, by one party, were 
effected in London. Loss to revenue i^,090. In these instances, the officer on 
board was bribed to the amount of d£20 to ^W, according to quantity." 

This transaction was effected by the cases of cheeroots being cleared firom tiie 
bonded warehouse for exportation. They were placed in a lighter to be put on 
board a ship lying in the river. Outside the dock-gates another lighter was lying, 
with dummy packages in it, similar to the cases of cheroots. The two lighters 
come into collision, as if by accident. The revenue officer in charge of the genuine 
cates, while the lighters were bumping against one another, and their crews pro- 
iMibly quarrelling as to which lighter was in the wrong, stepped nimbly fh)m that 
Mhich carried the dummies. He was rowed alongside the ship, the dummies were 
put on board that ship, and the cheroots were landed at some of the wharft. By 
that step firom one lighter to another the officer earned his 4^0, i^40, or i^50. 
It told A that, as he could effect the landing of the cases in two days, as he had 
done, he might afford to do so for less than de24Q, the sum stipulated for ; but B 
said, " Oh, it's not all profit, I have two or three to pay.** 



How soon will Money double itself ?— No. 267. 

If a sum of money be put out at interest, and the interest be convertible hito 

capital at the time it becomes due, the sum will double itself in the times shewn 

below under the specified conditions:— 

Years. 

At 5 per cent., payable yearly, it will double itself in 14,2067 



„ half-yearly 




14,0356 


„ quarterly 




13,9494 


At 4i per cent., payable yearly, 




16,7473 


„ half-yearly 




16,6759 


„ quarterly 




16.4897 


At 4 per cent., payable yearly. 




17,6730 


„ half-yearly 




17.6014 


„ quarterly 




17,4160 


At 3i per cent., payable yearly. 




20,1488 


„ half-yearly 




19 9770 


„ quarterly 




19,8907 


At :j per cent., payable yearly. 




23,4498 


„ half-yearly 




23,2779 


„ quarterly 




23,1914 



Grftss crowing on Railways.— No. 268. 

We have heard, says the Cardiff and Merthyr Ouardiant 7th July, 1849, of grass 

growing in the streets of decayed towns, but never till now on Bailways ; such, 

however, is the fact on the line from Exeter to Grediton, where, during the past 

week, hay-making has been in full operation. This line, which was constructed 

three years since, is, owing to a dispute between the broad gangers and the narrow 

ffmagera, still unopened for traffic, tlioxigK \\i<&tQ 1ft, perhaps, scarcely another ia. 

the kingdom better situated for it. 
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Cost of the Peterboroufirli Station.— No. 209. 

The Feterborongh Station, on the Eastern Counties Bailway, was 
built by Mr. S. M. Peto, and cost as follows. The works were not 
done by contract, but by measurement and valuation, according to 
plans by Mr. Thompson and Mr. Hunt. The prices fixed were 10 
per cent, under the Board of Works prices, and measured by Mr. 

Hunt : — 

£ s. d. 
Amount of account for erectin^^ the station buildings, with the plat- 
forms (now removed), goods shed, and engine- house (both occupied 
by the North Western Company), and forming sidings under the 

direction of Mr. Borthwlck '.. 12,975 3 11 

Additional station buildings, two new platforms, and roofing overrate 13,226 3 8 

Kefreshment rooms 3,980 8 8 

Carriageshed 241 16 11 

Goods shed for the Eastern Counties Uailway 3,979 13 5 

Additions to goods shed for the North Western Hallway 757 17 1 

Stable and cart shed 109 3 8 

Addition to cattle pens 167 11 1 

Two engine-houses, with smiths and fitters* shops, tanks, &c., for the 

Eastern Counties and Midland Railways 12,129 6 10 

Additions to North Western engine-house 118 3 5 

Forming sidings, providhig and laying rails, turn-tables, &c., forming 

roads, fencing, &c 27,330 19 2 

Sundry engineering works 4,015 7 

Switchmen's boxes 283 7 1 

Two lodges at level crossings 119 16 10 

OlHcers* residences 2,458 2-2 

Porters' ditto 3,065 8 

Gas fittings In refireshment room, engine-house, &c 1,926 5 G 

Sundry day works 1,606 10 11 

Return of carriage of materials 422 19 4 

SWINBURNK AND CO. 

Fur glass supplied for refreshment room 54 2 10 

Bknnett and Co. 

For enlargbig the goods shed 2,515 1 1 

For building engine-house in the occupation of the Great Northern 

RaUway 1,862 2 7 

For new refreshment room on arrival platform 200 

j6'93,234 17 5 

The above is exclusive only of the main line throug,hth&«to.t^<a»^««!cA.^l*^^ 
works done xmCLW the direction of the Te^Oie;iv.l «ik\^<^x. 
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Cotton Statlsttes.— No.271. 

In 1641. The first mention of cotton, the soft and beantifal Tegetable substance 
fimning the corering or enrelope of the seeds of the gossypinm or cotton plant, as 
an article need hi manafiutore, appears in a small treatise, entitled the Treanuv of 
Tra^ written bj Lewis Roberts, author of the noted book, the Merdum^iMa^ of 
Commerce, in which treatise it is stated, that ''the town of Manchester boys the 
Unen jmm <tf the Irish in great quantity, and weaving it, retoms the same again to 
Ireland to sell; neither doth her industry rest here, Cor they buy cotton wool in 
London that comes first fhmi Cyprus and Smyrna, and wwk tiie same faito fustians, 
Termillions, ^^imitkat, and other such stuflEi, which they return to London, where 
they are sold, and thence not seldom are sent into foreign parts, which have means 
on fkr easier terms to proride themselyes of the first materiaL" 

1600. About tills time the art of calico printing was introduced into England 
from France. It ranks amongst those advantages which En^^bmd gained by the 
TOvocatian of the edict of Xantea. by Louis XIV., in 1685. 

1608. A prescriptive claim, set up by the lord of the manor, for a duty of two> 
pence per pack on aU goods sold within the manor, is defeated. 

1696. By an indenture bearing this date, it appears that the fee with an appren- 
tice to a Manchester manufisctnrer, was i^60, serving seven years. 

1701. The town of Liverpool rises rairidly into importance, and first fenns the 
port of Manchester. 

1701. The inqwrt of raw cotton was 1,985,888 pounds, the export of cotton goods 
betaig 1^33,253. 

1780. Mr. Wyattqrfns the first cotton yam in England by machinery. 

1736. The Dutch first export cotton firom Surinam. 

1738. The mode of tpinmng bjf roOers turOta improved by John Wyatt, and a 
patent taken oat in the name of Lewis Paul, his partner. 

1740. The agency system commences, and cotton weaving extends into the 
wuttlry. 

1740. About this time Manchester merchants began to give out warps and raw 
cotton to the weavers, receiving them back in doth, and paying for tilie carding, 
roving, qiinning, and weaving. Guest says, " the weaving of a piece, conUdning 
tpelve pounds of ei^iteenpenny weft, occupied a weaver about fourteen days, and 
he received for the weaving 18s.; spinning the weft, at ninepence per pound, Os.; 
piiddng, carding, and roving, 8s.'* 

1743. East India yams used in Lancashire, up to this period, for the finer kind 
of goods. 

1743. The import of cotton wool amounted to 1,132,288 lbs. The quantity 
retained for home consumpti<m, 1,091,418 lbs. 

17^. The import of cotton wool amounted to 1,658,365 lbs. The quantity 
retahied for home consumption, 1^27,367 lbs. 

1759. Manchester begins to grow into celebrity for its cotton manufoctme : the 
entire -value of the cottcm goods made was jtf 200,000 per annum. 

1761. Arkwright obtained the first patent for the spinning frame. 

1761. The first English ** Navigation Canal,** extending fimi Worsley to Man-. 
Chester, is opened Jane 17th. It originated with Scroqpe, I>uke of Bridgewater, 
called the '* Father of Inland Navigation in En^and." 

1764. Cotton markets first opened abroad. At this time the trade of Manchester 
^Wgraatly poabed by the practice of sending out riden for orden all over the 
ktngflom, carrylBg with them paUenvi iix\«ek 
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1764. The followinj;; table of cotton wool Imported, and cotton goods exported, 
contrasted with similar tables of more recent date, will prore an extraordhiary 
record: — 



Cotton Wool Imported. 

1697 1,976^9 lbs. 

1701 1,985,868 „ 

1710 715,008 „ 

1720 1,972,805 „ 

1730 1,546,472 „ 

1741«a ...>..>..•. . 1,0 15,03 1 „ 

1751 2,976,610 „ 

1764 3,870,392 „ 



Cotton Goods Exported. 

1697 je'5,915 Official Valoe. 

1701 23,253 „ 

1710 6,698 

1720 16,200 

1730 18.524 

1741 20.509 

1751 45,986 

1764 200,354 



1770. The manufacture of ginffhams, &c., is greatly improved by the inrentions 
of Mr. Meadowcroft. 

1773. James Hargreaves applies the contrivance of a crank and comb to take 
wool off the cards in a continuons fleece. 

1773. The manufacture of calicoes introdnced about this time. 

1774. An act of Parliament, by which a duty was imposed on printed, painted, 
and stained cottons, declares the manufacture to be lawful. 

1779. Mule spinning invented by Hargrave. 

1780. The manufacture of muslins introduced. 

1780. The Import of raw cotton was upwards of 6,700,000 pounds ; aid the 
export of cotton goods was 4^355,060. 

1782. A panic was created in Manchester by the circumstance of 7,012 bags of 
cotton having been imported between the months of December and April. 

1782. First import of cotton fh)m Brazil into England. 

1783. Power looms invented by Dr. Cartwrlght— Steam-engines used in cotton 
factories. 

1784. The ** Fustian Tax" Imposed on the suggestion of the Right Hon. William 
Pitt. Great consternation was excited by this act In Manchester and the neigh- 
bourhood ; 15 houses, employing 88,000 persons In different branches of the cotton 
trade, i)etitIoned against it ; and the master dyers and bleachers announced, that 
** they were under the sad necessity of decUnIng their present occupations until fhe 
next session of Parliament.** 

1785. The "Fustian Tax** repealed through the endeavours of Mr. Thomas 
Walker and Mr. Thomas Richardson, who were presented with a silver cup each. 
Splendid processions upon the occasion, ^tfay 17th. 

1785. The privileges of the spinning-jenny, which had partly been thrown open 
In 1783, were. In this year, wholly given to the public, when cotton jnllls began to 
Increase, as well as the population. 

1787. Muslin manufacture rises Into note through mule spinning, and 500,000 
pieces are. manufactured in Great Britain. 

1787. Steam-engines first introduced into the Lancashire cotton factories, by 
Messrs. Peel, at Warrington. 

1787. The value of exported cotten goods, in this year (immediately after the 
overthrow of Arkwright*8 patent), amounted to j^1,101,457. 

1788. East Indian and North American cotton first imported. 

1788, A meeting was held In Manchester to consider the g^reat depression of our 

eotton manafactures, arising flrom the ** immense importation of Indian goods;" 

Mnd gorerament was solicited to allow a dxavrlNAls. a& «a cAfiA-wx^^Qmeo^ to the 
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export or EngUflh products. It was estimated that the cotton manafoctore employed 
169,000 men, 90,000 women, and 101 children. 
1789. Sea Island and upland cotton first planted in the United States. 

1789. The first steam-engine for spinning cotton erected in Manchester. The 
Improvements made in the steam-engine hy Watt, and the rarioos inyentions, each 
coatrlbatad to advance the extent of the trade. The quantity of goods produced 
was augmented thirty-fold. 

1790. The cotton spinners of Lancashire and Scotland solicited permission of the 
government to create themselves into a *' Company of Traders," with privileges 
simOar to those ei^oyod by the East India Company, with whom, it seems, they 
considered themselves otherwise unable to compete. 

1790. The import of raw cotton was 31,500,000 pounds ; and the value of cotton 
goods exported was j^I, 662,369. 

1790. Slator, an Englishman, builds the first American cotton factory, at Paw- 
tucket, Rhode Island. 

1790. It was mentioned as an extraordinary &ct, that Manchester paid in 
postages jtf 11,000, being a larger amount than any other provincial town. 

1790. Messrs. Grimshaw, of Gorton, erected afsictory at Knot Mill, for the intro- 
duction of power-looms into Manchester, but the experiment did not succeed. 

1792. £11 Whitney, an American, invents the cotton gin, which he patents. 

1800. Quantity of cotton wool imported was 56,010,732 pounds. 

1814. The declared value of all the woollen, silk, and cotton goods exported tcom 
Great Britain was jtf 14,658,442. 

1815. The power loom introduced into the United States, first at Waltham. 

1815. The expert of twl^st legalised by Parliament, at which time the consump- 
tion of cotton amounted to 99,306,343 pounds, increased in two years to 124,912,968 
pounds. 

1817. The number of spindles in Great Britain are estimated at 6,545,833, and 
the number of operative sphiners at 110,763, by Mr. John Kennedy, of Manchester. 

1820. The import of cotton wool for home consumption was 152,829,633 pounds, 
the duty on which amounted to 4^426,957 lis. 3d. 

1822. First cotton fiEictory in Lowell erected. 

1822. The Xew Quay Company began by Mr. John Brettargh and two others, 
with a capital of j^dO,000. 

1823. The import of cotton into Great Britain was 187,231,520 pounds, of which 
171,993,160 pounds wore imported into Liverpool, and may, therefore, safely be 
ial0 to have been consumed in and about Manchester. 

1823. There were 2,500 looms employed on silk, and about 3,000 on mixed goods. 

1826. Self- acting mule spinner invented in England by Robeits. 

1830. The number of yards of goods printed in Great Britain was 130,053,520 ; 
tbe amount of capital in the trade was 56,000,000, employing 330,400 persons in 
fiwtories alone. 

1832. The quantity of cotton wool imported was 283,00(>,000 pounds. 

1832. A new throstle frame inventedby Mr. Robert Montgomery, of Johnston, 
Scotland. 

1832. There were f^om 12,000 to 14,000 looms, and ten throwing mills, giving 
employment to about 3,000 hands. 

1833. The import of cotton wool was 303,656,837 pounds, and the duty j^473,01 1 . 
1884. The quantity of cotton retained hi England for home consumption was 

295,684,997 pounds. The export of cotton yam amounted to 76,478^4(18 Tjaundjiv 
Tbe quantity of yam spun in England was 24V,7'A\,\\a'^xy»fta» 
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1835. The declared valoe of cotton mannftetnres exported was 4fflS,306,922 ; 
and of yarn 1^4,704,823. 

1835. The qaantity of cottcm retained in Great Britain for home oonsnmption 
was 330,829,834 pounds. The e^wrt of cotton yam amounted to 82457385 ponnds. 
The total quantity of yam spnn in England was 248,114,531 ponnds. 

1835. According to ttiB Parliamentary retnm, the total number of power-loams 
employed iu the manu&cture of silk, in Manchester and Salford, was 300. Tlie 
total number throughout the United Kingdom was 1,716 . 

1836. Of 63,623 persons employed in mills in the parish of Manchester, 35,283 
were females; 87,930 were above the age of 18 years, and 16,965 were below the 
age of 15. 

1838. The amount of steam power employed in the yartous branches of manu- 
facture in the Parliamentary boroughs of Manchester and Salford was,— Manchester, 
7,926i; Salford, 1,998; total hoi-ses* power, 9,924^. 



Lartre Passenirer Snslne.— Ko. 272. 

The large passenger enghie Mr. M'Connell has had constructed at Wolvertmi, 
imder his own eye and from his own design, was tried in January, 1849. She has 
18.inch cylinders ; 21 -inch stroke ; 6^.feet drivhig wheels ; connecting rod, 6 feet 
6i inches between centres ; 190 tubes, 2 inches in diameter, 12 foot 6 inches long, 
on six wheels; area of iire-box, 136*341 square feet; area of tubes, 1,243*510 square 
feet; total heating sur&ce, 1,379*851 square feet ; area of fire-grate, 23*25 square 
feet ; extreme centres, 17 fbet 2f inches. 



Cost of Broad Gauffe.— No. 273. 

"An Occasional Engineman" thus writes to "Herapath's Journal,** 
in October, 1848, respecting one of its details: — 

Permit me to call attention to a fallacy which one of your correspondents falls 
into as to a supposed economy in the eight- wheeled engine of the Great Western, 
for the ordinary work of a Bail way. He imagoes, because the repairs of these 
new engines are slight, that they are economical; but he forgets that they coat 
far more and weigh more than the old engines, and that on this additional cost 
and weight, interest and depreciation must accrue,— call the excess only ^^,000 
per engine and tender, that is, there is in each engine and tender j^1,000 worth 
more of iron, copper and brass in a highly wrought state. For interest and 
depreciation on this at least 20 per cent, must be allowed; 20 per cent, is 
^£"200 per annum; 200 X 20 X 12 « 48,000 pence. Say you can get 40 miles per 
day, all the year round, out of an engine, that is H600 miles per annum; 
48,000 -^ 14,600 =• Sid. per mile per enghie. Now the whole repairs of narrow- 
gauge engines, quite capable of doing the ordinary work of the Hne to which your 
correspondent would apply the .eight- wheeled engines, vary Arom 2d. to 4d. per 
mile run. * * * According to Mr. D. Gooch, of the Great Western Railway, 
a train, with the same number of passengers, weighs on the average 65 tons gross 
on the broad gauge, and only 40 tons on the narrow, and that this additional 25 
tons consists of very expensive and perishable materials, they will find, on working 
this sum out, that a charge of from 6d. to Is. per train per mile is chargeable 
i^nst the broad gaiige on this score only. As the whole expenses of a train per 
mile run should not exceed Ss,, and the fares often do not exceed 5s. per mUe, W9 
^^c what an eoormoua tax tl)i« is. 
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Pro g r6 « >iT» Speed of Bailways.— No. 274. 

The foQowing Tables shew the increase of speed in the Express, 
and the ayerago as compared with 1843. The lines are arranged in 
the order of their speed : — 

XXrRXSS 8PXBD8 ON THE MBTROPOLITAIir RAILWAYA. 

In \H4A (July). 



Name of Ridlway. 


Speed injft 

Miles 
per Hour. 


Remarlcs. 


London and Brighton 

Great Western 


2P-8 
27-4 
2C-6 
25-4 
251 
230 


Narrow gauge. 

to Beam Bridge— broad gauge. 

to Folkestone-^narrow ditto. 


8oiith Eastern 


London and South Western. . .. 
Eastern Counties 


to Grosport — ditto ditto, 
to Colchester — ditto ditto. 


London and Birmingham 


Narrow gauge. 




In 184H (June). 


London and South Western. . . . 
Great Western. . t . . . t t 


44-5 
43*8 
35-2 
34-9 
33-6 
31-3 


to Southampton — narrow gauge. 
to Exeter— broad gauge, 
to Dover— narmiv ditto 


Soath Eastern 


London and North Western 

London and Brighton 


to Liverpool — ditto. 

Narrow gauge. 

to Cambridge — narrow gauge. 


tlastem CountieSr ,t, -.,..,.. ,, 





ATXRAOS SPB8D OF ALL THB THROUGH TRAIXS (BXCLUDINO THE EXPRESS) 

OF THB METROPOLITAN RAILWAYS. 



Hallways. 



Great Western 

London and South Western 

Eastern Counties 

London and Brighton .... 

Soatii Eastern 

London and North Western 



No. of 
Trains. 


Miles 

per 

Hour. 


7 


25-4 


8 


23-9 


6 


23-3 


9 


23-1 


6 


22-7 


7 


22-4 



Remarks. 



Broad gauge — one third class. 
Narrow gauge — two do. trains. 

Ditto, one ditto. 

Ditto, two ditto. 

Ditto, t\i'o ditto. 

Ditto, one ditto. 



I have distinguished in the column of remarks the broad-gauge line (the Great 
Waatem) from the others, because there appears to be an impression, on the part 
of a portion of the pubUc, that the rato of trarelling by express trains is greatest 
on that Une : this opinion, it will be seen, is not borne out by the facts. It should 
be borne in mind, in considering this question, that speed, as measured in the 
usual way of so many miles per hour, becomes of less value as regards saving of 
time as the velocity increases; for instance, the difference (3 miles per hour) 
between 50 and 53 miles per hour, only makes a difference of seven minutes in 
accomplishing a journey of 100 miles ; but the same difference of 3 miles per hour, 
between 20 and 23 miles per hour, makes a difference, in the same journey of 100 
mflca, of no lesa than 39 minutes.— JJardtn^'* Fact* and Progrett of <A« fioOuia^ 
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Directors SpeculatiniT in 8hares.-^No. 275. 

At a meeting of the South Eastern Hallway, I7th May, 1849, 
Mr. Thomson complained of certain share transactions between the 
Chairman and Deputy-Chairman, and said, — 

" To comment upon this would be superfluous, and I proceed to the letters." 
He then proceeded to read the following extracts from letters from Mr. Macgr^or 
to Mr. Prltchard : — 

" London Terminus, March 28th, 1848. — Mr. Brown is gone to arrange with 
M'Crae. I must decline being a party to any more of these transactions. I have 
neither time nor strength to attend to them. Mr. Herbert has opened a credit 
for No. 4*8, and writes you accordingly." 

"June 1st, 1848, London. — I thinlc Brighton's will be lower than S, E.'s. 
Attend to No. 2 and 3*s, and provide for them with the others." 

Letter posted at Cheltenham, August 8th, 1848 : — 

** It seems to me the No. l*s are not attended to." 

And at the same meeting Mr. Cunliffe said, — 

'* I therefore submit the following extracts from the Chairman's letter to the 
Deputy-Chairman, for your consideration, that you may be enabled to judge for 
yourselves whether or not the Chairman was a participator in transactions which 
I deem contrary to law, to the Company's Acts, and to public policy." He then 
read the following extracts : — 

'* January 7th, 1848. — Things are very much better, as you will see, and the 
marlcet will now require careful watching." 

** March 22nd, 1848. — The state of markets requires no comment. I have a note 
Arom Scott, who says markets are decidedly better to-day. Keep me advised. 
I am persuaded a certain gentleman peaches. However, that does not signify 
much now, in the present situation of madam and her affairs. I gave Scott an 
order to buy 200 No. I's at 10 dis., and sell 200 paid-up at 23^ ; but he could not 
do both, and that was the condition. He hat done 150, and says the Bears have 
oversold themselves in shares." 

" March 23rd, 1848. — This is my only letter northward, so do your best." 

*• March 24th, 1848.— Things are better in shares to-day. I have dorfe nothing, 
but think you have done wisely. Keep people bandaged; they will want it. 
Scott says the call has been discounted, and has no adverse effect on the market. 
The steam-boat meeting has had a favourable effect on people's minds, whether 
it does good to their pockets or not." 

** March 25th, 1848.— It is not right to tell me in a private letter about share 
operations, without sending regular purchase and sale notes, that I can shew and 
hand to other people ; so pray, whatever has been done, or is to be done, send a 
fbrmal letter of advice, and purchase and sale notes." 

" March 28th, 1848.— If you find a vent for the No. 4 shares before the account 
day, without loss, so much the better." 

*' June 3rd, 1848. — I have your note. Of course you advise Herbert. What 
you do, the less the better, if you can make it answer." 

"June 30th, 1848. — I have your two notes of yesterday j one of them enclosing 
purchase notes for 135 No. 1, 185 No. 2, and 150 No. 3 shares j and have advised 
tJie Liverpool Commercial Bank to honour ^out dctitU lot iJ^,^^ b%. *I\kfttnAal- 
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namber Of ' old' sluures there were for sale was 879— viz., 654 J. B., and 225 D« A. F. 
I shewed the purchase notes to Mr. Browne, and he desired me to say that he 
hopes you have not purchased any more shares, as the amoimt already exceeds 
the possible proceeds of the old shares." 

''July 7th, 184d.— There is another place now requiring as much looldng after 
as London Bridge.** 
"August 8th, 1848.— It seems to me the No. Ts are not attended to.'* 
The Eastern Counties Committee furnished their proprietors with a statement 
of the dividends paid, and which ought to have been declared. Your Committee 
have given you no such information. I have endeavoured to supply it, and I 
believe the following statement will be found pretty nearly correct : — 

Half-year ending. Dividend paid. Dividend earned. 

July 31st, 1847 21s about Os. 

Jan. 31st, 1848 2l8 „ 9s. 

July 31st, 1848 21s „ 98. 

Jan. 31st, 1849 16s under 8s. 

pcclnsive of depreciation of roiling stock. (Hear.) 



Gun Trade of Birmingliain.- No. 276. 

Previous to the year 1804, the number of hands engajxed in the trade was com- 
piuratively few, but that in that year " they were enabled to supply 5,000 stand of 
anns monthly. In 1809 Goveniment was supplied with 20,000 stand ot anna 
monthly. In 1810 the number was incrpased from 28,000 to 30,000 monthly ; and 
the number was regularly supplied until the peace of Paris." An Act ot Parlia- 
ment empowering the erection and maintenance of a Government proof- house, in 
which all gun-barrels were required to be tested previous to delivery to the trade, 
was passed in 1813 ; and since tlien the manufacture of fowling-pieces, pistols, &c.. 
has both increased and improved. To such an extent has the division of labour 
been carried in this trade, that a finished fowling-piece will frequently combine the 
labours of at least twelve distinct businesses ; one tradesman, perhaps, forging the 
barrel, another " boring*' it, and a third "browning** it. To give some idea of the 
extraordinary manufacturing capabilities of Birmingham, it may suffice to state, 
that a few years a^o a French order for 140.000 muskets was executed in seven 
months ; and that it is estimated that, during the great war-time, Birmingham 
produced " at the rate of a musket per minute throughout the year." Mr. Charles 
James Smith, who is one of the most active of the present generation, has brought 
out some revolvers of unheard-of ferocity, — ^rifles with ** magazine self-priming 
locks discharging forty times with once priming." In his visit to Birmingham, in 
1844, his Royal Highness Prince Albeit, whose interest in manufacture is as lively 
as it is intelligent, inspected the splendid establishment of Messrs. Sargeant, and 
expressed himself delighted with all that was exhibited to him. The invention, about 
forty years ago, of the percussion lock, caused a complete revolution in the gun- 
trade. 



Oambling in Shares in 1845.— No. 277. 

It is one of the most extraordinary signs of the times, that during the present 
week it has actually been necessary for the magistrates of Leeds to employ the 
police to keep the footpaths clear, in the streets where the Stock Exchanges are 
situated, so great is the crowd of speculatOTft «\»xvdas\%X\i<tt%^:Qi>»L^^dGkObss«s:^^ 



216 

boftiUMf . Tlie more respectable thare-bnAsn are t hfiniifl »e a alamed, and an 
exerting theraadres to repreas the mania tor gambling in sbarea. At a i«»*^**«g 
of the member* of the Stock Exchange, held on Satorda^ last, Mr. lUdadalf, the 
•enior shareobrolwr of the town, and dudrman of the Fxrhangr, addreaaed tbt 
fcrilowing jtuUdona and excellent remarks to his fellow-members i-^fieconridered 
it his dnty, as chairman, to call their attention to the present position of the 
share-market, and to the immense extent to which speculation was now carried, 
causing in erery reflecting mind alarm and anidety fin* die conseqoenoea. He 
cautioned them to obserre the utmost care as to the prindpala with whom they 
dealt, reminding them, tiiat though the amount of thdr brokerage might be large, 
and their business, apparently, exceedingly profitable, the responsfUUty imrartved 
in it was frightfiil in extent, and that a sudden reverse in the market, which a 
single week's wet weather might occasion, might produce serious consequences. 
Be urged them to repress rather than to foster the speculative spirit of the times, 
and especially to discourage the prevalent practice of bear sales, or sales made by 
persons not actually holding the shares sold, in expectation of a fidl in price. 
This he considered a most dangerous business, and one especially to be deprecated, 
as giving entirely a fictitious value to the shares so dealt in. He also recom* 
mended to the members the propriety of discontinuing all transactions in shares 
of which the scrip certificates were not already issued, as brokers thereby were 
involved in very heavy liabilities, of which they could not rid themselves till the 
issue of the scrip took place, which was often delayed for many weeks.— Xeedt 
Mercury » August, 1845. 



American Itinerary.— No. 278. 

Eastport to Portiand, 231 miles; Portland to Boston, 145; Boston to New 
York, 207; New York to Philadelphia, 89; PhUadelphia to Baltimore, 115; Balti- 
more to Washington, 38; Washington to Richmond, 122; Richmond to Norfolk, 
122; Norfolk to Wilmington, 268; Wilmington to Charleston, 151 ; Charleston 
to Augusta, 136; Augusta to Mobile, 540; Mobile to New Orleans, 164. Total, 
2,328 miles. 

New York to Albany, 145 miles; Albany to Buffalo, 363; (Buffalo to Niagara 
Palls, 23;) Buffalo to Detroit, by lake, 3)7; Detroit to Chicago, by lake and land, 
286; Chicago to Galena, 161 ; Albany to Montreal, 252; Montreal to Quebec, 171. 

Philadelphia to Pittsburg, by railroad and canal, 394; Pittsburg to Cincinnati, 
466; Cincinnati to Louisville, 143; LouisviUe to Mouth of Ohio, 363; (Mouth of 
Ohio, up Mississippi, to St. Louis, 176;) St. Louis to Galena, 348; St. Louis to 
Kansas River, 375; Mouth of Ohio to Vlcksburg, 604 ; Vicksburg to Natchez, 106; 
Natchez to New Orleans, 321; New Orleans to Sea, 114. Total distance from 
Pittsburg to New Orleans, 2,003 miles. Louisville to Nashville, 524; Charleston 
to Savannah, 118; Savannah to St. Augustine, 309. 



Fares for Ladles less than Gentlemen .—No. 279. 

The Lancashire and Yorkshire Company announced, in June, 1849, a series of 

cheap trips, during the summer months, to Blackpool and Fleetwood, for which 

they signified their intention of charging females and children *' half-price." 

T/j/g fg the Brat instance that we remember of ladies being charged a less fara 

than gentlemen for SaJlway travelling. 
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Extraordinary Railway Meetinirs.— No. 280. 

At a meeting of the Eastern Counties Railway, held in London, 
10th May, 1849, the following remarks were made, according to the 
newspaper reports : — 

On the arrival of Mr. Waddington, M.P., and the Directors, unearthly groans, 
hisses, shouts of contempt, scorn, and derision, mingled with cries of ** Shame,** 
**Oat, out,*' "Fay us our dividend,** and many other suitable exclamations, 
were heard, differing according to the conflicting feelings of individuals, and, fh>m 
the almost uninterrupted chorus of imearthly noises which proceeded from the 
meeting throughout the business, it is impossible to give a clear account of the 
discussion. 

The Chairman (Mr. Waddington), amidst continued groans, hisses, and 
uproar, mingled with one or two cheers, attempted to address the meeting, but 
was received with such a storm of groaning, hissing, laughter, hooting, and 
howling, that, for a length of time, he was unable to speak a sentence. 

Mr. Cash, at the same time, j umped on the table and gesticulated, and called 
on the meeting to hear Mr. Waddington, till he succeeded, after great efforts, in 
lecuring a slight lull in the tempest. 

Mr. Waddington was understood to say, in the partial calm which ensued, — 
Goitlemen, I am not at all sorry that it has fallen to the lot of Mr. Meek to 
address you this day before I have done myself the honour of addressing you. 
(Laughter.) To appeal to you as Englishmen to listen to a man, who, though he 
may be under a ban now, yet feels that before he sits down you will thank him 
for having risen— (Confusion) — Gentlemen, I do not stand here for my own 
aggrandisement — (Loud laughter, and cries of "Sit down*') — but I stand here 
—(A voice : " How about the j6^2,000 ?**)—! stand here in a painful position— 
("No doubt you do.") — I say, it is most painful to think that one with whom 
I was formerly on the most intimate terms of brotherly friendship — (" Oh, oh," 
and laughter) — it is painful for me, I say — (Groans, hisses, and cries of" Sit down, 
sit down,** accompanied with such general interruption that the hon. gentleman 
found it impossible to bring his sentence to a termination.) " * I feel that if 
the gentleman of whom I Vas speaking were to review what has since passed, no 
one could feel more deeply for you than he ; but I am sure also that that gentle- 
man, firom the large stake he held in the concern, felt confident that he would 
ultimately be able to land you in a different position from that in which you now 
are— (" Oh, oh," laughter, and " How about yourself?'*) I will not stand here 
and shield myself by saying that I am not guilty, and that all the guilt rests with 
him. (Cheers.) * * • * I did object to any accounts being made ou^ 
having found that Mr. Hudson, who had anticipated a large increase of revenue 
from the Peterborough line — (" Question")— had miscalculated the resources of 
that line— (" Question j" and a voice : " Why don't you speak about yourself?") 
Is it not the question— is it not the vital question ? — ^whether our concern is 
earning anything or not? The Eastern Counties has paid its own way. ("Oh.'*) 
If you will not listen to me — ^if you*ll not hear me, — (" No.") Very well, gentle- 
men, take your own course, I will endeavour to do my duty. If you will not — 
(Cheers, "oh," and groans)- if you will not listen to the statement, I have no 
wish to go on. I ask you, as an act of justice, to hear me — (hear); I claim it as 
a right, but I will not ask it as a favour. (Cheers.) * * * * Wsx^i^xs^-viiisA. 
on ray own figures in the matter; I am not goVn^ Vxito \^<& Q^'e,^&!aicw^<if\i^^^v?i^ 
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— (A voice : " Why don*t you clear your own character ?") But, gentlemen — (" Oh, 
oh ! sit down.") * * * * The bon. gentleman (the Chairman of the com- 
mittee) asks us where the money was to come from ? That is a question which 
I suppose he wants me to answer. (Hear, hear, and ** Yes.") I can only say that 
the diTidend was arranged for payment. Whether subsequent proceedings here 
may have prevented that arrangement firom being carried out it is not for me to 
say ; but I repeat, it had been arranged for payment. ('* How ?") That is the 
statement I have to offer on this point. (** How was it to be paid?") I say that 
arrangements had been entered into to obtain the money for the purpose. (Several 
proprietors : " But how ?") Why, by borrowing the money. (" We thought so ;" 
laughter, hisses, and groans.) If any gentleman fancies that this undertaking 
can be kept on without sustidning its credit and borrowing money, he is much 
mistaken. (Renewed laughter, '* Sit down.") I don*t want to disguise the facts. 
('* Oh, oh.") You shall know them. I will not disguise anything now, though 
we might have done so before. (*' Yes.") In the estimate which has been com- 
mented upon by Mr. Meek, he says, *' we threw out a bait to the shareholders." 
I deny it. (" Oh, oh.") What is the meaning of the term " bait?" (A laugh.) 
It was our duty to give you an account of what we thought you had realised, and 
so we did. With all due deference to the committee, I don't wish to impute to 
them motives. (" Oh, oh.") I am not doing so. * * * * I will not speak 
of Mr. Meek*s courtesy. I ask no courtesy from him, but I do question the 
policy of making this meeting the medium of running down any man, be he 
Ch^rman, Director, or Shareholder. (" Oh, oh," and hisses.) Gentlemen, if you 
have patience, I will trouble you for only a very few minutes, and, as this is 
probably the last time I shall have the honour of addressing you — (tremendous 
cheering) — I hope you will grant me a very small portion of your time. * * * 
Now, gentlemen, much has been said respecting the ^6*2,000. I know that a 
resolution was passed, and I know that I received the money. (Loud hisses and 
cries of ** Oh.") * * * • Previous to their appearing in that room this day, 
the Board had come to the unanimous resolution that they would resign — 
(cheers) — and he (Mr. W.) now offered the proprietors their resignation. (Renewed 
cheers.) 

Amidst the uproar that followed this announcement, Mr. Owen moved, and 
Mr. LowK seconded, *' That a criminal information be laid against Mr. Hudson, 
and also that a Bill in Chancery be filed against Mr. Waddington and all the 
Directors of the Eastern Counties Railway." The motion, however, was not pat. 

Mr. Waddington and his colleagues retired amidst the hootings of the share- 
holders, and an indescribable scene of uproar and confusion ensued. The re- 
maining business was transacted under the influence of the greatest excitement, 
groaning, roaring, hooting, and yelling, rendering it utterly impossible that any 
gentleman at a distance from the table could understand what was going forward. 

The Editor of *' Herapath's Railway Journal," of the 12th May, 
1849, says: — 

To give a description of the conduct of the meeting on Thursday is utterly 
impossible, for there are not words in the English language to convey a com- 
petent notion of it. Its attendance was large, and its proceedings were turbulent 
In the extreme. Surely never before was there such a meeting. The Committee 
irere received with hisses, and so were the Directors ; the one party i^paraitly 
for denying a dividend, the other for giving it. S\^'w« think a great many hisied 
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the Committee believing them to be Directors. They happened to enter the 
room first, and hisses greeted their entrance. 

When Mr. Waddington rose to speak, the conAised war of words, the shouts, 
the hisses, the jeers, the groans, the yells, the execrations, began. 

During the proceedings we were much amused at the witticisms and observa- 
tLoan of Mr. Joshua Wilson on the various speakers. Scarcely one got up but 
he had some laughable observation to make on him. To Mr. Waddington, who 
said he had a great respect for Mr. Cash, he called out, "It was the Cash without 
the Mr." Then, when they vociferously interrupted Mr. Waddington, he cried 
out dolefully, ** Oh ! pray hear the last speech of the Chairman I'* To another, 
who said he was in possession of the chair, " How can that be," said he, "when 
you are on a stool ?'* 

As an instance of what some called the " cool impudence*' of the Chairman, 
when the meeting was hooting, yelling, and groaning at him, he quietly com- 
menced sucking an orange. 

And at a meeting of the Eastern Counties Bailwaj, 15th Jtine, 
1849, the following remarks were made : — 

Mr. Glynn rose, (but it was a long time before he was favoured with a hearing, 
Mr. Helps and others contesting the honour) and said — as to his being a civil en- 
gineer, he had been principally employed in improvingthe fen-lands of Lincolnshire 
and Suffolk, as was well known to Mr. Fryer, who had been chairman of two 
commissions having that object. (Much disturbance.) As a member of the 
Committee of Investigation, he had acted with much earnestness, and, he might 
be allowed to say, with much industry, as Mr. Meek very well knew. (Hisses.) 
They had heard the eloquence of the honourable gentleman — the vituperated 
eloquence, he might call it. (Cries of " No, no," " Hear, hear," and other noises, 
which drowned the remainder of the sentence.) They had for months been 
listening to these speches ; and, in the meantime, the business of the Company 
hac^ been stopped. (Here the clamour was such, that the honourable gentleman 
sat down, amid loud cries of " Christie.") 

Mr. Chrsitie accordingly presented himself, but was at first not well received. 
He said he could bear testimony to the powerful eloquence of Mr. Meek, but he 
must say that that gentleman had shewn a very great amotmt of carelessness in 
his statements. (Tumult.) Day after day had the committee been engaged in 
the investigation of the Company's affairs ; and for himself he would state, that 
it was a most painful duty to make inquiries which resulted in attaching so much 
discredit to Mr. Hudson, the late chturman, and still more so to Mr. Waddington, 
the deputy-chairman. (Groans, and cries of " Question.") For his own jmrt he 
had dealt very severely with the deputy-chairman. (Loud laughter.) They should 
remember, that to be brought before the bar of a meeting of shareholders, was 
somewhat different from being placed at the bar of the Old Bailey. (A voice : "He 
ought to have been there," and much disturbance.) When he put it to Mr. 
Waddington, as a gentleman and man of honour — (prolonged hissing, groans, 
and laughter) — ^when he put it to Mr. Waddington that that gentleman — (cries of 
*' Oh, oh") — should give every assistance and information to the committee, he at 
<mce agreed to do so. (Laughter.) There were, however, two ways of obtaining 
information; and he, for one, preferred seeking it in a friendly, instead of a 
hoetUe spirit. (Cries of "Sit down," " Q.ueft\.\oTi;' %i.c.^ 



220 

In the midst of a perfiect wfairlwind of tmbalence, Mr. Helps ag^n essayed to 
make himself lieard, bat in vain. At length, 

Mr. D. Prick rose to nominate a third list of Directors, stating that it emanated 
from the " Shareholders* Protection Association.** He otrjected to Mr. Margrave, 
as connected with the City Saw Mills. [A voice : " He may porhaps supply the 
C<nnpany with saw-dnst.** (Laughter.)] The names were variously received— 
those of Mr. Meek, Mr. East, and Mr. Fryer being the most popular. The name 
of Mr. Box was hailed with shouts of derision. Mr. Price concluded by denounc- 
ing the conduct of Mr. Duncan, the solicitor, whom they had dismissed — (Loud 
cries of " No, no") — who, at any rate, had retired — (cries of " He resigned**) in 
acting professionally in carrying through Parliament the Bill for the Norfolk 
Amalgamation. 

A Proprixtor : And qtdte right, too ! (Hear, hear, and laughter.) 

Some amusement was created when, upon the Chairman asking who seconded 
the motion, Mr. Price enquired of Mr. Fryer if he would do so, and that gentleman 
declined. At last a seconder was found in Mr. S. Low. 

Mr. Lawlky (who had, on three or four previous occasions, tried to gain a 
hearing) rose to nominate, as he said, an independent candidate The gentleman 
whom he had to propose was Mr. Hows. (Loud laughter, and cries of "Sit down.*') 

Mr. Nathan. — ^He is a pawnbroker; put him '*up the spout.*' (Cries of 
" Shame, shame," and much disturbance.) 

The Chairman then left the chair, and Mr. Colman was proposing a vote of 
thanks to him, when Mr. Helps got upon the platform and assumed the chair- 
by whom proposed or seconded we could not, in the din which prevailed, ascertain. 

What followed surpassed in farcical absurdity anything we ever 1)efore witnessed 
at a Railway meeting. The great bulk of the proprietors retired, but a good 
many remained. Mr. Helps said, if supported by six persons, he would proceed 
with the election of Directors. This caused much merriment. He subsequently 
found out and announced that the number must be fifty. To make sure that fifty 
proprietors were present, Mr. Helps called for another show of hands, when only 
about fifteen were held up. It was quite manifest that the great majority 
remained purely "for the fim of the thing." Mr. Hows good-humouredly 
referred to his own re;}ection, but ridiculed the idea of being taken for and treated 
as school-boys, by such a mock-meeting as this. We believe that ultimately it 
was "carried" that the meeting should stand adjourned for a fortnight, but the 
conftision was such that nothing could be distinctly made out. Thus terminated 
one of the most extraordinary meetings of these extraordinary days 1 

And at another meeting of tlio same Company, held 2nd Jnlj, 
1849, the following remarks were made: — 

Mr. M'Fhail moved that the meeting stand adjourned for one month. (A 
voice : " 12 months.**) He then moved that the meeting do adijoum to this day 
six months. (Hear, hear, and cheers.) 

Mr. Price seconded the amendment. He entered his protest against amalga- 
mation. He observed in Mr. Peto's speech of the 24th August, 1848, that he 
had had an interview with Mr. Hudson. Mr. Peto was rather distressed at the 
amount of mouey which the Norfolk Company had spent, when Mr. Hudson told 
him not to mind two or three hundred thousand pounds, but to lay it on. 
(Laughter.) Consequently, they had now before them a capital account of 
je2,300,000 instead of 46*11800,000 ; uidliOw\»dU)!^ «ii<a&.^<c>x^ amount been laid 
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on? (Laughter.) Why, so fur as he could judge, by debentures being made to 
bear a guaranteed hiterest of 5 per cent. The accounts presented had, in fact, 
turned out to be mendadons, ftedse, fraudulent, and cooked. (Cheers.) The 
Committee said so. 

BIr. CHRiSTis.—They don*t say so. 

Mr. Hows wished to, know to what account the expense of proxies was 
debited? 

The Chairman said he knew nothing about them. (Cries— "Mr. Honey will 
answer the question.") 

A violent noise here ensued, and it was some time before Mr. Honey could 
obtain a hearing; but silence being at length jrestored he stated that all he knew 
about the subject was, that a week ago, when he receiyed his morning's letters, 
he found a great number of proxies addressed to him in a printed form. He 
knew nothing sbout the proxies being issued. 

Mr. Cash said, that, as a member of the Committee of Investigation, he might 
be allowed to assure the meeting that that Committee knew nothing at all about 
the proxies. He had received one proxy, and had sent it back again to the 
person from whom it came. (Loud cries of " To whom ? to whom ?") 

Mr. Christie. — By working harmoniously with the Norfolk line they should 
be able to earn a fair dividend. (Cries of '* Moonshine.") The fact was, they 
wanted to get rid of the dear London managnnent and the dear Norfolk manage- 
ment too. (Hear, hear.) The public had no right to expect them to carry their 
goods for nothing. By the carriage of one article alone, vis., malt, they reduced 
the price from 41s. 4d. to 2l8. 8d. 

Mr. Hows again rose amid the loudest noise and cries of disiq)probation, and 
by strenuous perseverance succeeded in obtaining a hearing. He begged the kind 
Indulgence of Mr. Nathan personally. (Cries of " What's your name ?") His 
name was Hows. (" Oh, oh," and laughter.) He alluded to Mr. Nathan per- 
sonally, because a slur was cast upon his name at the last meeting, and when he 
inquired who was the individual who had so honoured him he was informed it 
was Mr. Nathan. (" Question, question.") He held in his hand an amendment, 
which, in his judgment (and he hoped in their judgment also), suggested the 
only proper way of settling the question. They were at present under the control 
of a triumvirate and not a Board of Directors. (" Oh, oh," and " question.") 

The Chairman said several amendments had been proposed, and he — 

Mr. Box here rose, amid loud cries of " Question," " Sit down," " Let ns get 
to business," &c. 

The amendment of Mr. Meek — that the meeting be adjourned until the 2nd of 
August— ^ was then put, and, after a show of hands, that gentleman announced 
the decision of the Chairman to be that the amendment was lost. (Cries of *' No, 
no," " Shame, shame," " Hear, hear," &c.) 

Mr. Mkkk demanded a poll. 

The original motion was then put, and that also was declared to be lost. 

On this announcement great confusion took place, the shareholders rushed 
firom their seats to the platform, crowding round the Chairman, who, after a great 
effort, announced that the poll would commence at the close of the meeting and 
continue till 8, and would be resumed at 10 o'clock in tbe morning and terminate 
at 4. The noise and clamour became as loud as ever, which lasted for several 
minut^. At length the Chairman managed to resume his seat, and the business 
of the day proceeded. 
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The Editor of ** Herapath's Bailwaj Joamal" tfaiiB lemazks on 
the meeting : — 

Tbe scene at the Eastern Coonties meeting, on Monday, was not quite so bear- 
garden as on former occasions. Still there was tumolt and ribaldry; modi 
talking and little business. It is said that a man may be generally of aoond 
intellect but insane on some particular subject. We think this must be true, and 
of more nnhroval occorreooe than is beliercd; for the maas of iadiridaals vho 
attend the Eastern Counties meetings appear to us to be like Don Quixote on 
knie|it.errantry — mad on Eastern Counties matters, though sane y*HHigh in other 
respects. But whether they are ap for gone as to need confinement is a question 
for the lawyers, not for us. If a man is, as a learned judge has laid it down* 
liable to the strai^t- waistcoat when, in the excitement of derangement, he 
l>ecomes dangerous to himself and to others, we fear that many an Eastern 
Connties proprietor stands in need of confinement, and has rendered himself 
snlgect to the contn^ of the Lord Chancellor. How many were mad on Monday t 
bow many were not only dangerous to themselves but to others 1 To see two ot 
three highly respectable men, upon their legs at the same time, speaking together, 
and unheard from the din oi noises, is enough to give any one the notion that 
T na d yM*— was in the atmosphere; that one and all of the honourable proprietort 
had lost their senses and woe mad enough for an asylum. Even the President 
of the meeting, the Chairman himself, appeared to be tainted by the spirit of the 
occasion, now and then gesticulating and articulating in such a mannv , that it 
puzzled us to know what was meant and what would be done. 

At a late hour in the day the meeting broke up, happily without loss of life or 
limb to any one present. 

The amalgamation mth the Norfolk was the subject prindpaDy under discos- 
sion — or more properly that which was most handled or hooted. 

Also at a meeting of the same Companj, held 13th July, 1849, 

the following remarks were made : — 

Dr. BxiLLT (of Ware), said he need not impress upon them the indignatioo 
and disgust that he felt at the low figure to which their stock was reduced by the 
base, foolish, and extrayagant conduct of the late Directors. (Cries of " Hear, 
hear.") Their conduct had ruined thousands of families; it had made many 
orphans and widows, and he could say, from his experience as a medical man* 
had brought many a healthy subject to a premature grave. (Hear.) What could 
be more baneful or destructive to the constitution, than loss or anxiety > (Hear.) 
He would ask any shareholder present if he had not experienced the sad effeoCs 
of such a state of circumstances ? (Cries of " Yes.") They had been promised 
six and even ten per cent., and they had unfortunately ftnind the result to be^ 
nothing I Could anything rouse men's feelings sooner ? (A voice : " We know all 
about it. Question, question.") He would also, now that he was addressing the 
meeting, call its attention to the secretary's office. Mr. C. P. Boney must have 
better employment for the future ; he would be no longer wanted to sign and 
countersign cheques, and to solidt votes for the Norwich election. (Cries of 
** Question, question.") He would ask them if they had forgotten the " Feast of 
Peterborough ?" (A voice : ** We have not forgotten the cold collation.") If they 
would allow him, be would state a little respecting it. (Cri«i of " No, no^" «nd 
''Gooa,"J 
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The Chaibman. — ^ThiB is out of order. 

A Proprietor. — He is not out of order. (Cries of " Hear, hear,** " No, no,** 
and great confusion.) 

The Chairman.— We must go on with the proceedings of the day. (Hear.) 

Mr. WiLCOxoN. — Gentlemen, I am here to-day. (Cries of " Let Mr. Helps be 
heard.**) 

The Chairman.— I ask you to support me to-day, gentlemen. (Hear, hear.) 
I have called upon Mr. Wilcoxon, and he is therefore before you. (Cries of 
" Hear, hear,** and " Go on.**) 

Mr. Box.— I want to put a question. (Cries of " No, no,'* and great conftision.) 

The Chairman. — Gentlemen, Mr. Wilcoxon is before you. 

Mr. Box.— I won*t give way upon this matter. (Cries of" No, no,** and " Go on.**) 

Mr. Wilcoxon.— If it be the wish of this meeting that I should give way, I 
will do so willingly. 

Mr. Box. — I shall not waive my right. 

The Chairman. — Mr. Wilcoxon is proceeding, and I must beg you to keep 
ordo*. 

Mr. Box. — I want to know — (Cries of " Down, down,** and great conftision.) 

Mr. Kknnard. — I beg to move, that all who wish Mr. Box to be heard will 
hold up their hands. Mr. Box has accused me of arrogance on a former occasion, 
and I now tell him he is the most arrogant man I ever saw. 



'Working: Ezpenaea of Railways.— No. 281. 

In estimating the probable profits on Bailwajs, it is customary to 
take the working expenses at a certain x>er centage (generally about 
40 per cent.) of the receipts. This mode of estimating is fallacious, 
as the following statement shews. The lines selected represent 
different classes of Kailways, namely, Bailways terminating in 
London, as the London and South Western and Great Western ; 
Railways in the manufacturing districts, as the Manchester and 
Leeds and two Scotch Bailways : — 



Railway. 



London and South Western. 

Great Western 

Manchester and Leeds 

Newcastle and Carlisle 

Glasgow and Ayr 

Arbroath and Forfar 



Length. 



99 
226 
61 
65 
5] 
15 



Working 
Expenses 
per Mile. 



981 
1,481 
1,825 
617 
711 
234 



Per centage 

of Working 

Expenses 

to Receipts. 



269 

36-5 

32-0* 

39-3 

400 

290 



* Ten miles on the Midland Bailway. 
It will be seen, that while the working expenses of the Glasgow and Ayr are 
only j6711 per mile, they amount to 40 per cent, of the receipts ; whereas those of 
the Manchester and Leeds, amounting to .a6'l,825 per mile, are only 32 per cent, 
of the receipts. An estimate of worl^ing «xpen&«ft otk. ^<& ^^foMSK^ ^"^ '^^ ^siSB&ai^ 
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of the receipto is dMNfore unsafe. The analgmmstieas wUch have tekieB plAce 
fo so great an extent of late yean, that there are dov obHj about fifty nominal 
distinrt companies, may be cooridered to hare had some effect on the working 
expenses; and the first consequence of consolidating two or three c omp anies, 
each with an independent head ofllce, into cne, is undoubtedly to reduce expense. 
But, as these concerns grow, they beoinne, in the coarse of time, cumbrous, and 
a subdirision into departments becomes requisite, each of whidi must have a 
staff; so that it may be doubted whetlier, as a mere matter of economy, central- 
isstion will succeed, when carried to such an extent as to make it impracticable 
for any one or two chief officers to exercise personal csntiol over the system. — 
HarcUniifs Facts and Progreu of the Railway SpMtem, 



Early Application of Steam.— No. 282. 

About 290, B.C., Hero, of Alexandria, contemporary with Ctebiscns, formed a 
toy which exhibited some of the powers of steam. 

A.D. 540 — Anthemius, a mathematician and architect, employed by Justinian to 
embellish Constantinople, in a dispute about the walls of a house, was vanquished 
by the eloquence of Zeno. To avenge the defeat, Anthemius arranged several 
cauldrons of water, each covered by the wide bottom of a leathern tube, which rose 
to a narrow top, with pipes extended to the rafters of the adjoining building. A 
fire was Idndled beneath the cauldron; the steam t>f tlie boiling water ascended 
through the tubes, and the house was shaken by the efforts of imprisoned vi^ur. 
This is the first notice of the power of steam, as recorded by Gibbon. 

Stuart, in his work on the Steam-engine, says, that the royal Spanish archives 
record that " Blasco de Garay tried a steam-boat of 209 tons, with tolo^ble succe^, 
before Charles V., at Barcelona. June 17th. 1543. Rayjgo, the chancellor, opposed 
it, and it was laid aside. It consisted of a cauldron of boiling water and a move- 
able wheel on each side of the ship." The expense of the experiment was paid 
by the government, and a present made to Garay. 

The first rail-road was constructed at Newcastle-on-Tyne, a.d. 1650. 

The first idea of the steam-engine in En^and was in the Marquis of Worces- 
ter's "History of Inventions." a.d. 1663. 

Newcomen made the first steam-engine in England, a.d. 1710. 

Steam-engines first applied by Savary for taking ballast or gravel out of rivers, 
and for raising great quantities of water. Patents granted in London, 1718. 

James Watt made the first perfect steam-engine in England, 1764. 

First idea of steam navigation in England was set forth in a patent to Jonathan 
Hulls, for a vessel to go against virinfl and tide, 1736. Thomas Paine proposed 
this application in America, 1778. Marquis Jouffroy constructed one on the 
Saone, 1781. Two Americans published on it, 1785. William Symington made 
a voyage in one in 1789, on the Forth and Clyde canal; in 1802 the experiment 
was repeated. 

In the meanwhUe, John Fitch, of Philadelphia, navigated a boat by a steam- 
engine of his own contrivance, on the Delaware, 1787. 

Ramsey propelled a boat by steam at New York, in October, 1782. 

But it was Robert Fulton, a native ot' Pennsylvania, who first brought steam 

navigation to such practical perfection, that it became successfully and generally 

uted by all nations. As early as 1793, he began to apply his attention to the 

MUlffectj Booa Bfter, be visited £n^\aad and France; examined Symington's 
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▼eisel, in Scotland ; in 1803, in conjonction with Mr. Livingston, the American 
minister in France, navigated a boat by steam on the Seine— and succeeded in 
perfecting steam navigation in 1807, when he started the first permanently prac- 
tical steam-boet, the "Clermont," on the Hudson river, at NewTorlc. 

Oliver Evans, a native of Philadelphia, constructed a locomotive steam-englBe 
to travel on a turnpike-road, and invented several improvements in machinery. 

America and England have each about 800 commercial steam-vessels j bat 
since the introduction of steam navigation, up to the year 1838, the accidents to 
English steamers were]many, and 80 lives were lost ; while, during the same time 
in America, the accidents were 272. and the loss of lives l,d21. Nearly all the 
American steamers are river vessels, and nearly all the English sea-going. 

The Secretary of the Treasury made a report of great length to Congress on the 
subject, from which it appears that there were-~ 

Steam-engines of all Icinds in the United States 3,010 

Steam-boats in the 26 States 800 

Rail-road locomotives • 350 

Steam-egines used for manufacturing • 1,860 

Steam accidents of all Idnds since their introduction 260 

Steam accidents in rail-road locomotives, (only) 2 

Niwiber of persons killed by steam-accidents 3,000 

„ „ „ „ (uiother 8|atement) .... 9,000 

Property lost by such accidents 6,000,000 dollars 

Steam-boats built since 1807 If300 

Of these there have been lost • 260 

„ „ worn out 240 

Miles of rail-road travelled by locomotives • 1,500 

Number of locomotives in Pennsylvania 96 

■ Tonnage of all the steam-boats , 155,473 

Horse-power in steam-boats 57,017 

„ in rail-roads. . . . , 6,960 



A Railway Anecdote, but no Joke.— No. 288. 

Once upon a time, as some writers say, not far off the celebrated year 1845, a 
lady of title, so gossips talk, asked a certain nobleman to go to the House and 
support a certfdn bill, stating that, if he did, she had the authority of the secre- 
tary of a great Company to inform him that fifty shares in a certain Railway, 
then at a considerable premium, would be at his disposal. This, of course, is not 
bribery, but we wonder whether it explains the reason of some people having so 
many friends in Parliament. — HerapattCs Journal, 19th May, 1849. 



Iiaree VTire Rope for the Iiondon and North Western 
Rallivay Company.— No. 284. 

One of Messrs. Kuner's patent wire ropes was delivered, in June, 1849, at the 
Edge Hill station (Liverpool) of the London and North Western Railway. It has 
been supplied by Messrs. Francis, and H. J. Morton, of Liverpool, and is, perhaps, 
the largest wire rope ever manufactured. It is 6,000 yards long, and weiglis 18^ 
tons. It is intended to work the whole of the traffic from the north docks through 
the new tunnel to Edge Hill. A hempen rope, to have done the same work, must 
have weighed upwards of 30 tons. 
X.2 
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Continental RaUways li^ 184>9.-No. 285. 

The length of the whole of the continental lines is officially estimated as follows : 
1. France, 2,000 kiloicdtres; 2. Germany, 5,392; 3. Belgiom, 795; 4. Holland, 
2G0 ; 5. Denmark, 195 ; ditto, comprising the dnchies of Schleswig and Holstein, 
990 kilometres, viz., 240 open, 14 nearly finished, and 734 kilometres projected; 
6. Switzerland, 125; 7. Italy, 260; 8. Hangary, 250; 9. Bossia, 180; 10. Poland, 
300 kilometres; total, 10,552 kilometres, er 2,110 leagues. From the present 
unsettled political state of Austria and other parts of the north of Europe and Italy, 
added to the very great scarcity of money generally in France and other domi- 
nions. Railway progress and specnlation have, for a time, come to a standstill. 
For Spain there is only, as yet, the short line of the Barcelona and Mataro. 



HoTtr to get Free Quarters in London.— No. 286. 

Why the deuce don*t you make yourself useful to the commonwealth by calcu- 
lating a gradient, laying down a curve, or preparing a table of traffic, in order to 
obtain the proper qualifications for a Railway witness ? Nothing in this world is 
easier. You have only to sit at your window for a given amount of hours once a 
week, and note down the number of cabs and carts which jingle along the 
Broomielaw; and, if you like that better, to ascertain the quality of the soil three 
feet beneath your own wine cellar, and you are booked for a month's residence in 
London, free quarters in a first-rate hotel, five guineas a day, and all expenses 
paid. — BUxckwooiPs Magazine^ October, 1845. 



Coat of Canal Opposing Railxtrays.— No. 287. 

At a meeting of the Grand Junction Canal Company, Ist Decem- 
ber, 1846, it is stated, — 

During the last session, twenty-six bills were introduced for the construction 
of Railways which would, more or less, have interfered with the works of the 
Company ; the expense either of resisting these projects, or of getting inserted 
into their bills clauses necessary for the protection of the property of the Com- 
pany, has increased the extraordinary expenses of the present account by the sum 
of .i6'l,138 16s. Id. 

Telegraphic Feat.— No. 288. 

President Polk's cumbrous message, containing upwards of 50,000 words (I), 
was transmitted all the way from Baltimore to St. Louis in 24 hours, and this, too, 
with the minutest punctuation mark in the document. Copies were also dropped 
on the way, at York, Harrlsburg, Carlisle, Chambersburg, Bedford, and Pittsbarg, 
in Pennsylvania; Masslllon, Cleveland, Zanesville, Columbus, Dayton, and Cin- 
cinnati, in Ohio ; Madison and Evansville, in Indiana; Louisville, in Eentocky; 
and Saline, in Illinois. The gentlemen who accomplished this wonderftQ mental, 
mechanical, and electrical feat, are Messrs. O'Reilly, of the Atlantic and Lake 
Telegraph Company, and H. J. Rogers, of the American Telegraph Company, who 
wished to prove beyond all cavil, that the telegraph can be made available for the 

transmission of large documents as well as for short meaB&gda.—Herapath*tJoumqf, 

emJauvLory, 1849. 



No. 289. 

STATISTICS AND CALCULATIONS, 

ESSENTIALLY NECESSARY TO PERSONS CONNECTED WITH 

RAILWAYS OR CANALS. 



BY SAMUEL SALT. 



Price 38. 6d. 

The Westmintter Review for March, 1846, says:— -"A book that should be in the 
counting-house of every commercial roan in the kingdom, whether connected 
with Railways and Canals or not, for we have no hesitation in saying that so 
great an amount of matter, really useful, well arranged, and readily accessible, 
was never before collected in so small a space. It contuns calculations of Freight 
and Toll for Grain, Flour, Timber, &c., the statistics of almost every article of 
commerce, as well as of Railways, Canals, Bridges, Rivers, Mines and Minerals, 
Exports, Imports, Excise, the Navy, &c., &c., and an Appendix containing a 
summary of the evidence on Railways given before Parliament in 1845. An 
excellent index of eight pages at once points out the loaUe of every item in this 
multifarious mass of tables and calculations ; and we are able to speak to the 
scrupulous accuracy and minuteness of reference of the index firom personal 
examination.** 

The Builder says : — ** A very valuable set of tables, almost indispensably ne- 
cessary to parties connected with Railways and the Carrying Trade. Good advice, 
in the shape of mottos, is plentifully interspersed. The first of them is well 
worth repetition: — 

'Take pleMore in your basiness, and it will become your recreation.'" 

*' A very usefHil publication has just been issued from the Manchester press, and 
is essentially necessary to clerks and other persons connected with Railways and 
Canals, as it contains valuable calculations of Freight, Toll, Grain, Flour, Hay, 
Straw, Timber, and statistics of almost every article of commerce for a century 
back, easy of reference and not hitherto available. Elaborate tables of all the 
canals in England, stating their length, number, and size of locks, rise, fall, and 
other particulars, are given ; together with upwards of 500 miscellaneous statistics 
of pressing interest from private sources, relating to Railways, Canals, Bridges; 
Rivers, Mines, Minerals, Gnun, Flour, Salt, Coals, Iron, Copper, Manuf^tured 
Goods, Wool, Hops, Cattle, the Navy, Exx>orts, Imports, Excise, Tonnage, &c.; to 
which is appended a summary of the evidence on Railways given before Parliament 
in 1 845. The above has been calculated and arranged at considerable cost of mental 
application and perseverance, by Mr. S. Salt, a gentleman of practical experience 
on such subjects. A variety of Dght, pleasing proverbs, or hints to the man of 
business, are thrown amongst some of the pages; and an index for reference is 
appended to the book. As a whole, it is one of the most interesting productions 
of the kind we ever read ; and carriers and persons connected with the merchan- 
dise department should not be without it."— Stockport Ad»«rl\wT,*ljvA^'wsv .»Na>»*. 
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"FortUiexcdlait little woik the fnbUc is indebted to Mr. Somiel Salt^ty 
whom the cricnlatjons were made and the work arranged. The author informs 
ns, in his title-page, that the volume contains a Tarietf of information not to be 
foond elsewhere; and we gire ftill credit to the assertion. The boolc shoold be 
in the ooonting-hoase or shop of erery individnal in tlie kingdom who is in ^e 
habit of transmitting or receiring goods. To persons interested in Railways 
(either those already formed or those progected), it will be of great nse; while to 
carriers, clerks, managers of stations, and others largely connected with goods 
traffic, it will prove invalnable."— ZiMr7H><^ Albion, 17th November, 1845. 

"This volume belongs to a dass. of works which are in the highest degree 
useful* when produced with care and judgment. Mr. Salt's work contains a mass 
of valuable information on a vast number of subjects, evidently collected with 
great care. Mr. Salt is an industrious collector of facts, and we would urge him 
to persevere in this particular department of literature. The object of the present 
voliune is explained in the preface: — *In arranging the ftdlowing tables, &c' 
observes Mr. Salt, Mt has been my endeavour to ensure correctness and brevity, 
and to include much really useful information to those persons practically con- 
nected with the merchandise department of Railways or Canals. The carrier, 
also, will find it a useful compendium, if I may judge from my own practical 
experience for the last twenty years. The first portion ai the work was drawn 
up for the use of clerks I had to superintend, and saved me much trouble and 
repeated calculations. The statistical portion has been collected from varioos 
sources. I do not lay claim to originality so much as to the peculiar means I 
have had of obtaining matter hitherto withheld from the public' The first por- 
tion of the work will, we should imagine, be in the highest degree useful to all 
who are engaged in xhe carrying trade. It consists of a series of elaborate calcu- 
lations of toll or freight charged by carriers. These tables are foUowed by a 
calculation of tolls from ^d. to 3d. per ton per mile, from 1 to 200 miles i and ' 
tables are next given for calculating the weight of Timber, Grain, Flour, Hay, 
Com, &c., &c. These tables, which appear to have been very careftdly produced, 
occupy about one-third of the volume, the remainder being filled with miscel- 
laneous statistical tables* and other information of the like character. The 
statistics of Railways and Canals are ^ven at considerable length. The work of 
Mr. Salt can hardly fail to be useful to those parties for whom especially it was 
prepared, and to men of business generally." — Midland Counties Herald, ^h 
December, 1845. 

"This volume contains an immense mass of general information, the result of 
no ordinary labour and experience. The prices of tolls and freight are calculated 
from a quarter of a hundred- weight to twenty tons, besides tables for rapid calcu- 
lation in regard to a variety of other matter, such as Grain, Hay, Straw, &c. &e. 
The statistics include an account of the traffic on Railways, Canals, and Coaches 
at various periods and places, and a numerous and amusing collection of facts and 
anecdotes relating to them for twenty years past. In fact, the book forms an 
excellent companion both for the counting-house and the parlour, it contains so 
much matter of utility and amusement.** — Bradthavo** Raiiway Oazette, 12th 
November, 1845. 

" Mr. Samuel Salt's publication contains a vast mass of statistics on many 

topics relating to trade and commerce, including some general subjects ; though, 

perhaps, if the tables were reckoned up, a preponderance would be found in 

reference to raw materisda and locomotloa— the produce of mines, and the carriage 
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of goods by Canal and Railway. These ttuctB, tabulaiiy arranged, form the centre, 
aa it were, of Mr. Salt's force, one wing is a ready reckoner for persons sending 
goods by carriers of any description, exhibiting the toll or Areight from a quarter 
of a hundred-weight to twenty tons, at various rates of chai^ ; the other support 
to the main body is a series of statistics in paragraphs, something after the style 
of the facts in year-books, but mostly limited, like the central tables, to matters of 
production, locomotion, or actual speculation."— iS^pec^o^or, 22nd Nov., 1845. 

"This is the title of a little work, * calculated and arranged by Samuel Salt/ 
and published by Messrs. Bradshaw and Co., of Fleet Street and Manchester. It 
is a sort of ready reckoner on the matters of which it treats. A vast number of 
useful tables, and a large variety of statistical and general information, are also 
given. Altogether the book is one of a very valuable character." — Railway 
Heeord, 24th January, 1845. 

" This is a new and very cheap edition of a work which first appeared a few 
months ago, in a more expensive form. It is very neatly got up, and contains a 
large mass of tacts and statistics, many of which are both valuable and interest- 
ing. To all parties connected with Railways, or who may be interested in the 
progress and prosperity of that 'fifth estate,' as it may now be styled, this book 
will be highly acceptable.'* — Manchester Examiner, 8th August, 1846. 

** We have m^ch pleasure in commending to the notice of our readers a little 
volume by Mr. Salt, of Manchester, on ' Statistics and Calculations essentially 
necessary to Persons connected with Railways or Canals.' The work abounds 
with useful matters of fact, condensed within a small compass and in a tabular 
form, so as to l>e of the readiest reference. The subjects are chiefly calculations 
of freight, toll, grain, flour, hay, straw, timber, &c.; statistics of almost every 
article of commerce, as well as of Railways and Canals ; a table of all the Canals 
in England, their length, number and size of their locks, rise and fall, &c. Addi- 
tionally, there are a vast number of miscellaneous statistics relating to trade, 
commerce, mining, the navy, excise, and other like subjects, together with a 
summary of the evidence on Railways given before Parliament in 1845. The book 
is a real vtmUum in parvo, and worth the purchase of all to whom or to whose 
occupation it relates."— ^trmtnfrAam Journal^ 31st January, 1846. 

"The contents of many a ponderous blue book and statistical tome are here 
presented in a clear and condensed form. The information which this small 
work contuns is of the most valuable and practical character, and can only be 
otherwise obtained by an access to standard works of an expensive character. 
Hence its general utility and importance to every class. The tables and calcula- 
tions of toll or freight are invaluable to the commercial world, not only on account 
of their accuracy and completeness, but because of the great saving of time they 
must occasion to all who are connected with mercantile aflfairs. As a matter of 
course, many of the subjects treated of in this small volume are fluctuating In 
their character— the receipts, the expenditure, the mileage, the dividends, &c., 
of Railways, for example — and therefore such a work demands revision at stated 
periods, in order to be perfect. We should strongly advise Mr. Salt to prepare 
an edition which shall bring down to the latest possible period the calculations 
and the results which he has furnished up to a particular date, and which we 
conceive to he essential to the permanent character and utility of his little but 
laborious work." — Railway Gazette, Ibth March, 1848. 
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** A VBRY useftil little volume, embodying a multitude of facts connected with 
Railway enterprise and commerce generally. The editor has gathered tc^ther 
interesting information which cannot elsewhere be found in so convenient a form, 
and he has added to the value of his labours by appending a well-arranged 
index.**— Hua Herald, July, 1848. 

** A very convenient and complete magazine of portable statistics, which no 
man of business ought to be without ; it gives not only facts and figures, but 
extracts from speeches, resolutions of public Railway meetings, gleanings fhmi 
newspapers and parliamentary debates, all usefVil in their way." — Exeter Times, 

July. 1848. 

" This is a laborious and carefiiUy compiled little volume, and to the class ai 
readers more particularly interested it cannot fail to be exceedingly usefUl. It 
enables you to carry a vast number of important facts in your waistcoat pocket, 
if you have not keeping-room for them in your head, and, moreover, a copious 
index gives the means of ready reference, an advantage which the mere ' memory* 
man, whose head is too often nothing but a lumber garret of facts, does not always 
enioy.**— Kendal Mercury, 15th July, 1848. 

** A large mass of information is presented in this little volume, in the form of 
careMly-compiled statements and neatly-written paragraphs, fit either fbr 
quotation or reference, and especially suitable as illustrations of the giant growth 
of the Steam-engine and the Railway. Mr. Salt has adopted a motto Arom Swift 
for his title-page, which well explains the character and value of his volume — 
'Abstracts, abridgments, summaries, &c., have the same use with burning- 
glasses, — to collect the diffused rays of wit and learning in authors, and make 
them point with warmth and quickness upon the reader's imagination.*** — 
Caoentry Herald, 14th July, 1848. 

** This is a very usefiil and interesting compendium of ' facts and figures,* prin- 
cipally relating to Railways and Commerce ; deduced by Mr. Salt, of Manchester, 
f^om multifarious sources of information. The various statements and calcula- 
tions are compiled with great industry and intelligence, and contain many things 
which are not only desirable, but necessary to be known by all who would keep 
pace with the railroad extension of knowledge, which marks the intellectual 
activity of modem days. As a text-book of reference and register of facts this 
little manual ought to command a high degree of popular fzcvoxa.**— Chester 
Courant, 19th July, 1848. 

"A variety of statistical scraps, xiseful and worthy of record, relating principally 
to FailwayB and Commerce " — Kentish Gazette, \8t^ 3uV:^,\%4B. 
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"This little Yoliime, like the same author's * Statistics and Calculations/ is a 
practical illustration of the appropriate motto fh>m Swift, given in the title — 
'Abstracts, abridgments, summaries, &c., have the same use with burning- 
glasses, — to collect the diffused rays of wit and learning in authors, and make 
them point with warmth and quickness upon the reader's imagination.' At all 
events, Mr. Salt has the happy knack of g^ng, in very few words, what he can 
<mly have acquired firom extensive and varied reading and observation. Every 
one interested in R^way affairs should possess this book." — Westmintter Review^ 
July, 1848. 

** This is an interesting and useAil little collection of extracts firom newspapers, 
speeches, and minutes of evidence, bearing chiefly on Railways, and which would 
otherwise be gulphed and known no more." — Builder, 24th June, 1848. 

*' Mr. Salt's ' Statistics and Calculations' are already well known in the Rail- 
way world. The small volume now issued to the public contains an additional 
amount of information of a similar useful character to that which comprised the 
staple of the previous publication. This little work is highly suggestive ; the 
curious extracts, and the valuable tabular information of which it is made up, 
afford materials for thinking that may eventually serve to strike out some novelty 
in the Ridlway system, which is yet in its infancy. We commend the industry 
of Mr. Salt, and we hope soon to see a fiirther proof of his peculiar labours." — 
Railway Gazette, 3rd June, 1848. 

" This little work is one of great importance, as the statistics it contains are 
those which are almost every day necessary to be referred to ; and an index at the 
end gives facility for consulting its pages. There is so much comprehended in 
the volume that we can merely give a brief outline of its contents. In it will be 
found every particular connected with Railways generally, value of Railway pro- 
perty at different times, advantages of them, capitals required, depreciation of 
stock, various statistical tables, &c. &c.; British trade contrasted, as between 
ports protected and ports not protected -, canal intelligence, carriers, coals, cotton, 
customs, iron, paper-making, merchandise traffic on different Railways, specula- 
tion and speculators, tea trade, telegraphing} in short, it is impossible to give an 
idea of the vast amount of information contained in this smaU volume, unless, 
indeed, by copying the index. We consider it essentially valuable to every man 
of business, and, indeed, to all who wish to be informed of the state of things in 
this age of facts and figures."— i^verpoo^ Mercury, 6th June, 1848. 

** This is a small volume intended as a continuation of one before published by 
Mr. Salt, under the title of ' Statistics and Calculations.' It contains a great 
quantity of information collected firom a variety of sources, illustrative of the 
effects of Railways socially and commercially, both at home and abroad, and ex- 
planatory of their general economy and the best modes of working them. Great 
industry must have been exercised in bringing together such a mass of materials 
from scattered sources, and the book can hardly fail to be serviceable to parties 
connected with Railways in any capacity, while at the same time it is entertaining 
and agreeable to the general reader.**— Midland Counties Herald, 18th May, 184b. 

'* This is a very clever and useful compilation of various memoranda, opinions, 
&c., that have appeared in newspapers and other periodicals in reference, princi- 
pally, to Railways. It must have cost no slight effort of patience and labour to 
bring together such a mass of information as the index exhibits. To those 
interested in Railway traffic, or Railway speculation, it will be found an interest- 
ing pocket compaiaion.**— Manchester Times LUeroTy fihiKppUxMllA«'Xl^^^^>^%|^> 
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<«**** We likewise find that the finn of which he is the senior partner 
(Bradsliaw and Blacldock, Manchester,) lunre published for Mr. Salt, the indos- 
trious author of ' Statistics and Calculations/ a little handbook of ' Facts and 
Figures, principally relating to Railways and Commerce.' Ton are thus enabled 
to carry a million or more of important tacts upon your person, which you may 
not be able to stow into your head; and certainly, the next best thing to having 
a fact in your head, is to have it in your pocket.**— Oateihead Observer, 8th July, 
1848. 

" A collection of useful and curious facts and figures, relating chiefly to the 
progress and operations of Railways and Railway projects during the last year 
or two, interspersed with others of a more general bearing. The publication may 
be regarded as a sequel to Mr. Salt's former work, ' Statistics and Calculations.* 
Mr. Salt has placed on record, in a compact and available form, many useful fiurts 
floating about in ' the ordinary channels of information' and elsewhere, whidi 
would probably have been lost sight of altogether, if his industrious care had not 
brought them into safe moorings." — Leeds Times. 

"These ' Facts and Figures' principally relate to Railways and Commerce, and 
have a statistical value, sometimes specific, sometimes general, but nearly always 
curious and startling. The brochure is not without the 'salt' of humour; the 
author having pressed a few odd occurrences and some amusing exposures into 
his service."— ^^Aencrom, dOth September, 1848. 
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